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MOTOR VEHICLE SAFETY STANDARDS

FR ID A Y , MAR CH  24 , 19 61

H ouse of R epr esenta tives,
S ubcomm ittee on H ealth and  S afe ty, 

Com mi tt ee  on I nterstate and F oreign C ommerce ,
Washington, D.C.

The subcommittee met, pursuant  to  notice, a t 10 a.m., in room 1334, 
New House Office Building, Hon. Kenneth A. Roberts presiding.

Present: Representatives Roberts, Rogers of Florida, Nelsen, and 
Thomson.

Also presen t: W. E. Williamson, clerk.
Mr. R oberts. The subcommittee will be in order.
The Subcommittee on Health and Safety is meeting this morning  

for hearings on H.R. 2446, to establish safety standards for motor 
vehicle brake fluid.

(H.R. 2446 and agency reports fo llow:)
[H.R. 2446, 87th Cong., 1st sess.]

A BILL To provide th at  h ydrau lic brake fluid sold or shipped in commerce for use in moto r 
vehicles shall meet cer tain specifications prescribed by the Secre tary of Commerce

Be it enacted by the  Sen ate  and House of  Representatives of the United 
Sta tes  of America in Congress assembled, Th at not  la te r than 00 days af te r 
the  date of the enac tment of this Act the  Secreta ry of Commerce shall presc ribe 
and  publish  in the Feder al Register specifications fo r hydraulic brake fluids 
for  use in motor vehicles. The  standa rds  so published shal l provide the  public 
with safe and efficient hyrdau lic fluids for  motor  vehicle  hyrdaulic brak ing 
system s in o rder  to promote highway safety.

Sec. 2. (a)  The ma nufac ture for sale, the  sale, or the  offering for  sale, in 
\  commerce, or  th e impor tation into the  United State s, or t he  in troduction , delivery

for  introduction, tra nspo rta tio n or causing to be transported,  in commerce, or 
for  the purpose of sale, or delivery , af te r sale, in commerce, of any such hy
dra ulic brake fluid which  does not meet the  specifications prescr ibed by the 

J  Secreta ry of Commerce as  set  forth in the  first  section  of thi s Act sha ll be
unlawful.

(b) Whoever viola tes th is  section shal l be fined not more than  $1,000, or 
imprisoned not more th an  one y ear  or both.

Sec. 3. As used in th is Act—
(1) The term “commerce” means (A) commerce between any place in a 

Stat e, the Distr ict  of Columbia , the Commonwealth of Pue rto  Rico, or a pos
session of the United  Sta tes  and any place outside thereof,  and (B) commerce 
wholly with in the Distr ict  of Columbia or any  such possession ; and

(2) The term “motor  vehic le” means  any vehicle or machine propelled  or 
drawn by mechanical  power and  used on the highways.

Sec. 4. This Act shall tak e effect on the  da te of its  enactment excep t that  
section  2 shal l take effect on such date as the Sec reta ry of Commerce sha ll 
dete rmin e but  such date sha ll be not more tha n nine ty days  af te r the date of 
publication of specifications firs t establ ished under the  firs t section of thi s Act. 
If  such specifications firs t estab lished  are  there aft er changed, such standard s 
as so changed shall  tak e effect on such da te as the  Secreta ry of Commerce 
sha ll determ ine but  such da te  shal l not be more than ninety  days af ter the  date 
of their publication in accordance with the provis ions of the  firs t section  of 
thi s Act.

1



2 MOTOR VE HI CL E SAFETY STANDARDS

T he  Secretary of Commerce, 
Washington, D.C., March 24,1961.Hon. Oren Harris,

Chairman,  Committee on In ters ta te  and Foreign Commerce,House o f Representatives, Wash ington, D.C.
Dear Mr. Chairman  : Th is le tte r is in reply to your reques t of Feb ruary 9, 1961, for  the  views of this Dep artm ent  with respec t to H.R. 2446, a bill to prov ide th at  hydrau lic brake fluid sold or shipped in commerce for  use  in  motor vehicles shall meet certa in specifications prescribed by the  Secre tary of Commerce.
The bill would require  the  Secreta ry of Commerce, within 90 days af ter its enac tmen t, to presc ribe and publish in the  Federal Register, specifications for hydra ulic brake fluid sold or shipped in commerce for use in motor vehicles. Th ere aft er a tran sac tion  in commerce involving brake fluid which does not meet these specifications would be unlawful, and punishable  by fine or imprisonment, or both.
It  is our  understand ing th at  the  General Services Adm inist ratio n has  issued specifica tions with respect to brake fluids which are  applicable  to Government- owned vehicles. Also, 27 State s and the Dis tric t of Columbia have imposed regulat ions relat ing to the marketing of in ferior b rake fluids.This Department is certa inly sympathetic with the saf ety  objectives contemplated by H.R. 2446. However, we would also emphasize that  the severa l Sta tes  have trad itio nal ly exerc ised regu latory author ity  over motor vehicle safety  fe atur es ; and it  would seem that  the entry of the Federal  Government into  the  field of brak e fluid sta nd ards  regulation presents the  basic question  of the  prop er role of the Feder al Government generally in the regu lation of motor vehicle  equipment.
We would like to suggest th at  it might  be he lpful for the  P res ident’s Commission on In tergovernmental Relatio ns to give careful study  to  th e basic  ques tion of the  Federal Government’s role in the regu lation of moto r vehicle equipment, before decision is made with respe ct to brak e fluid standard s. It  will be observed  that  the  views expressed above are  consistent with our  comments on H.R. 903, which deals with  add itional  aspects of safe ty equipment  on motor vehicles.
In any event, we believe th at  if the  bill in question  is enacted into law, a minimum of at  least 180 days should be a llowed for prepar ation and publica tion of sjiecifications. Also, the bill should require  the  label ing of brake fluids as conforming to the  specifications to be promulgated.
The Bureau of the Budget advised there would be no object ion to the submission of this  report from the st andpoin t of the ad minis tra tion’s program.Sincerely yours,

E dward Gudeman,
Under Secr etary o f Commerce.

Department of J ustice,
Office of the D eputy Attorney General,

W ashingtion, D.C., March 28, 1961.H on. Oren Harris
Chairman, Committee on Inter sta te  and Foreign Commerce,House of  Representat ives, Wash ington,  D.C.

Dear Mr. Chairm an : This  is in response to your request for the views of the Dep artm ent  of Jus tice on H.R. 2446, a bill to provide th at  hyrd aulic brak e fluid sold or shipped in commerce for  use in motor  vehicles shal l meet certain specifications prescribed by the  S ecretary of Commerce.
The bill would requ ire the  Sec reta ry of Commerce to presc ribe and publish specifications for  hyd rau lic brake fluids for use in motor vehicles so as to “provide the public with safe and efficient hydraulic  fluids for motor vehicle hyd rau lic  braking systems in order to promote  highway safety .” The imp orta tion, sale, manufactur e or transp ort ation  in commerce of fluid which does not meet such specifications would be unlawful  and punishable by a fine of up to 81,000 and imprisonment  of up to 1 year.
The  Depa rtment does not  have any knowledge of the  need for such legis lation. In any event the bill would make criminal acts  which are of innocent chara cte r. For  example, the words “transportatio n or caus ing to be tra ns por ted in commerce’’ would include such persons as common car rie rs and the
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consumer who ordered the  proscribed fluid and thereby causes it to be tra ns 
ported to him. The Dep artm ent  cann ot endorse a crim inal penalty dra fted 
so as to reach par ties  who wi tho ut intent  violate the  law. Accordingly, the 
Departm ent is unab le to recommend enactm ent of this legisla tion.

The Bureau of the Budget has advised that  the re is no objec tion to the sub
mission of thi s repo rt from the standpoint  of the adm ini str ation’s p rogram.

Sincerely yours, J oseph F. Dolan, 
Ass ista nt Deputy Att orn ey General.

Mr. Roberts. This legislation was introduced August 18, 1960, as 
II.R. 13038 but the 86th Congress adjourned before the bill could 
be considered.

Introduction  of this legislation  directly resulted from an article 
in Automotive News for August 15, 1960, which pointed out that 
Chrysler Corp, engineers had found tha t 28 percent of the brake fluids 
marketed in the Detroit area were substandard;.

It  is easily seen tha t every vehicle with brakes depending on sub
standard  hydraulic fluid is a deadly  menace, not only to the  occupants 
of tha t automobile but to other traffic and to pedestrians.

Some may say tha t legislation to keep substandard brakefluid off 
the marget is a responsibility of the States. To this, I would be the 
first to agree. But less than  hal f the States have legislation adequate 
to meet this situation. A person start ing out from Washington on 
a trip across the  country jus t would not know where he could s top 
to get brake fluid tha t is adequate and safe. If  the States  fail to 
act, the Federa l Government has some responsibility to protect  in ter
state commerce from the hazards resulting from this phantom killer 
of substandard brake fluid.

This is not a problem tha t had developed in recent months. It  
has been with us a long time. Back in 1953, a member of the legis
lature  in Minnesota finding that  some of the many automobile acci
dents attributed to brake failure  of an undetermined cause were 
probably due to low-boiling brake fluids, succeeded in gettin g legis
lation enacted on the subject.

So we have been working on the  problem at least since 1953 and still 
less than half  the Sta tes have.effective legislation to protect the public 
from this phantom killer.

If  there is no objection, I  wan t to insert in the record at this point 
the artic le from Automotive News.

(The art icle from Automotive News is as follows:)

B ra k e  F lu id  D anger

Potent ial dea th stil l sta lks  the  Na tion’s highways in the  form of substan dard 
brake fluids, even though 27 Sta tes  and the Distr ict  of Columbia have passed 
legis lation aimed  at  preven ting the  sa le of such products .

In a recent  test,  Chrysler Corp, engineers found th at  28 perc ent of the  b rands 
of brake fluid being marketed in the Detroit  area were sub standard  and that  
these  sub standard  fluids are  “even worse  than  they were  5 yea rs ago.”

Of the 75 brands of commercial brake fluid tested, 15 wrere  found to be so 
sub standard  that  they would not  qualify under any Society of Automotive  
Engineers rat ing  formula, and 6 brands  were of the  “modera te” type or of 
SAE 70R2 which in most of today’s high-engine-output cars  ar e considered to 
have  a boiling point below a safe facto r.

Despite the  fac t that  15 brands  were definitely sub standa rd and  did not meet 
any SAE specifications (compared wi th 23 such bran ds 5 yea rs ago),  the quality 
of the sub standa rd bran ds tes ted  was  considerably below th at  of the same 
brands  of the  ear lier period. Five years  ago these substanda rd brands  boiled a t 
an average temperature of 181° F., whi le today’s pure ly sub standard  brands boil 
at  179°.
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Fiv e ye ar s ago , th e  23 m od er at e- dut y bra nds bo ile d a t  an  av er ag e of  245 .5°,  w hil e th e 6 m od er at e- du ty  bra nds te st ed  th is  yea r bo ile d a t an  av er ag e of  258°, sh ow in g an  im pr ov em en t in  th e ir  qua lit y.
To da y,  it  is co ns id ered  th a t a sa fe  b ra ke  flu id sh ou ld  w ithst and  te m per at ure s up  to  a t le as t 300°, an d w it h  th e  la rg er , m or e po w er fu l ca rs , flu ids sh ou ld  be  ab le  to  re m ain c onst an t a t 350°.
The  insid ious  th in g about th es e su bst an dar d  flu ids is  th a t th ey  ar e  no t on ly  “p ha nt om  ki ll er s”  in  th em se lv es , but whe n th ey  a re  ad ded  to  th e 54 bra nds th a t do  m ee t SAE he av y- du ty  o r su pe r-he av y- du ty  spec ifi ca tio ns , th ey  tend  to  lower  th e  to p bo ilin g po in t of  th e  sa fe  flu id th a t is in  th e  c a r an d mak e it  un sa fe .

PH A N TO M  K IL LE RS

The ph ra se  “phan to m ” o r “v an is hi ng” kil le rs  is us ed  in  co nn ec tio n w ith th es e su bst andard  br an ds be ca us e,  w hi le  th ey  va po rize  under h ard  stop ping  co nd ition s,  by  t he  tim e th e ca r is  in ves tigat ed  as  t o th e  c au se  of  an  ac cide nt , th e  br ak es  hav e cooled an d th e va po r re tu rn s  to  i ts  flu id st a te  and  th e  b ra kes  will  work ag ai n.Eng in ee rs  lik e C har le s M. Hein en , a ss is ta n t ch ie f en gi ne er  of  m ate ri a ls  la bora to ri es fo r C hr ys le r Co rp ., an d F. J.  M arke y,  sa le s en gine er  of  th e  De lco  M or ai ne  Di visio n of  G en er al  Motors, wh o a re  w or ki ng  to  deve lop  sa fe r br ak es , re a li ze  th e ex trem e danger in  al lo win g th es e su bst andard  bra nds of  flu ids  to  be  m ar ket ed , al th ou gh  th ey  ad m it  th a t they  ha ve  no  pr ov en  fig ures  on th e nu m be r of fa ta l ac ci de nt s ca us ed  by  bra ke fa il u re  du e to  su bst andard  flu ids an d co ntr ib u ti ng  fa ct or s.
A no th er  in sidi ou s po te n ti a l “k il le r” is  foun d in  th e  c a rs  eq uip ped w ith th e m od er n foot -ap pl ied  park in g  b ra ke t h a t ac ts  on th e re a r whe els bu t ha s no w arn in g li ght o r o th er  m ea ns  ex ce pt th e re le as e leve r th a t is  a lm ost  co mplete ly  hidd en  under th e da sh  to w ar n th e  d ri ver th a t hi s park in g  bra ke may  be part ly  ap pl ied.App ro xi m atel y 58 per ce nt of  th e  ca rs  sold th is  year a re  eq uipp ed  w ith  th is  ty pe of  br ak e an d were so ld  w ith  no w ar nin g li ght to  le t th e  d ri ver  know  whe n he  w as  d ri vi ng  w ith h is  b ra ke  p art ia ll y  on .
A re ce nt  nea r ac ci den t d ri ves ho me th e  da ng er ou s si tu a ti on  th a t ca n deve lop  under th is  cond ition . In  th is  case,  a car th a t had  no  w arn in g  ligh t w as  dr iv en  a t  no rm al  ex pr es sw ay  sp ee ds  w ith one bra ke shoe  he ld  part ia ll y  on by th e park in g  b rake .
T his  develope d so muc h h e a t th a t it  no t on ly  ca us ed  a fa il u re  in  th e br ak e,  en ti re  los s of  br ak e flu id and  en ti re  los s of bra kin g ab il it y  bu t it  al so  blu ed  th e  m et al  p a rt  o f t he  sho es  on  th a t br ak e.
U nd er  th is  hig h hea t co nd it io n,  th e  bra ke cy lind er  cu p has a na tu ra l tend en cy  to  r ef or m  an d lose th e flar e th a t ho lds it  a gai nst  th e b ra ke c yl in de r. Thi s al lows th e  flu id  to gu sh  ou t of  th e  sy stem . W he n th e cu p cools  it  also  sh ri nks in di am ete r,  i t i s c lai med .
T here  see ms  to  be no qu es tion  th a t vap or iz at io n of  th e  flu id als o ta kes  pl ac e re gard le ss  of  th e qual it y  of th e  flu id in  th e sy ste m. The  on ly  reac tio n to su bno rm al  flu ids  un de r th is  co ndi tion wo uld be th a t th e b ra ke wo uld  fa il  so on er  and  under  much les s h ea t.
In  ad di tion  to th e ru bber  cy linder  cup in th e  bra ke cy lind er , som e m ak er s us e m eta l ex pa nd er s w hi ch  w ill  ke ep  th e cu ps  fro m los ing th e ir  flare an d sh ri nkin g u nder high  heat long er  th an  th e  as se mbl ies w he re  on ly  th e  ru bb er  cu p is used . T hus , in a sen se,  th es e m et al  ex pan der s ca n pr ev en t m an y ac ci de nt s of th is  typ e.Si nc e they  co st a  few ce nts  per  wh eel, some  v eh icl e co mpa ni es  an d man y se rv ic e st a ti ons do no t pu t them  in  th e br ak e cy lind er  e it her as  or ig in al  eq uipm en t o r in  b ra ke re pair  p ro ce du re s.

M OU N TA IN  PROBLEM

T he  te rr ib le  th in g ab out br ak e- flu id  fa il u re  is th a t un le ss  a leak  deve lop s in th e  sy ste m, ca rs  n or m al ly  opera te  a t br ak e- cy lind er  t em pera tu re s of  158° to  250° under hard  dr iv ing.  B ut th e  hi gh  heat th a t mak es  th em  kil le rs  develop s unde r co nd it io ns  w he n th e b ra kes  a re  ne ed ed  the mo st.
Co ming down  a long  hi ll w it h  th e  bra ke s on ca n gen er at e a s  mu ch as  600° of h e a t su rr oundin g th e  b ra ke  cy lind er s,  en gi ne er s say,  an d a dr ag gi ng  par kin g b ra ke  ca n deve lop  700° or more. Ev en  th e m as te r cy linder  is loca ted  in th e en gi ne  co m pa rtm en t w her e te m pera tu re s of  300° are  not uncomm on  on hot da ys  and  in sto p-a nd -go  d riving .
Saf eg ua rd s fo r m ou nt ai n dri v in g  are  giving  bra ke en gi ne er s g re at co nc ern in to day ’s cars  w ith  th e ir  hoth ouse  wheel co m pa rtm en ts . An d th e prob lem  is be co ming m ore ac ut e a s th e  s iz e of  the  w he els  i s redu ce d.
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The  day  may  c om e soo n w he n p re se n t b ra ke l in in gs  an ti hydra u li c  bra ke p a rt s  
may  n ot he ab le  to  s ta nd th e t re m en do us  h eat th a t is  develo pe d.

C urr en tly , howe ver, th e  pro bl em  is ce nt er ed  ar ou nd  are as of m ounta in  dri vi ng  
whe re , fo r in stan ce , ev er y 1,000 fe e t o f el ev at ion co ntr acts  th e  v olum e of  the flu id 
an d lo w er s it s bo ilin g poin t fr om  th a t of  se a level.

A no th er  prob lem is  ru sh -h our ex pr es sw ay  dr iv in g w he re  th e  co nt in ua l sto p-  
and-g o dr iv in g ac ts  a s a hea t- so ak in g ag en t an d al lo ws cy linder  te m per at ure s to  
clim b.

Acc ording  to  C hr ys le r e ng in ee rs , t h e  q ual ity of h ea vy -duty SA E 70R1  typ e bra ke 
flu ids is  al ar m in g.  Se ve ra l of  th e  c om mercial  SAE 70R1  de si gna te d bra ke flu ids  
te st ed  will  no t co nfor m to  SA E spec ifi ca tio ns , an d a nu m ber  o f  oth er s a re  
bo rd er lin e.

Sinc e on ly  a lim ited  am ount o f sp ec ifi ca tio n te st in g  has  be en  do ne  to dat e,  it  
wou ld  see m th a t a high  perc en ta ge of  t ra de n am e bra ke flu ids  de sign at ed  as  SA E 
70R1 ty pe  ar e  ill eg al ly  la be led .

C hry sl er  en gine er s hav e not co mplete d th e ir  te st s on ty pe 70R 3 he av y- du ty  
flu id,  bu t it  is in di ca te d th a t th e re  is som e ch ea ting go ing  on  by som e m ak er s of 
even t h is  h ig he st  ty pe  fluid .

W hi le  27 S ta te s an d th e D is tr ic t of  Co lum bia  now ha ve  b ra ke  flu id  legi sl at io n 
perm it ti ng  th e sa le  of  on ly  SE A 70R type  bra ke flu ids , on ly  10 Sta te s re qu ir e 
re g is tr a ti on  an d ce rt if ic at io n th a t in di vi du al  b ra ke flu ids co nf or m to  th e  m in i
mu m SA E st an dard s.  M an y S ta te s wh ich  do no t re qu ir e  re g is tr a ti on  do no t 
de si gn at e an y en fo rc em en t depart m en t or  agency.

Sinc e cert a in  le ss -r ep ut ab le  m anufa ctu re rs  of hydra ulic b ra ke  flu ids ca n op er 
a te  in  th es e S ta te s w ith  min im um  ri sk s,  it  is  appare n t th a t th e  ill eg al  use of  
th e SA E 70R1  type  de si gn at io n co uld be harm fu l or dam ag in g to  th e SAE , to 
th e  dri v in g  pu bl ic  an d to  th e deale rs  wh o sol d th e ill eg al ly  m ar ked  flu id in th e 
be lie f t h a t th ey  w ere se lli ng  a  s afe , hi gh -tes t he av y- du ty  f luid.

MA NY  SUBSTANDARD BRANDS

C hry sl er  en gine er s fo un d th a t w hile a few  SA E 70R 3 ty pe  flu ids ha ve  bor de r
line  bo ili ng  po in ts , ei gh t tr ade-n am e flu ids  ha ve  bo iling  po in ts  ab ov e 400°.

W hi le  t here  ha s been an  a p p a re n t re du ct io n in th e nu m be r of in di vid ual  bra nd s 
of su bst andard  an d m oder at e- duty  bra ke flu ids sold in  th e D etr o it  m ar ke t, th e 
avail ab il it y  of th es e undes ir ab le  flu id s is mor e ex te ns iv e th an  th e ac tu al per 
ce nt ag e of  th es e flu ids  pur ch as ed .

T hi s is  il lu st ra te d  by th e  fo llow in g ta bl e of  th e  ty pe s of  b ra ke  flu ids sol d by 
al l re ta il  o utl et s c on tact ed  duri ng  t h is  s u rv ey :

Reta il ou tlet Substan d
ard

SAE 70R2 SAE  70R1 SAE 70R3

Major  gasoline s ta ti o n s .. ._______  ____________ ___ 14 2 50 24
Ind epe nde nt gas stat ions___ _______  . . . ____ 7 1 8 2
Auto  accessory stores___ . . . .  . . __ 68 41 104 43
Fran chised car dealers___ _______ ______ _ _______ 0 0 3 5

Alth ou gh  27 S ta te s an d th e  D is tr ic t of  Co lum bia  ha ve  en ac te d legi sl at io n to  
p ro te ct  m ot or is ts  from  su bst andard  bra ke  flu id, on ly 10 S ta te s ha ve  p u t suf fic ien t 
te et h in  th e ir  legi sl at io n to  p re ven t th e  m ar ke ting  of  sp uri ou s prod uc ts .

In  th e  in te re st  of  sa fe ty , th is  N at io n shou ld  ha ve  le gi sl at io n th a t wi ll ad e
quat el y pr ot ec t th e  ow ne rs  of  c a rs  an d tr uck s again st  be ing so ld  an y of th es e 
su bst andard  br ak e flu ids .

An d ev er y S ta te  th a t now has su ch  le gi slat io n shou ld  pu t su ffi cie nt  te et h in 
th e ir  la w s to  pr ev en t th e unsc ru pulo us fro m m ar keti ng  th e ir  sp uri ous pr od uc ts .

D ea le rs  sh ou ld  ta ke  ev er y pre ca ution  to  m ak e cert a in  th a t th e ir  source  of  
br ak e flu id is  re liab le  an d th a t ea ch  pa ck ag e is  pla in ly  labe led as to  it s  SAE 
ra ting .
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States W hic h  Govern B rake F luid

1. Alaska. 11. Maine. 21. Texas.
2. Alabama. 12. Minnesota. 22. Virginia.
3. Arkansas. 13. Mississippi. 23. Wisconsin.
4. California . 14. New Jersey. 24. Rhode  Island.
5. Connect icut. 15. New York. 25. Massachuse tts.
6. Delaw are. 16. Nor th Carolina. 26. Kentucky.1

7. Di str ict  of  Columbia. 17. Oklahoma. 27. Arizona .2
8. Florida . 18. Pennsylvania. 28. Michigan.*
9. Georgia. 19. South Carolina .
10. Louis iana. 20. Tennessee.

iS e p t.  l,  i9 60 .
2  S ep t. 24, I960 . 
8 J an . 1, 1960.

Mr. Roberts. Our first witness today is Air. Charles Prisk, Bureau 
of Public Roads, Department of Commerce, Washington, D.C.

STATEMENT OF CHARLES PRISK, BUREAU OF PUBLIC ROADS, 
DEPARTMENT OF COMMERCE

Mr. P risk. Air. Chairman, gentlemen, it is a privilege to appear 
before your committee today  to present the report of the Department 
of Commerce on H.R. 2446.

This hill would require the Secretary of Commerce, within 90 days 
aft er its enactment, to prescribe and publish in the Federa l Register, 
specifications for hydraulic brake fluid sold or shipped in commerce 
for use in motor vehicles. Thereafter a t ransaction in commerce in
volving brake fluid which does not meet these specifications would be 
unlawful, and punishable by fine or imprisonment, or  both.

It  is our understanding tha t the General Services Administra tion 
has issued specifications wi th respect to brake fluids which are applic
able to Government-owned vehicles. Also, 27 States and the D istrict 
of Columbia have imposed regulations relating to the marketing of 
inferior brake fluids.

This  Depar tment is certainly sympathetic with the safe ty objectives 
contemplated by H.R.  2446. However, we would also emphasize tha t 
the several States have trad ition ally  exercised regula tory author ity 
over motor vehicle safety features; and it would seem that  the entry 
of the Federal Government into the field of brake fluid standards  
regulation presents the basic question of the proper role of the Federal 
Government generally in the regulation of motor vehicle equipment.

We would like to suggest tha t it might  be helpful for the Pres i
dent’s Commission on Intergovernmental Relations to give careful 
study to the basic question of the Federal Government’s role in the 
regula tion of motor vehicle equipment, before decision is made with 
respect to brake fluid standards. It will be observed th at the views 
expressed above are consistent with our comments on H.R. 903, which 
deals with additional aspects of safety equipment on motor vehicles.

In  any event, we belive tha t if the bill in question is enacted into 
law, a minimum of a t least 180 days should be allowed for preparat ion 
and publication of specifications. Also, the bill should require the 
labeling of brake fluids as conforming to the specifications to be 
promulgated.

This  concludes the Department’s report.
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Mr. Roberts. Mr. Prisk, you  know I have had a good deal of exper
ience with departmental reports. This is not the first time tha t I 
have been confronted with the reluctance of the Commerce Depa rt
ment to go along with safety  regulations. I had that experience 
with them in the ref rige rato r safety bill. We were never able to 
get them to give us a favorable report.

I am not fussing at you, because I  know you are here because you 
are sent here. But I would like  to ask you what good you think tha t 
this recommendation would do, to refer this to another commission. 
1 have not ever been impressed by too many of these Presidential 
commissions as far  as gett ing any thing  done.

Now, what is your opinion of the effectiveness of refe rring  this 
to the President’s Commission on Intergovernmental Relations?

Mr. Prisk. The Pres iden t’s Commission on Intergovernmental 
Relations, of course, covers a very wide body of interests, from my 
knowledge of their  operations and reports  tha t have been issued. 
1 think tha t there has been some impor tant headway made in con
tribution in terms of separation of regulatory authority over matters 
between the various levels of government.

This part icular type of subject matter, having been deal t with by as 
many State laws as is indicated, having been dealt with by the Uni
form Vehicle Code in its specific section, 12205, and having been 
dealt with by the Society of Automotive Engineers, it  seems to me 
tha t we can reflect tha t progress is being made in this  area, and 
whether the intervention of Federal  authority would be helpful or 
not I think  is still questionable.

This is, I  think, the background of reasoning for a referral possibly 
to this Commission.

Mr. Roberts. Well, don’t you think that  Federal control of unsafe 
food and drugs has worked pretty well for  over half a century ?

Mr. P risk. I would say this is right. I think  tha t State control 
has worked quite well in the field of motor vehicle regulation, also.

Mr. Roberts. You mentioned the role of the SAE. Isn ’t it true 
tha t the Society of Automotive Engineers has already been in the 
field for many years and has already set up certain specifications for 
safe brake fluid, and they have been published throughout the 
indust ry ?

Mr. P risk. Yes, they have.
Mr. Roberts. And yet would you know, if you went to a filling 

station, went to ask for—what SAE specification to ask for?
Mr. Prisk. No, I would not.
Mr. Roberts. Do you think the average motorist  would know 

whether he was getting but termilk or safe brake fluid, actually ?
Mr. Prisk. I suspect not.
Mr. Roberts. And isn't tha t the reason that righ t in the Detroi t 

area, according to the Chrysler people, that  they found th at  there were 
14 major gasoline stations selling substandard brake fluid ?

Mr. Prisk. This I have no personal knowledge of, and would 
hesitate to comment on t ha t part icular survey. I do think tha t the 
incidents of  infe rior brake fluid in terms of its appearance as an acci
dent. factor has been insignificantly low.

Mr. Roberts. But as a m atte r of  fact, i f one death results from the 
use of unsafe brake fluid, isn’t that  one death too many ?
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Mr. P risk. It  certainly is.
Mr. Roberts. Now, I notice that  in this article, tha t there were 

independent gas stations—there were seven selling substandard fluid. 
The auto accessory stores, there were 68 selling it. I believe tlie fra n
chise car dealers had a pre tty good record—none of them were selling 
substandard brake fluid, according to this article.

Doesn’t it seem to you t ha t i t would be much easier for the Federal 
Government to prevent this from ever getting into  interstate commerce 
than it will be for the substandard lots to be broadcast th roughou t the 
Union, and then for these States to have to go around and tes t all of 
them ?

Mr. Prisk. This I thin k is a question that is open to debate. It  is 
not quite the same as a safety  lock on a  re frigerator door, or another 
obvious feature of design. Safety brake fluid, to the average motorist, 
is something tha t cannot be distinguished as i t is put  into your car, 
jus t as you mentioned earlier.

Mr. Roberts. Going back to your statement that  it was your opinion 
that  an insignificant number of deaths were actually caused by the use 
of substandard fluid—upon what information do you base that  s tate
ment?

Mr. Prisk. Intensive analysis of accident studies at Northwestern 
University which were conducted as a pa rt of our highway safety 
study, plus other informat ion th at comes to us in our research program 
on traffic accident studies.

Mr. Roberts. Now, do you know i f anyone keeps accurate statistics 
on this type of accident for every State in the Union ?

Mr. Prisk. Brake failu res are usually identified, to the extent tha t 
they can be detected a fte r the accident. This itself  is very difficult. 
Once a brake failure is identified as a factor  in the accident, you 
still have the problem of determining whether it is a failure  of the 
fluid or a failure of the mechanism in the system. And this, afte r 
an accident, is exceptionally difficult.

Mr. Roberts. Well, as a matte r of fact, it is not true tha t in this 
wdiole field of highway safety that  we are dealing many times with 
very inaccurate examination of accidents ?

Mr. Prisk. As fa r as some of the studies are concerned, this is 
correct, certainly.

Air. Roberts. I have been in the field now fo r about 6 or 7 years, 
and tha t has certainly been my experience—that if there is anything 
that  is lacking in the entir e picture, it is the fact tha t we know so 
litt le about it—actually what has caused an accident. Tha t is why 
I say I  think your  statement that  the number is insignificant may not 
be based on the best information.

Air. Prisk. This is only my judgment.
Air. Roberts. Yes, sir. That  would be your own personal opinion. 

Tha t is all.
Air. Nelsen. No questions.
Air. Rogers of Flor ida.  Air. Prisk,  I am sorry tha t I was a few 

minutes late. Did you have a prepared statement ?
Air. P risk. A report from the Department , yes.
Air. Rogers of Florida. And has this been your field in the Depart

ment of Commerce—safety ?
Air. Prisk. Yes.



MOTOR VE HI CL E SAF ETY STANDARDS 9

Mr. Rogers of Fl or id a.  And  how long hav e you  been  wo rking  in 
the D ep ar tm en t on th is field, M r. P risk  ?

Mr.  P risk. Since 1939.
Mr.  Rogers o f Fl or ida.  W hat  are the  m ajor  recommenda tion s th at  

you can  recall—I  am no t askin g fo r sma ll recom mendations—bu t 
major  recomm endatio ns th a t you, in you r work, o r in th e De pa rtm en t, 
hav e come fo rth  wi th to impro ve  saf ety  on the  automobi le safet y 
pro blem ?

Mr.  P ris k. We ll, ou r wo rk  has been, I  th in k I  wou ld say , very 
largely w ith  commercial  veh icles, since  the  pro blems of  size and  w eig ht 
are  ext rem ely  closely  associ ated with hig hw ay des ign  and road bu ild 
ing , which of course is a m ajor  function of  our agency. An d the  
recommen dat ions th at  have come fo rw ard hav e been ones res ul tin g 
fro m research on br ak ing req uir em ents,  those resu lti ng  in the  recom
me ndations fo r size and we ight  of vehic les as the y now exist . I 
wou ld say  these pe rhap s are pr incipa l among  the ones th at  have 
been m ade.

Mr.  Rogers of Flor ida.  Yes . Wo uld  you tell me ju st  a lit tle  bi t 
about yo ur  setup as fa r as th e safet y division of  the Bu rea u of  Publi c 
Roads  is concerned. Is  th er e such?  I was just asking  fo r my own 
inf orm ation . Cou ld you  tell  me a lit tle  bit  of  yo ur  work and how 
many peop le you have wo rk ing on th is problem of  safet y?  Also,  is 
there  a special  d ivis ion or  no t ?

Mr. P risk. There  is widesprea d concern wi th  sa fe ty  throug ho ut  
the  B ureau of Publi c Roa ds.  I th ink th at  it wou ld be  difficult to s epa 
rat e th is  out. Or ga niza tio na lly , my pos ition is as Spe cia l Assis tan t 
to the As sis tant  Com mis sioner  fo r Researc h, Mr . Holmes, who is in 
charg e o f all of o ur  res ear ch prog ram .

In  ou r researc h prog ram, in the  Bu reau  of  Pu bl ic  Roa ds, the 
div isio n of  w ork  which I am most fam ili ar  w ith , we spend somewhere 
in the neig hborh ood of  $2.5 to  $3 mil lion  e ach ye ar  on work which is 
sa fe ty  associated, to say t he  least .

Mr. Rogers of  Flor ida.  B ut you do not  have any specif ic divi sion  
or  any specific grou p devo tin g all  of  th ei r tim e an d ene rgy  to the  
pro blem o f safe ty as such.

Mr.  P risk. We  have a Tra ffic  and Sa fety  B ran ch in o ur  Op era tions 
Divis ion ; yes, sir.  So th is  grou p is devoting its  fu ll  concern, you 
migh t say,  to  th at  p roblem.

Mr.  R ogers of  Flor ida.  A nd  how lon g h as  tha t been established , do 
you rec all  ?

Mr.  P ris k. The Traff ic an d Sa fety  Br an ch  is of  rel ati ve ly  recent  
or igi n—pe rhaps 2 or  3 years.

Mr . Rogers of  Fl or ida.  W hat  majo r recommenda tion s have been 
made th a t you know about alon g the  safet y impro veme nt line?

Mr. P ris k. I  would say  th a t the  pr incipa l recommenda tion s are  
th ing s th at  are  rel ate d very larg ely to hig hw ay s ign ing, mark ing, use 
of traffic con trol devices—no t very much th ings  on the  vehic les at the  
presen t time, alt hough we do hav e three pro jec ts th at  are cu rre nt ly  
acti ve deali ng  exp ressly  with  the vehicle in ter ms  of  com municatio n 
between dr ive rs on the high way  as provide d th roug h vehicle equip 
ment.

Mr.  R ogers o f Flor ida.  W hat research, i f any, has been done  on thi s 
problem of  bra ke  fluid  with in  yo ur  g roup  th at  you kno w of  ?
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Mr. P risk. No, sir.
Mr. Rogers of Florida. Not at  all ?
Air. Prisk. There has been none.
Mr. Rogers of Florida. Do you think  there is sufficient personnel 

and sufficient emphasis being placed by the Department on the safety 
program ?

Mr. Prisk. I think tha t steps are underway to increase the em
phasis of the Department on highway safety program. I do not think 
tha t we are satisfied at all w ith present activities in the highway safety 
field. I believe this extends throughout the organization pretty  much.

Mr. Rogers of Florida. Well, I am concerned—Mv first reaction, 
and I have not gone into this subject thoroughly—but I think the 
committee ought to, Mr. Chairman, is concerned with how little effort 
and how little, it seems to me, imagination in this field of safety 
has come forth from the Bureau of Public Roads. 1 think some 
emphasis needs to he placed on this field. If this is not a group tha t 
is competent to do it, or they do not feel they are competent to make 
positive recommendations, rath er than to keep refe rring  it to other 
agencies, perhaps we should consider taking the jurisdiction  away 
and se tting up a specific group to go into safety. With  as many deaths 
as we have in America today  on highway accidents, it seems to me 
this  is a very major field for us to put some real effort and some 
imagination into and produce some recommendations that  can help 
cut down this tremendous death toll. I do not think we are doing 
it. I am concerned when the Bureau comes up here without any 
research on this problem and still says that  only 27 States and the 
Dis tric t of Columbia have any regulations relat ing to the marketing  
of inferior brake fluid. I t fur the r concerns me tha t all we do is say, 
“Well, let’s refer it to some other governmental committee.”

I am not very well pleased with the attitude of the Department of 
Commerce. In fact, I am surprised. I hope th at the committee will 
hold hearings on this problem. I feel this is a real major problem 
in America today. I do not know of anything that  causes more deaths, 
yet could by stopped if we took proper  actions. I just hope tha t 
the Department will put more emphasis on this problem, devote a 
litt le time to more research, and more effort for recommendations to 
improve safety features in the highway program.

Mr. Rorerts. The Chairman could not agree with the gentleman 
from Florida more. I am getting  tired of introducing bills and hold
ing hearings on safety matters. This is certainly not a far-reaching 
bill. But it is a bill that  can save a lot of lives. And when the De
partmen t continually comes up here and recommends against a very 
small step in the direction of the safety of our people on the high
ways, roads, and streets of this country, it seems to me that  cer
tain ly we ought to investigate and find out what is wrong with the 
Department of Commerce.

I have had this same experience. I had it with them in the refr ig
era tor safety bill. We could get no cooperation. They constantly 
opposed every effort the Congress made fo r safety  in th at field.

I am certainly going to do my best to see that  we find out what 
goes on down there and find out if we can produce at least one bill 
that they will go along with.



MOTOR VE HI CL E SAFETY STANDARDS 11

I  th in k it  is tim e th at  we find  out wh at  is responsible  fo r th is 
at tit ud e,  why  it  is t hat  we mus t c onsta ntl y be at  them over the  head to 
get  even a  fav ora ble  rep or t on  an yth ing.

I,  f or  one, am very m uch disple ase d with the Dep ar tm en t's  a tti tude . 
I  am  no t g oin g to  be sa tisfi ed with  i t u nt il we find o ut  w ha t is h ap pe n
ing do wn a t th e D ep ar tm en t level.

Mr.  P ris k. Mr.  Ch air man , might  I say th at  the Bu reau  of  Publi c 
Roa ds,  as a constitu ent age ncy  of  the  De pa rtm en t, is essent iall y a 
ro ad bu ild ing agency. Th e wo rk  and  ac tiv ity  th at  rel ate s to hi gh 
way safe ty  has necessa rily  been focused pr im ar ily  on the hig hway,  
because thes e are  the  dis cip lin es  th at  res ide  very lar ge ly  in  ou r 
org ani zat ion .

We hav e made ext rem e contr ibuti on s, we feel,  to high wa y safet y 
throug h imp rov ement  a nd  r efinem ent  o f hig hw ay des ign , and I th ink 
th is is a  mat te r of  record, th a t one-h alf  to  two -th ird s of  the acc idents 
and  fa ta lit ie s are eliminated  by  reason of  the controll ed  access pri n
ciple  an d the oth er featu res th a t are  asso ciated wi th mo dern freeway 
design. Th is  is ou r speci ali ty.  We  feel th at  tremendous str ide s have 
been made  in t hat  area.

We are no t specia list s on th e vehicle , exc ept  as it  rel ate s to  th e 
hig hw ay. Th is pa rt ic ul ar  field we are  wo rking  with  mo re and more 
as time perm its . But  we are  a roa db ui ld ing  agen cy.

I  th in k th at  the  pr inciple rep resentati on  I  wou ld make is in the 
pages of  ou r stu dy  of  the Fe de ra l role in hig hw ay safet y, a repo rt  
filed by the Secre tar y of  Com merce in Ma rch  of 1959, which I  am 
sure you  are aware  of. In  th a t rep or t, we review the contr ibu tio ns  
and activ ities  of  the Dep ar tm en t of Commerce an d othe r Fe de ral 
de pa rtm en ts t hrou gh ou t th is  en tir e field.

Mr. R oberts. I  say  to  th e witness th at  the Cha ir  rem embers th at  
re po rt  very well, ha ving  stu died  it  fo r many hou rs. I  th ink th at  re 
po rt  cos t the Fe de ral  Go ve rnme nt  aro und $200,000. And  the n last 
year,  aft er  h av ing  m ade  ce rtai n saf ety  recommenda tion s, the  Dep ar t
men t then  came aro und, when we had  II .R . 1341, w hic h pro vid es fo r 
minim um sta nd ards  on Government -ow ned  vehic les—the y came up  
and repo rte d again st th at bil l. So I  say  I  do ub t if you know which 
dir ec tio n you are  go ing  in down  ther e. You move one day in the  
dir ection of  saf ety , an d th e ne xt  day  you  are  go ing  th e othe r way, 
an oth er  dire ctio n.

I agree  with the gentl em en from Flo rida  th at I  th in k th is com
mittee ou gh t to f ind ou t j us t w ha t you believe in dow n the re,  and find 
out  some w ay i f we can g et some  consistency dow n t he re in the  D ep ar t
ment o pin ion s ab out  leg islation .

Mr. Rogers of Fl or id a.  Mr. Ch airma n, I  wa nt  to  say , too, th at  I  
th ink  pr obably you hav e po in ted  up  some o f t he pro blem an d d ifficulty 
which I  th ink we sho uld look into. The  fa ct  is th at  all  o f th e em phasis,  
or  the ma in emphasi s, which  is pro bab ly cor rec t, was  placed  on roa d 
design an d so fo rth  in the  B ur ea u of Roads. Th erefo re,  you have no t 
had an active gro up  t ry in g to do som eth ing  about sa fe ty  as fa r as the 
automobi le its elf  is concern ed. I  can un de rst an d pe rhap s, th at  the 
main emphasi s has been pla ced on roadbu ild ing  and des ign , w hich  you 
fe lt was more  in yo ur  line.  An d th at  is wh at real ly  concern s me. 
He re is a problem  th at  much cou ld be done on, I am sur e, if  we had  a 
pr op er  grou p working  on th e problem wi thin the Dep ar tm en t of

70706— 61------2
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Commerce, if tha t is the prop er agency where we should locate it. I 
think you pointed that  up. Tha t is the problem I hope this committee can get into.

Mr. Roberts. Mr. Thomson.
Mr. Thomson. No questions.
Mr. Roberts. Thank you, Mr. Prisk.
Our next witness this  morning is Mr. Kibbee, of the American 

Trucking Associations.

STATEMENT OE LEW IS C. KIBBEE, DIRECTOR, ENGINEERING 
DEPARTMENT, AMERICAN TRUCKING ASSOCIATIONS, INC.

Mr. K ibbee. Mr. Chairm an, members of the subcommittee, my name 
is Lewis C. Kibbee. I am presently director of the engineering 
department of the American Trucking Associations. I have been 
employed in this or simila r capacities for that association since 1949. 
I am a graduate engineer, and have been employed in truck engineer
ing since 1943, as well as being a registered professional engineer 
in the Distric t of Columbia. In my work I have represented American Trucking Associations on national technical committees working on 
vehicle braking in the National Committee on Unifo rm Traffic Laws 
and Ordinances, the Inte rsta te Commerce Commission, the Society of Automotive Engineers, the U.S. Bureau of Public Roads, the 
American Standards Association, and other national organizations. I am therefore fami liar with truck brake engineering practice.

American Trucking Associations, Inc., whom I represent here to
day, is a national federation of State trucking associations represent
ing all forms of truck transportation , both priva te and for-hire. It  
is the national trade association of the trucking indus try with officers at 1616 P Street NW., Wiishington, D.C.

My appearance here is in relation to H.R. 2446, which bill would 
prescribe specifications for  motor vehicle hydrau lic brake fluid, in
cluding tha t used in motortrucks, to l>e established by the Secretary of Commerce.

We do not oppose the inten t of this bill, which seeks to outlaw 
substandard brake fluid, but  we feel that the bill as written could prove to be most confusing and should therefore be amended.

A review of the requirements for brake fluid in the States indicates 
tha t five States  use the wording of the uniform code to specify brake  
fluid to be used in the ir States. These States are:  Connecticut, Delaware, Georgia, Pennsylvania, and Virginia.

Having heard the chairman’s remarks, maybe you are more familiar 
with this than I  am, but I  know that these States do work in this  area.

With  this fact in mind, let us review the requirements of the  uni
form code relating to brake fluid. Section 12-305 of the code, tit led 
“Hy draul ic Brake Flu id,” in paragraph  (c) says:

The  (d ep ar tm en t or  offic ial ) sh al l, a ft e r pu bl ic  hea ri ng  fo llo wing du e no tic e, 
ad op t an d en fo rce re gula ti ons fo r th e adm in is tr at io n  of  th is  sec tio n, an d sh al l 
ad op t an d pu bl ish st an d ard s an d spec ifi ca tio ns  fo r hydra u li c  bra ke flu id which  
sh all  co rr el at e w ith , an d so  fa r  as  pr ac ti ca ble  co nform to, th e  then  cu rr en t 
st an d a rd s an d spec ifi ca tio ns  of  th e  So cie ty  of  Autom ot ive Eng in ee rs  ap pl ic ab le  to  s uc h fluid.

This  means that  indirectly  these five Sta tes have adopted the Society 
of Automotive Engineers specification for brake fluid. Four  more
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States, Mississippi, Wisconsin, Oklahoma, and South Carolina, have 
regulations saying tha t brake fluid sold in those Sta tes must be at least 
as good as tha t conforming to SAE specification 70-R- l, without 
using the uniform code language. Alaska says that “heavy duty 
brake fluid must be used in th at State. The States  of Arkansas, Cali
fornia,  Florida, Louisiana, New Jersey, and Tennessee require fluid 
at least as good as that  specified in the SAE standard.  Maine uses the 
uniform code wording with  minor modification, but allows the admin
istrator to have requirements kept current with the SAE standards .

To say this another way, 17 States have on their books regulations 
tha t specify brake fluid in terms of the SAE standard. We therefore 
feel tha t if the Federa l Government is to specify requirements for 
brake fluid, these requirements should be specific and  in terms of the 
same standard, rather than  in the general terms of H .R. 2446.

We would therefore suggest tha t on page 1 of this bill, on line 4, 
after the word “shall”, strike out the rest of the paragraph  down to 
line 10 and insert in lieu thereof the following:

* * *, a ft e r pu bl ic  hea ri ng  f ol lo w in g du e no tic e, ad opt an d en fo rc e re gula tion s 
fo r th e  ad m in is tr a ti on  of  th is  ac t an d sh al l ad opt an d publ is h in th e Fed er al  
R egis te r st andard s an d sp ec if ic at io ns  f or  hydr au lic bra ke flu id  which  sh al l co rr e
la te  w ith , an d so fa r as  p ra cti cab le  co nform to, th e  th en  cu rr en t st andard s an d 
sp ec if ic at io ns  of th e So cie ty  o f  Autom ot ive Eng in ee rs  ap pl ic ab le  to such  fluid.

The adoption of this wording  would not be in conflict with the laws 
of the 17 States cited above, and would effectively rule out the use of 
substandard brake fluid. At the same f ime it would give the Secretary 
of Commerce a clear direction that  it is the  intent of this committee 
not to conflict with recognized engineering standards already in ef
fect not only in the States but  throughout the automotive m anufactur
ing and user groups. The possibility of the Secretary of Commerce 
adopting conflicting regula tions to those in the States  should be 
avoided, and we feel this is best done by clear language  in the bill 
giving  him direction. Th at is why we suggest the above wording, 
very similar  to that found in the uniform code.

One other minor item in relation to H.R. 2446, which has nothing 
to do with the technical detai ls of the fluid, gives us, tha t is, the 
trucking  industry, some concern. Tha t is the fines and penalties for 
the transportation  or delivery of brake fluid tha t does not meet the 
specifications to be adopted. Again we agree with the inten t but 
feel tha t the wording should be amended to read the “knowing and 
will ful” delivery or tran sportat ion of substandard fluid should lie 
punishable. At the same time the committee will recognize that a 
motor carr ier might become involved in the transportation  of sub
standard  brake fluid without his knowledge if it is tendered as a 
shipment in the regu lar line of business. He has a real problem. He 
may not know what is in the box and transpor t it in good faith.

If  no evidence is found to indicate th at a carrie r is knowingly and 
willfu lly involved in this transportation , we do not feel that the 
penalties should apply. This  is common language incorporated  in 
other laws involving the transpor tation of illegal materials,  such as 
slot machines, pornographic materials, narcotics, and so forth. We 
would ask for the inclusion of such “knowingly and willfully” lan
guage with regard to the transportation of brake fluid not meeting the 
specifications which may be adopted.
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If  these two changes requested above could be incorporated into 
the amended bill, we would have no objections to the other provisions.

Mr. Roberts. Thank you, Mr. Kibbee. I apprecia te your statement.
I certain ly think tha t the changes which you suggest are reasonable, 
and tha t we would not want  to do anything in this  committee to 
inter fere with the  law’s th at  have already been adopted by the States 
in this field. I think  that  your suggestions are good and tha t we 
should give consideration to incorporating those suggestions in 
another dra ft of the bill.

I will again thank you fo r your  appearance here.
I have no further  questions.
Mr. Nelsen. No questions.
Mr. Thompson. No questions.
Mr. Rogers of Florida. I just want to say, Mr. Kibbee, I think 

your suggestions are good, too, and we appreciate your appearing and 
making them.

I jus t wonder generally  if you feel it wise to have some minimum 
safety  factor on the use of brake fluid ?

Mr. K ibbee. We certainly agree with you, sir;  yes, sir. This is 
widespread in the adoption of SAE standards.

Mr. R ogers of F lorida . And do you have any facts tha t you might 
make available to the committee for  inclusion in the record as to 
accidents caused in the trucking industry,  say, because of inferio r 
braking fluid? Would you have any informat ion of tha t type?

Mr. Kibbee. I do not think we would statistically. We have, of 
course—engineeringwise we know that not only does this cause a 
mechanical fa ilure, but poor brake fluid is a poor lubricant, and this 
is expensive. You wear out  an expensive brake system needlessly. 
So we feel t hat  a dollar  spent on good brake fluid is $2 earned in not 
wearing out your brake equipment. We just look at it as a business 
expense, too.

Mr. Rogers of Florida. I suppose your major trucklines insist on 
prop er brake  fluid.

Afr. K ibbee. Yes sir, we ce rtainly do. Even in S AE there are two 
categories of brake fluid. One is basically a passenger car fluid, and 
the o ther is a heavy-duty tr uck  fluid. We usually specify the 7 -0 R3, 
which is the heavy-duty fluid.

Mr. Rogers of Florida. Thank you very much. Than k you, Mr. 
Chairman.

Mr. Roberts. Thank you.
At this time, without objection, I  would like to pu t into the record a 

lette r from Gen. George C. Stewart, executive vice president of the 
National Safety Council, Chicago, regarding this legislation, in which 
he encloses a release from the Society of Automotive Engineers on the 
subject copy of an article  r egarding the SAE committee report.

I will just read the letter.
This  is addressed to me as chairman, dated March 15, 1961.
Dear Congressman : Thank you for your letter of March 10, 1961, and the copy 

of your proposed H.R. 2446 to establish  safety standards for hydraulic brake 
fluid.

The National Safety Council relies largely on the Uniform Vehicle Code for 
guidance in this area of traffic legislation. The control of hydraulic brake fluid 
for motor vehicle use, code section “12-305—Hydraulic Brake Fluid” is our guide. 
Under subsection (c) it adopts the  current standards and specifications of the 
Society of Automotive Engineers applicable to such fluid.
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I am enclosing for your  study a copy of a SAE brake comm ittee repo rt and  a 
rele ase  f rom the Society of Automotive Engineers on the  subjec t.

Certainly  any Federa l legis lation on hydraul ic brake fluid for  motor  vehicles 
which is consistent with uni form code provisions  would me rit our suppor t.

Many thanks for all you r efforts in beha lf of traffic safe ty, and please call 
upon us i f we can assist .

Sincerely, G. C. Stewart, Execu tive Vice President.

(T he  documen ts re fe rred  to fol low s:)

Some Brake Fluids Unsafe for Modern Cars Say Automotive E ngineers

The Society of Automotive Engineers announced today that  only heavy-duty  
brake fluids are  safe  in mos t 1955, 1956, and 1957 model cars . In order to 
ass ure  highway safety  the  SAE has withdrawn its approval of moderate-d uty 
brake fluids, now considered dange rous for  bigger, more i>owerful car s of 
recent  vintage .

SAE test s show that  a 1957 car weighing 4,000 pounds stopped repeatedly at  
high speeds may generate fluid tem peratures of 250° or greater. At thi s tem
perat ure brakes with  moderate -duty fluids can fail . SAE specification 70-R -2 
sets  t he  minimum boiling fo r moderate-d uty fluid at  235°.

The significance of a brake fluid’s boiling point  lies in the  fac t that  hyd raulic 
brake systems fail  when the  flu id begins to  turn to gas as it  boils. Gases, unlike 
fluids, can be compressed. Thus even a small amount of gas in a brake system 
acts as a “cushion” and  preven ts transmiss ion of pressure from foot to brake 
shoe. Fa ilu re is generally  to tal .

Higher brake fluid tem perature s occur more freq uently today because of 
changes in auto  design. Among these ar e:  the  change from open wheels to 
solid disks, smal ler wheels, and  wider  rims  and ti re s; the  placing  of brakes  
complete ly inside the whe el ; lowering  and streamlining of bodies and fender  
sk ir ts ; the use of heat- res istan t brake lin ings ; automatic  transm iss ion s; more 
weight and power; and  the  ins tal lat ion  of hea t-genera ting  equipm ent such as 
power  steering  and power  brakes.

Although all new cars hav e heavy-duty brake fluid in them on delivery, it  
is i>ossible that  a serviceman may add moderate-duty  or other fluid to the 
system. This  can dangerously  lower the boiling point  of all the fluid in the  
system. SAE test s showed th at  only a very small quan tity of sub stan dard 
fluid can  lower the boiling po int  of a heavy-duty fluid by a s much as 80°.

On a hot day brakes may fa il between traffic lights af te r heavy stop-and-go 
driving. During the time between brake  appl ications heat is transferred from 
brake drum  to fluid causing boiling and fai lur e withou t warning . This  ghastly  
circums tance is known as phantom failure.

Another  type of phantom fa ilu re  follows the boiling of brake fluid in the 
ma ste r cylinder due to high tem per atu re in the engine. This means that  a 
driver may have an unforeseen brake fai lur e af te r driv ing many miles without 
once applying th e brakes.

Recognition of the  danger  of moderate-duty and sub standa rd brake fluids 
has led to legisla tion in eight Sta tes forb idding the  sale  of fluids that  fa il 
to meet SAE 70 -R -l heavy-duty specification. The Sta tes  ar e:  Minnesota, 
Georgia, California,  New Jer sey , North  Carol ina, South Carolina,  Arkansas,  
and Tennessee. The SAE’s withdraw al of i ts 70-R -2 moderate  duty specification 
is expected to guide oth er leg isla tures now study ing brake fluid regula tions.

When the SAE’s heavy du ty  specifications were firs t se t for th at  the end 
of World War  II, they were intended largely for  trucks. Now many trucks  
are  engaged in such rugged hauling  that  the SAE is presently developing a new 
specification for truc k brake fluids  with  a minimum boiling point above 300°.

The Society of Automotive Engineers  is a professional engineering organiza
tion formed in 1905 to esta blish standard s in the  automot ive industry . Its  
specifications are  widely recognized and accepted throug hou t the autom otive  
indu stry .
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SA E Brak e Com mitte e Says H eavy-D uty  F luid Nece ssa ry  for Safe Bra king  
of Modern Cars

A cr it ic al  car  sa fe ty  pr ob le m  w or ry in g auto m it iv e en gine er s,  high w ay  au th o r
it ie s,  police bu re au s,  and  o th er sa fe ty -con sc ious  gr ou ps  is  th e hazard  of  su b
s ta ndard  br ak e flu ids . To  date  on ly 13 S ta te s ha ve  le gi sl at ed  again st  th e  sa le  
of  su bs ta ndar d  br ak e flu id s. An d th e in div id ua l m ot or is t,  by an d la rg e,  is  
ig nora n t of  the  w ho le su bje ct .

T he reas on  fo r co nc er n is  th i s : B ra kin g big ge r, m or e po w er fu l ca rs , eq uipp ed  
w ith  so lid  wh ee l di sk s,  au to m ati c  tr an sm is si on s,  an d o th er hea t-ge ne ra ting  
or he at- co nf in ing de sign  fe a tu re s,  ca n ra is e  br ak e flu id te m per at ure s above th e  
bo ili ng  po in t of  al l bu t he av y- du ty  bra ke  flu ids . W he n th e flu ids  boi l, th e hy 
d ra u li c  sy ste m fa il s.  V ap or in  th e hydra ul ic  sy stem  acts  as  a cush ion, p re vent
ing tr an sm is si on  of  p re ss u re  fr om  th e d ri ver’s fo ot  to  th e  br ak e sho e. Thu s,  
th e  br ak es  d on ’t work.

Flu id s th a t once w er e sa ti sf ac to ry  a re  no  lo ng er  sa fe  du e to  ch an ge s in 
au tom ob ile  desig n. M od er n cars  de man d mod ern bra ke  flu ids . In  1957, th e  
So cie ty  of Autom ot ive E ngin ee rs  (S A E) w ithd re w  it s sp ec ifi ca tio ns  fo r “m od- 
era te -d u ty ” br ak e flu ids be ca us e th es e flu ids are  dan ge ro us  f o r th e mor e p ow er fu l 
cars  of  re ce nt  vi nt ag e.  T he  SA E sp ec ifi ca tio n fo r m od er at e- du ty  flu id s se t 
th e  mi nimum  bo ili ng  po in t a t  235° F.  B u t in  a se ri es  of  ro ad  te st s,  it  w as  
show n, fo r ex am ple,  th a t a  ty pi ca l 1957 car weigh ing 4,000  po un ds , stop pe d 
re pe at ed ly  a t high  spee ds , ca n gen er at e a bra ke flu id te m pera tu re  of  250° F. or  
gre at er . As a re su lt , th e  min im um  bo ili ng  po in t no w co ns id er ed  sa fe  is  300° 
F.  an d on ly th e  SA E 7 0 -R -l spec ifi ca tio n he av y- du ty  bra ke flu id m ee ts  th is  
re qu irem en t.

Ail  SAE co mm itt ee  of ex pe rien ce d en gi ne er s an d ch em is ts  has  fo llo wed  th e  
de ve lopm en t of  hy dr ol ub e bra kes  an d bra ke flu ids  sinc e i t  w as  es ta bl ishe d ba ck  
in  1945. Ov er th e yea rs , th e  bra ke  flu id co mm itt ee  has st ud ie d ch an ge s in  ca r 
de sig n,  br ak e de sig n,  and  dr iv in g hab its,  alon g w ith  re port s on ac tu a l bra ke 
op er at ions , an d th es e m en  hav e no ted an  in cr ea se  in  b ra ke te m pe ra tu re s.

Cha ng ing fr om  ope n w he el s to  solid  di sk  type , re du ci ng  wheel size , in cr ea si ng  
w id th  of  rim s an d ti re s,  pl ac in g bra ke  co mplete ly  in si de wh eel, lo wer in g an d 
st re am lini ng  th e bodie s, ad di ng fe nder  sk ir ts , im pr ov in g hea t re si st an ce  of  
br ak e lin ing s, ad op tion  of au to m at ic  tran sm is si on s,  an d in cr ea sing  th e w ei gh t 
of  th e  ca rs , are  som e of  th e  mo de rn  de sign  ch an ge s th a t ha ve  he lped  ra is e  
b ra ke flu id te m pera tu re s.  Rec en tly , g re at ly  in cr ea se d ho rsep ow er , coup led  
w ith  new auto m at ic  tr ansm is si ons an d st il l sm al le r w he el s an d br ak es , ha ve  
m ad e a sh ar p up tu rn  in m ax im um  b ra ke oper at in g t em per at ure s.

Au tom ob ile  m anu fa c tu re rs  a re  aw ar e of  th e  ne ed  fo r he av y- du ty  flu ids and  
al l ne w ea rs  co nt ai n hea vy -d uty  bra ke  flu id whe n th ey  le av e th e fa ct or y.  T his  
yea r,  one  m aj or m an u fa c tu re r’s cars  an d tr ucks w ill  us e an  al l new bra ke flu id 
de si gn at ed  fo r ex tr a  hea vy -d ut y bra kin g an d heat re si st an ce . Th e flu id has  a 
min im um  bo iling  po in t of  390°  F. Th e co mpa ny ’s en gi ne er s claim th e  flu id 
wi ll tend  to  le ssen  the d anger of  b ra ke fa ilur e .

How ev er , th e  da ng er  is  th i s : a se rv icem an  may  pu t a sm al l am ou nt  of  a su b
s ta ndard  type  flu id in to  a sy stem  an d da ng er ou sly lo wer  th e bo iling  po in t of  
th e  e n ti re  s ys tem . On ly a ve ry  sm all  quan ti ty  o f su bst andard  fluid, fo r ex am pl e,  
ca n lower  th e  bo ili ng  po in t of  he av y- du ty  flu id by as  muc h as  S0°.

T he fi rs t S ta te  to  ta k e  a ct io n i n th is  f ield  w as  M in ne so ta  w hic h, in  1953, pa ss ed  
a la w  pr oh ib it in g th e sa le  of  al l bu t he av y- du ty  b ra ke  flu ids . Ne w Je rs ey  
follo we d in 1954, an d Ten ne ss ee  in  1955. Since th en  10 o th er Sta te s— C al ifor nia , 
N ort h  C ar ol in a.  So uth C ar olina,  A rk an sa s,  T ex as . Oklah om a,  Miss iss ippi,  Geo rg ia,  
Pen ns yl va ni a,  an d V irgin ia —h av e pa ss ed  laws re gula ting  th e sa le  of  hydra u li c  
b ra ke flu ids . Se ve ra l S ta te s incl ud in g Alaba ma,  Ariz on a,  Delaw are,  F lo ri da.  
K an sa s,  Lou is ia na , M as sa ch us et ts , an d Mich igan  ha ve  co ns idered  re gula tions 
but th es e Sta te s,  a nd  th e re m ai nin g 27 St at es , ha ve  no t as  yet  o ut lawed  dan ger ous 
su bst an dar d  b ra ke flu ids.— B ra ke an d F ro n t En d Se rvice , Ju ly  1958.
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Mr. R oberts. I would also like to place in the record a let ter from 
Mr. Paul  C. Ackerman, vice president-engineering of the Chrysler 
Corp., regarding the brake fluid survey made by Chrysler,  together 
with a copy of the report on the survey dated December 30, 1960.

I would like, without objection, to read his lette r and include the 
repor t in the record.

This is dated March 20,1961, addressed to the chairman.
Than k you fo r send in g us  a co py  of  yo ur  bil l, H.R.  244G to  es ta bli sh  sa fe ty  

st an d ard s fo r b ra ke  flu id.
Th e in fo rm at io n co nt ai ne d in  th e  Autom ot ive Ne ws  art ic le  to wh ich  you 

re fe rr ed  w as  ba sed in p a rt  up on  pre li m in ary  re su lt s of  a  D etr o it  a re a  field  st ud y 
be ing carr ie d  ou t by C hry sl er  Corp.  Sin ce th a t tim e, ou r st udy  w as  complete d 
an d su m m ar iz ed  in  a re port  to  th e  Su bc om mitt ee  on H ydra ul ic  B ra ke Flu id s of  
th e  So ciety of  Autom ot ive E ngin ee rs , Inc. A copy  of  th is  re po rt  is  at ta ch ed .

The  re su lt s of  th is  st udy  sh ow ed  th a t,  whi le  a ve ry  en co ur ag in g im pr ov em en t 
had  been  m ad e in  th e bra ke fluids  so ld  to  th e mot or in g pu bl ic  in  th e D etr o it  
are a,  a nu m be r of  unsa ti sf ac to ry  fluids  were st il l be ing off ere d. I t  shou ld  be 
no ted th a t a M ichiga n law co ve ring  br ak e flu ids  did not becom e eff ec tiv e unti l 
Jan u a ry  1, 1961, an d w as  th ere fo re  not in fo rc e a t th e tim e of ou r su rvey .

C hr ys le r Corp,  has  ac tive ly  part ic ip a te d  in in dust ry  ef fo rt s to  pr om ote re gula 
tion  in  th e  va ri ou s S ta te s to  in su re  th a t on ly bra ke flu ids w ith  adeq uat e sa fe ty  
fa c to rs  a re  sold. In  ea ch  ca se , we ha ve  st ro ng ly  ad vi se d th a t an y legi sl at io n 
in co rp ora te  a re fe re nc e to  st a n d a rd s  of  nat io na lly  reco gn ized  te ch ni ca l so cie tie s, 
su ch  as  th e SAE, so th a t un if o rm it y  is  m ai nta in ed  an d th e ve ry  la te st  an d be st  
te ch ni ca l pra ct ic e is  refle cted  in th e  ad op ted re gu la tion s.

I f  w e c an  be of  f u rt h e r se rv ic e to  yo u, pl ea se  le t us  k now.
Si nc erely,

P aul C. Ack er ma n.
(The survey refe rred to fo llows:)

H ydraulic B rake  F lu id Survey , D ecem ber 30, 1960
A to ta l of  76 co mmercial  b ra ke  flu ids w er e purc has ed  in  th e  D et ro it  ar ea  

duri ng  th e  sp ring  an d su m m er  of  1960 to  de te rm in e th e ty pe an d qual it y  of 
hydra u li c  b ra ke  f lu ids m ar ket ed  a t th a t tim e. I t is  b eli ev ed  th a t th e  in fo rm at io n 
ob ta in ed  w ill  be of  in te re st  to  th e  mem be rs of th e SA E hydra u li c  b ra ke flu ids  
subc om mitt ee . The  fo llo wing ta b le  show s th e ty jie  de si gn at io n of  th e bra ke 
flu ids pu rc ha se d,  an d a co m pa ri so n w ith  co mmercial  bra ke flu id s pu rc ha se d 
duri ng  a  s im il ar s ur ve y in  1955.

1960 brake 
fluid surv ey

1955 brake 
fluid survey

Num ber of commercial brake fluids purcha sed __ _________ ____________ 76 60
Fluids witho ut SAE designation on the label______ _____ ______ ____ ___ 15 23
Flu ids labeled SAE 70R2___________ ________________________________ 6 12
Fluids labeled SAE 70R1.......... . ........... ...... .......... .............. . .......................... 35 25
Fluids labeled SAE 70R3____________ ____  ______ _ _______ 20
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Al l hydra uli c br ak e flu ids w ere  pu rc ha se d from  se rv ice st at io ns,  au tomob ile  
de al ers , au tom ob ile  ac ce ss or ie s st or es , or  s im il ar  ou tlet s.  Ove r 200  re ta il  o utl et s 
w er e incl ud ed  in  th e  su rv ey . M an y sold se ve ra l or  mor e bra nds of  bra ke flu ids 
w it h  some  du pl ic at io n of  in d iv id ual bra nd s in th e ou tlet s co nt ac ted.  Th e fo l
lowing ta ble  il lu st ra te s th e  d is tr ib u ti on  of  th e  di ff er en t ty pes  of  co mm erc ial  
b ra ke flu id s pu rcha se d.

Reta il ou tlet Nonstandard SAE 70R2 SAE 70R1 SAE 70R3

Service st ations__________________________ 21
68

3
41

58
104

3

26
44
5

Auto accessories stores_____________________
Auto  dea lers______________ . ____________

To tal ______________________________ 89 44 165 75

T he quali ty  of th es e bra ke flui ds  is il lu st ra te d  by th e  f ol lowing data  on  bo iling  
po in ts .

Type brake fluid

Numb er of fluids 
tested

Average SA E boiling 
point

Comm ent

1955 1960 1955 1960

Nonstandard.... .............. ....................... ... 23 15 181.0° F .. . 179.0° F .. . All unsu itable .
Mod erate d uty SAE 70R2 (Obs.)______ 12 6 245.5° F .. . 258.0° F— Do.
Hea vy duty SAE 70R1______________ 25 35 333.3° F .. . 319.8° F .. . 1« .. V »
Heavy  d uty SAE 70R3................. ........... 20 399.1° F . .. >8 unsuitab le.

All co mmercial br ak e flu ids , des ig na te d as  co nf or m ing to  SA E 70R1 or  SA E 
70R3 spec ifi ca tio ns , w er e te st ed  fo r al l SA E 70R  spe ci fic ati on  re quir em en ts  ex ce pt  
lu bri ca ti on  (3.5 or  7 .5) an d re si due a nd co rros ion (3.6  o r 7.6) .

T he  a tt ached  ta bl e No. 1 s ho ws th e co mmercial bra ke flu ids  which  did no t con
fo rm  to  SA E 70R1  sp ec ifi ca tio n re qu irem en ts . Tab le  No. 2 si m ilar ly  show s th e 
SA E 70R 3 ty pe  b ra ke  flu ids .

The  fol lowing is a  s um m ar y of th e  SA E 70R  ty pe  br ak e flu id s tested .

SAE 70R1 
Hea vy du ty

SAE 70R3 
heav y d uty

Numb er of commercial fluids te sted _ __ ________ _ _______________ 35
15

42.86

-20
2

10Numb er of samples not  conforming . .  . .  _______  __________________
Percentage  samples not con form ing_____ ____________________________

I t  sh ou ld  be no ted  th a t ou t o f a to ta l of 80 indi vi du al  te s ts  which  did no t con
fo rm  to  SA E 70R1 sp ec if ic at ion re qu irem en ts , 8 b ra ke fluids  ac co un ted fo r 
90 per ce nt of  th es e fa il u re s to  co nf or m  to  SAE 70R1. Al l ei ght of  th es e bra ke 
flu ids wou ld  be u nsu itab le  fo r use  i n hydr au lic b ra ke sy ste ms.
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T abl e 1.—SA E  70R1  ty pe

SA E specif ica tions SA E 70R1 requ ire men ts
Code nu m be r of trad e 

na me , brak ef lu ids no t 
con formin g

Visco sity (k ine ma tic ) a t —40° F . (m ax im um )______
Co ld te st  A, 6 days  a t — 40° F .:

Ti me of fl ow ________________________________
Stra tif icat ion,  m ax im um .............. ......... ............ ......
Pr ec ip ita tio n,  m ax im um _____________________

Co ld te st  B,  6 ho urs  a t —60° F .: Tim e of flow,  max
im um .

Bo ilin g po in t, m in im um ....... .................. . .......................
Bo ilin g po in t chang e, min im um  bo iling  po in t aft er 

he at ing.
W at er  to lerance at  140° F. :

St ra tif icat ion,  max im um _____________________
Pr ec ip ita tio n,  m ax im um ______________ _____ _

W at er  tole ran ce at  —40° F .:
St ra tif icat ion,  m ax im um ______ _______________
Pr ec ip ita tio n,  m ax im um _____________________
Ti m e to  flow,  max im um .......................... .................

Co rro sio n loss in mi llig ram s p er  s qu are cent im eter :
T in ne d i ro n .____ ____________ ______ _______- .
St ee l______ ______ ___________________________
Alu m in um ____ __________ __________________
Cas t Iro n........ ............ ..................................................
Bra ss_____________ ____ _____________ ______
C o p p er. .. ............................ .................. .......................
P it ting , max im um _____________________ ______
Co nd ition  of f luid  gel,  max im um ............................
Pr ec ip ita tio n,  m ax im um ___ ____ _____________

N at ura l ru bb er  swe lling, 120 hours a t 158° F ...........
C om pa tib ili ty  a t 140° F.:

St ra tif icat ion,  m ax im um _______________ ____
Pr ec ip ita tio n,  max im um ________________ _____

Com pa tibi li ty  a t — 40° F .:
Str ati fic at ion,  max im um _________________ ____
Pr ec ip ita tio n,  max im um ........................ ...................

Eva po ra tio n 48 hou rs at  210° F. :
Loss,  m axim um .. _____ __________________ _
Q ua lit y of re sidue:

Pre ci pi ta te _________________________ _____

Fl ui d at  32° F ........................................................

1,800 cs ................................

5 seconds (m axim um ). ..
No ne  ________________

....... do-------------------------
5 seconds______________

300° F .................................
295° F .................................

27-48-59.

39-42.
24-43-70.
23-24-39-42.

24-62.
24.

N one__________ ______
Lig ht............ ......................

N on e.............. . ..................
L ig ht...........................— -
5 se c o n d s .. .. ._________

0.2 ........................................
0.2 ........................................
0.1 ........................................
0.2..................... . ................
0.5 ........................................
0.5 ................................ .
Sl ig ht ................................ .
Non e.............. ....................
M ed iu m ........ ....................
0.050 Inch to  0.005 In c h ..

Non e...................................
........do ..................................

___ do ________________
___ do ________________

80.0 pe rc en t___________

Sm al l..................................
Non ab ra sive .....................
Li qu id ______ ______ _

24-39.

43.
24-39.

16-27-42-65-70.
27-42-65-70.

27-42-65-70.

70.
23 27-42-65-70.

23-24-27-39-42-65-70.
43-65-70.

23-24 39.
16 23 34 39.

23-24-39-43.
23-24-39-43-70.

6-20-27-65-70.

23-24-39-42-65-70-76.
42-65-70.

T a b u : 2.—SA E  70R3  ty pe

SA E specifi cations
SA E 70R3 re qu ire men ts Co de  nu m be r of tra de  

na me , bra ke  f luids no t 
con form ing

Visco sity (ki nema tic ) a t —46° F , m ax im um ________ 1800 cs ............................... 14.
N eu tr al ity , pH _________  . _________  . ________ 7 to  11_________ _______ 56.
N at ura l ru bb er  sw elling, 120 ho urs a t 158° F ____  . 0.050 inc h to  0.005 inch  . 56.
QR -S  ru bber  swelling,  70 hou rs  a t 250° F ............. ....... 0.055 inch to  0.005 in c h .. 56.

Mr. Roberts. I have a copy of a letter from Mr. L. S. Harr is, 
executive director of the American Association of Motor Vehicle 
Administrators, in which he provides some very inte resting and valu
able information regarding State laws and regula tions relating to 
hydraulic brake fluid.

With out objection, I would like to include his letter, and since it is 
rather  a lengthy one, I will defer from the reading of it at this time.
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(The letter refe rred to follo ws:)
American Association of Motor Vehicle Administrators, Inc.,

Washington, D.C., March 21, 1961.
Hon. Kenneth A. Roberts,
Chairman, Subcommittee on Health  and Safety, Committee on Interstate  atul 

Foreign Commerce, House of Representatives, Washington, D.C.
Dear Congressman Roberts: As requested in your  l etter of March  10, we are

pleased to give you the  following informa tion  with  reference to laws  and regu
lations in the  several  Sta tes rel at ing to hydraul ic brake fluid.

The sale  of brake fluid no t mee ting minimum standa rds  is prohib ited in 26
State s, a s follo ws:

Alabama Minnesota
Arizona Mississippi
Ark ansas New Jersey  (reg ulat ion)
Cali forn ia New York
Connecticut North Carolina
Delawa re Oklahoma
Florida Pennsylvan ia
Georgia Rhode Island
Kentucky South Carol ina
Louisian a Tennessee
Maine Texas
Massachusetts Virgin ia
Michigan Wisconsin

and in th e D istr ict of Columbia.
Also it  is illegal to use such sub standard  fluid in  Alaska, Kentucky, Delaware, 

Massaclni tetts,  North Carolina, Oklahoma, or Rhode Island, or to add such fluid 
to a brak ing system in Connecticut,  Delaware, Georgia, Massachusetts , Pennsyl
vania , or  Virginia .

In the  legisla tive sessions  of 1961, bills have  been introduced in at leas t five 
add itional States to regula te the sale  and use of hydraul ic brake fluids for 
motor vehicles. These States a re : Colorado, Kansas, New Hampsh ire, Ohio, and 
Utah.

The exis ting Sta te laws  are based closely on section 12-305 of the Uniform 
Vehicle Code, the nationally recommended guide for  Sta te legisla tion in the 
field of motor  vehicles and highway traflic. The  Uniform Code was revised in 
1956 to include  thi s section, which read s as follows :
“Section 12-305—Hydraulic brake fluid

“ (a)  The term •hydraulic brake fluid’ as used in this section shall  mean the 
liquid medium through which force is transm itte d to the brakes  in the hydraulic 
brake system of a vehicle.

“ (b) Hydraulic brake fluid sha ll be dist ribu ted  and serviced with due regard 
for  th e sa fety  of the occupan ts of  th e vehicle and the public.

“ (c) The (department or official) shall, af te r public hea ring following due 
notice, adop t and enforce regula tion s for  the adm inis trat ion of this section and 
shall adopt and publish sta nd ards  and  specifications for  hyd rau lic brake fluid 
which shall correlate wi th, and so fa r as pract icable conform to, the  then cur ren t 
sta nd ards  and specifications of the  Society of Automotive Enginee rs applicab le 
to such fluid.

“ (d)  No person shall  dis trib ute , have for sale, offer for  sale, sell or service 
any vehicle with any hydraulic brake fluid unless it complies with  the require
ments of th is section.’’

The  Uniform Vehicle Code also  recommends, in a footno te to the  above sec
tion, “th at  adm inis trat ive  regula tion s (1) proh ibit the  sale  of any brake fluid 
which does not meet the specifications estab lished  by the Society of Automotive 
Enginee rs for heavy-duty-type brake fluid,” and “requ ire th at  the label on the 
con tainer  show compliance with the  SAE heavy-duty-type brake-flu id specifica
tions.”

SAE specifications for brake fluid 70R1 (or a la ter designation  of an improved 
produc t) are  set by law in Mississ ippi and Wisconsin as the  required standard, 
and  the  laws of Kentucky,  Oklahoma, and South Carol ina specify SAE 70R1 as 
the  minimum s tandard. Arizona, Alaska, and  Michigan specify SAE heavy-duty- 
type brake fluid.
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T he  oth er S ta te s pr ov id e fo r th e  ad op tio n of  sp ec if ic at io ns  by S ta te  offic ials.  
In  Geo rg ia,  st andard s m ay  be  no  lower  t han  SA E 70R 1; st an d a rd s  no lower  th an  
SA E sp ec ifi ca tio ns  fo r hea vy -d ut y bra ke flu id a re  re quir ed  in  Ariz on a,  A rk an sa s,  
C al ifor ni a,  Delaw ar e,  F lo ri da, Lou is ia na , New Je rs ey , Pen nsy lv an ia , an d Ten ne s
se e;  an d st andard s co nf or m in g to  cu rr en t SA E sp ec if ic at io ns  a re  specified  in  
M aine  an d Virg in ia .

M inne so ta , Nor th  C ar ol in a,  and  Tex as  la w s do  not sp ec ifi ca lly  lim it  th e  d is 
cr et io n of  th e  offic ial co nc erne d.

P erm it s fo r th e la be ling  o f b ra ke flu id a re  re quir ed  by  lawr in A laba ma,  
C al if orn ia , Ge org ia,  Lou is ia na , an d Ok lah om a, and la be ling  of  co nt ai ner s is 
re gu la te d  in Alask a,  A riz on a,  Cal ifor ni a,  Ge orgia , K en tu ck y,  Lou is ia na , Mis
si ss ip pi , New York,  Oklah om a,  Pen ns yl va ni a,  So ut h C ar ol in a,  Tex as , V irg in ia , 
an d W isc on sin .

As a  sample of S ta te  re gula tions,  we  a re  en clo sin g a copy  of  “R ules  an d 
R eg ula tion s R el at in g to  M in im um  S ta ndard s fo r B ra ke F lu id ,” pr om ul ga te d by 
th e  A riz on a S ta te  H ig hw ay  D ep ar tm en t,  which  incl ud es  ve rb at im  th e SA E 
he av y- du ty  b ra ke flu id st an d a rd s  (7 0R 1) .

I f  your co mm itt ee  sh ou ld  de cide  th a t Fed er al  legi sl at io n is de si ra bl e,  to  
re pl ac e or  su pp le m en t th e  ra pi dl y-e xpa ndi ng S ta te  ac tion  in  th is  field,  it  is  su g
ge sted  th a t th e bil l, II .R . 2446, as  in trod uc ed , m ig ht  be st re ngth en ed  by a re 
quir em en t th a t th e labe l on th e  c onta in er show  co mpl ianc e w ith  th e spec ifi ca tio ns  
pr es cr ib ed  by th e Sec re ta ry  of  Co mm erc e. An d it  appea rs  th a t such  legi slat io n,  
if  e na ct ed , m ig ht  be m or e ef fe ct iv e if  some depar tm en t or  age nc y,  say, th e  D epart 
m en t of  Comm erce, w er e gi ve n de fin ite  re sp on sibi li ty  fo r en fo rc em en t of  it s 
pr ov is ions .

Sinc e th is  as so ciat io n has ta k en  no fo rm al  po si tio n on th e  q ue st io n of  w het her  
F edera l legi sl at io n re la ti ng  to  b ra ke  flu id is  ne ce ss ar y or  de si ra bl e,  we  off er no  
re co m men da tio n on th a t po in t.

B ut  my  pe rs on al  vie w is th a t i t  wo uld  be un w ise a t th is  tim e fo r th e Fed er al  
G ov er nm en t to  en te r dir ec tly  and  ac tiv ely in to  th e big,  co mplex  field  of  mot or  
ve hicle re gu la tion . I wou ld  li ke  to  see  mo re  tim e giv en  to  th e  S ta te s to  de al  
ef fecti ve ly  w ith  th is  re la ti vel y  m in or an d re la tivel y  new prob lem.

Res pe ct fu lly yo ur s,
L. S. Harris, Exe cut ive  Director.

Mr. Roberts. At this time, with the understand ing tha t the record 
will remain open for the inclusion of other reports, the committee will 
lie ad journed.

(Whereupon, at 10:50 a.m., the hearing was adjourned.)
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M ONDAY, M A RCH  27 , 1961

H ouse  of R e pr esen ta tiv es ,
S u b c o m m it t e e  on  H e a l t h  and  S a fe t y  of  t h e  

C o m m it t e e  o n  I nterst ate  a nd  F oreig n  C om m erce ,
W ashing ton, D.G.

The subcommittee met, pursuant to notice, at 10 a.m., in room 1334, 
New House Office Build ing, Hon. Kenneth A. Roberts (chairman of 
the subcommittee) p residing .

Present: Representative Roberts, Rogers of Flor ida, Schenck, and 
Thomson.

Mr. Roberts. The subcommittee will please be in order.
The Subcommittee on Health  and Safety  is meeting this morning 

to begin hearings on H.R. 903, by our colleague, Congressman Charles 
E. Bennett of Flo rida,  and H.R. 1341, which I introduced. Both deal 
with motor vehicle safety.

Mr. Bennett’s bill would require certain  safety devices on motor 
vheicles sold, shipped, or used in inters tate commerce. My bill would 
have the Secretary of Commerce establish minimum safety standards 
for passenger-carrying motor vehicles purchased by the Federal Gov
ernment.

Hearings were held on these two proposals in Ju ly  1959, when an 
extensive record was bui lt up regarding the urgent need for safer  
motor vehicles to cut down the appaling toll of deaths and injuries  
in highway accidents.

I see no need for repeating  in detail the very complete record made 
at tha t time but we do want to b ring the  record up to da te and refresh 
some memories reg arding the need to protect  the people who use our 
streets and highways from  certain very definite hazards tha t have been 
identified from time to  time by doctors, engineers, safe ty experts, and 
others who have been working in this field.

Without objection the two bills, and the agency reports will be 
included in the record at  this point.

(H.R.  903 and H.R. 1341 follow) :
[H.R. 903, 87th Cong., 1st seas.]

A BILL To require cert ain safety  devices on mo tor vehicles sold, shipped, or used In 
In te rs ta te  commerce, and for  othe r purposes

Be  i t en ac ted  by th e Sena te  and, Hou se  o f Rep re se nta ti ve s o f th e Uni ted S ta te s 
o f Am er ic a in  Co ngres s as se mbl ed , T ha t (a ) th e  Sec re ta ry  of  Co mm erc e sh all  
pr es cr ib e an d pu bl ish in  th e  Fed er al  R eg is te r st andard s fo r de vice s fo r us e on 
m ot or  veh icles,  d es igne d to  p ro vid e th e publi c w ith  th e safe st  po ss ible au to m ob ile s 
w ithout un re as onab ly  in cr easi ng  a utom ob ile  co sts , such  de vi ce s to  in clud e but no t 
be  lim ite d to th e fo ll ow in g:

(1 ) (A ) A go ve rn or  w hi ch  lim it s th e to p speed of  th e  ve hi cle to  ei gh ty  mile s 
pe r ho ur , or  to  su ch  to p sp ee d in excess of  e ig ht y mile s per hou r as  th e Sec re ta ry  

23
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de em s ap pr op ri at e,  or  (B ) an  en gine  of a ho rsep ow er  ra ti n g  wh ich  lim it s th e  
top spee d of th e ve hic le to  e ig hty  mile s pe r ho ur , or to su ch  top spe ed in ex ce ss  of 
ei gh ty  mi les  pe r ho ur  a s th e Sec re ta ry  deem s ap pr opr ia te .

(2 ) Saf et y pa dd ing fo r th e  pa ss en ge r co m pa rtm en t of  th e  vehic le.
(3 ) St ee ring  an d oth er ve hi cl e co nt ro ls.
(4 ) Bu mpe rs , fend er s,  and o th e r sh oc k-ab so rb ing eq uipm en t.
(5 ) H ea dl ig ht s an d oth er  ligh ts .
(6 ) Brake s.
(7 ) Aids  to  vi sibi li ty  in cl udin g re a r vi sion  m ir ro rs .
(8 ) Ti res.
(b ) S ta ndar ds fi rs t es ta bli sh ed  un de r subs ec tio n (a ) of  th is  secti on  sh al l be so 

pr es cr ib ed  an d pu bl ishe d not  la te r th an  one year a ft e r th e  da te  of  en ac tm en t of  
th is  Act.

Sec. 2. (a ) Th e m anufa ctu re  fo r sal e, th e sal e, or th e  of fe rin g fo r sa le,  in  
in te rs ta te  comm erce, or  th e  im por ta tion in to  th e Uni ted S ta te s,  or  th e in tr oduc
tio n,  de liv er y fo r in tr oduct io n , tr an sp o rt a ti on  or  ca us in g to  be tr an sp ort ed  in, 
in te rs ta te  com me rce  o r fo r th e  p ur po se  o f sa le , or  d el iv er y a ft e r sa le  in in te rs ta te  
comm erc e, or  th e us e in  in te rs ta te  c om me rce , of  an y mot or  ve hicle m an uf ac tu re d 
on or  a ft e r th e dat e th is  se ct io n ta kes  e ffect, sh al l be unla w fu l un less  such  m ot or  
ve hicle is  equip ped w ith th e  de vice s en um er at ed  in  th e fi rs t sect ion of th is  Ac t 
which  co nform to th e s ta n d a rd s pr es cr ib ed  fo r such  devic es  purs uant to  such fi rs t 
sect ion.

(b ) The  m an ufa ct ure  fo r sa le , th e  sal e, or  th e  of fe rin g fo r sa le,  in in te rs ta te  
comm erc e, or  th e im po rt at io n in to  th e Uni ted Sta te s,  or  in th e in trod uc tion , 
de liver y fo r in trod uc tio n,  tr an sp o rt a ti o n  or ca us in g to be  tr ansp ort ed  in, in te r
s ta te  com me rce  o r fo r th e pu rp os e of  s ale , or  d el iv er y a ft e r sa le  in  in te rs ta te  com
me rce, or  th e use in in te rs ta te  co mm erc e of  a ny  of  t he  de vice s en um er at ed  in  th e 
fi rs t sect ion of  th is  Act as  a  re pl ac em en t p a rt  on a mot or  ve hi cl e m an ufa ct ure d 
on or  a ft e r th e da te  t h is  s ec tion  ta kes  effect , sh al l be unla w fu l un less  su ch  devic e 
co nf or ms to  the  s ta ndard s pre sc ribe d purs uant to  th e fir st sect ion of  t h is  Act.

(c ) W ho ev er  vi ol at es  th is  se ct ion sh al l be fined no t m or e th an  $1,000, or im 
pr is one d no t mo re  th an  one  year,  or  bo th.

Sec. 3. As used  in  th is  A ct—
(1 ) Th e te rm  “in te rs ta te  co mmerce ” includ es  co mm erc e be tw ee n one  Sta te , 

T err it o ry , posse ssi on , th e  D is tr ic t of  Co lum bia , or  th e Com mon we al th  of  Puer to  
Rico  an d an oth er  S ta te , T e rr it o ry , posse ssi on , th e D is tr ic t of  Co lum bia , or  th e 
Co mmon wea lth  of Puert o  Ri co .

(2 ) The  te rm  “m ot or  ve hi cl e” mea ns  an y vehic le or  m ac hi ne  pr op el led or  
d ra w n by mec ha nica l po wer  and  used  on th e hi gh way s pri nci pal ly  in  th e tr an s
port a ti on  o f p as se ng ers.

Sec. 4. Thi s Ac t sh al l not ap ply—
(1 ) to  an y m ot or  ve hi cl e m an ufa ct ure d  in  th e U ni te d S ta te s fo r ex port  

an d sold  in  a fo re ig n co u n tr y ; an d
(2 ) to  an y m ot or  ve hi cl e m an ufa ct ure d  fo r,  an d sold to, a law  en fo rce

m en t agency, fire depart m ent,  or an  or ga ni za tion  pr ov id in g am bu lanc e se rv 
ice,  fo r us e by such  ag en cy , de pa rtm en t,  or org an iz at io n  in  th e pe rf or m an ce  
of  it s fu nc tio ns , ex ce pt  th a t such  agency, dep ar tm en t,  or  or ga ni za tion  sh al l 
no t se ll or  o th er w ise dis po se  o f such mot or  v eh icl e to  any  ot her  pe rson  un less  
such  mot or  v eh icl e co mpl ies w ith  al l of  th e pr ov is ions  of  th is  Act .

Sec. 5. Thi s Ac t sh al l ta k e  eff ec t on th e da te  of  it s en ac tm en t ex ce pt  th a t 
se ct ion 2 sh al l ta ke  eff ec t on  su ch  da te  a s th e Sec re ta ry  of  Co mm erc e sh al l dete r
m in e b u t s uch dat e sh al l b e no t le ss  th an  one y ea r nor  m or e th an  t hre e yea rs  a ft e r 
th e  da te  of  pu bl icat io n of st a n d a rd s  fi rs t es ta bl ishe d under  th e  fi rs t sect ion of 
th is  Act. If  such  st a n d a rd s  fi rs t es ta bl ishe d a re  th e re a ft e r changed, such  
st andard s as  so ch an ge d sh all  ta ke  eff ect on suc h dat e as th e  Sec re ta ry  of  Com
mer ce  s ha ll de te rm in e bu t su ch  dat e sh al l be no t less  th an  o ne  y ea r no r mo re th an  
th re e  ye ar s a ft e r th e da te  of  th e ir  pu bl ic at io n in  ac co rd an ce  w ith th e pr ov is ions  
of  th e  fi rs t secti on  of  th is  A ct.

[H.R. 1341, 87th  Cong., 1st sess.]
A BILL To require passenger-carrying motor vehicles purchased for use by the Federal 

Government to meet certain safety standa rds
Be it enac ted  by  th e Senate  an d Ho use o f R ep re se nta ti ve s o f th e Uni ted 

S ta te s o f Am er ica  in Co ng ress  assemb led,  T hat no  m ot or  ve hicle m an ufa ct ure d  
on or a ft e r th e eff ective d a te  of  th is  se ct ion sh al l be  ac qu ired  by pur ch as e by  th e
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Fed eral  Government for  use by the Federal Government unless such motor 
vehicle is equipped with such reasonab le safe ty devices as the  Secretary  of 
Commerce shal l requ ire which conform with  sta ndard s prescribed by him in 
accordance w ith sec tion 2.

Sec. 2. The Secretary  of Commerce shall  presc ribe and publish in the Federal  
Reg ister  commercial standard s for  such safe ty devices as he may requ ire under 
autho rity  of the first section of thi s Act. The standard s first  established  under 
this  section  shall  be prescribed  and published not  la ter than  one year from 
the dat e of enactment of this  Act.

Sec. 3. As used in this Act—
(1) The  term “motor vehicle” mean s any vehicle, self-propelled or draw n 

by mechanical  power, designed fo r use on the highw ays principa lly for the 
transp ort ation  of passengers except any vehicle designed  or used for milita ry 
field training, combat, or tac tica l pu rposes. .

(2) The  term  “Federal  Governm ent” includes the  legislative , executive, and 
judicial  branches  of the Government of the United States, and  the  government 
of the  Dist ric t of Columbia.

Sec. 4. This Act shall  take effect on the date of its enactment except that  
the  first section of this  Act shal l tak e effect one year and ninety  days aft er 
the  d ate  of  publicat ion of commercial stan dar ds first establish ed under section 2 
of this Act. If  such standard s as  so first estab lished are  therea fte r changed, 
such standard s, as so changed, sha ll take  effect one year  and ninety  days 
af te r the  da te of publica tion of such  changed stan dards.

(The agency reports follow:)
The Secretary of Commerce, 

Washington, D.C., March 28,1961.
Hon. Oren Harris,
Chairman, Committee on Int ers tat e and Foreign Commerce,
House of Representa tives , Wash ington, D.C.

Dear Mr. Chairman : This  is in reply  to your request of Febru ary  9, 1961, 
for  the views of this Dep artm ent  with respect to II.R. 903, a bill to requi re 
cer tain  safety  devices on motor vehicles sold, shipped, or used in inter sta te 
commerce, and for other purposes.

The bill would require the  Sec retary  of Commerce to prescribe standa rds  
for  specified safe ty devices for use  on motor vehicles. Included are  speed 
governors , sa fety  padding, stee ring  controls, bumpers, headlamps  a nd othe r l ight
ing equipment, brakes,  mir rors , and tires, but the bill is not limited to these 
items.

Among the  qualified autho riti es in the motor vehicle safety  field, we find 
dive rgen t views on the acceptabi lity  of the several items designated in the 
bill for stan dardizatio n. We agree th at  those susceptible of being standard ized  
should be a vita l pa rt of the national concern, and th at  Feder al cooperation  
should be extended wherever feasible to improve the  safety  of moto r vehicles 
and motor vehicle safety  equipment.

The provis ions of this  bill involve the  policy question raised in my March 24 
comments to you on II.R. 2446, th at is, the respec tive roles of Federal and 
Sta te Government in the regulat ion of the  motor vehicle safe ty field. On this  
broad issue we thin k that  it  would be helpful  to have the views of the In ter
governmental Relat ions Commission, as we suggested in our comments  on H.R. 
2446. For  thi s reason, we should like  to defer  presenting,  for  the  time being, 
specific conclusions on the  technica l mer its of the  safe ty regu lation fea tures 
contained in  H.R. 903.

The Bureau  of the  Budget advised there would be no objection to the sub
mission of thi s repo rt from the  sta ndpoi nt of the adminis tra tion’s program. 

Sincerely yours,
Luther H. II odges, 
Secreta ry of Commerce.

General Services Administration,
Washington , D.C., A pri l l j ,  1961.

Hon. Oren Harris,
Chairman, Committee on Inte rst ate  and  Foreign Commerce,
House  of Representat ives,  Wash ington, D.C.

Dear Mr. Chairman : In response to your request of Febru ary  9. 1961. on 
March 28 General  Services Admin istratio n submitted  to your committee  a repo rt 
on H.R. 1341, a bill to requ ire passeng er-carry ing motor vehicles purchased for



26 MOTOR VEHICLE SAFETY STANDARDS

use  by the  Federal  Government to meet cer tain  safe ty standard s. We now wish 
to tak e the  liberty of sub mit ting  the  following revised report on the  subject 
legislat ion.

The General Services Adm inis trat ion is in full accord with  the  objectives 
expressed  in H.R. 1341. As you know, the Federal Pro per ty and Administ rative 
Sendees Act of 1949, as  amended, gives the  General Services Adm inist ration 
necessary  techn ical au thor ity  to prescr ibe procuremen t standa rds  for  motor  
vehicles  for use by the executive agencies and  it is believed that  the  Genera l 
Services A dmin istra tion ha s fully  exercised such author ity . However, t here may 
be a beneficial effect from  the  enactme nt of legis lation which would clea rly 
define the responsibil ity of establish ing requirements for safe ty devices to be 
installed on motor vehicles sold to  the  Fede ral Government.

In keeping with  good business  practices, the General Services Adm inist ration 
believes th at  the responsibil ity for prescr ibing safe ty standard s should res t with  
the  agency responsible for the other vehicle procurement stan dards. Accord
ingly, if the words “Secre tary of Commerce” in  lines 7 and 10 on page 1 of the 
bill were strick en and the  words “Adm inis trator of General Services” were 
inserted in lieu thereof,  the Genera l Services Adm inis trat ion would interpose  
no objection to i ts enactment.

In determ ining  safety  devices  which should be added  to the procurement 
standard s, the General Services Adm inist ration will seek the  recommendations 
of the Interdepa rtmental Highway Safety Board, establish ed by Execu tive Order 
10898, dated December 2, 1960, and which, it is understood , is now becoming 
operat ive. It  is our viewpoint th at  this  Board  can ren der  an invalu able service 
in correlat ing research  on traffic safe ty and in encouraging  the manufacturers 
to incorpora te sa fety  items into th eir  motor vehic le design.

We are  unable  to offer an estimate of the possible  cost att rib uta ble  to H.R. 
1341; however, as add itio nal  safe ty devices are  required,  the  purchase  cost of 
motor  vehicles will increase. In this connection it  should be recognized that  
und er the present sta tu tory  p rice  limitatio n for passenger ca rs there is very lit tle  
la titude fo r addit ional saf ety  devices. However, as saf ety  accessories a re  proven 
by research  and testin g, the  General Services Adm inist ratio n will request such 
changes in price lim itat ions as are indicated to be necessary  to cover the  cost 
of the  new devices.

The Bureau of the Budget has  advised tha t, from the  standpo int of the  ad
minis tra tion’s program,  there is no objection to the submission of this  report to 
you r committee.

Sincerely yours,
J oh n L. Moore, Administrator.

E xecutive  Off ice of T h e  P resid ent,
Bur eau of T he  B udget, 

Washington, D.C., April 7 7, 1961.
Hon. Oren H arris,
Chairman, Committee on Inter stat e and Foreign Commerce,
House of Representatives, Washington, D.C.

My Dear Mr. Chairman : This is in response to you r let ter  of Feb ruary 9, 
1961, request ing a report on H.R. 1341, a bill to require  passenger-carrying  motor 
vehicles purchased for  use by the  Federal Government to meet cer tain safe ty 
stan dards.

This  bill would require  the  Secreta ry of Commerce to presc ribe safe ty sta nd 
ards  for  vehicles purchased  by the  Federal Government.

We are in accord with the objectives of H.R. 1341 but  are of the  opinion 
th at  the estab lishm ent of sta nd ards  covering motor vehicle  safe ty devices and 
specifications incident the reto should rema in under the  autho rity  of the  Admin
is trator  of General Services. Staff  of the General Services Adm inist ration work 
on a continuing basis  wi th the  manufacture rs of motor vehicles on techn ical 
and  performance  specifications and it is not believed desi rable or feas ible to 
sep ara te standa rds  and specifications on motor vehicle saf ety  devices from the 
general  stan dar ds and specification responsibi lity of the  GSA. In view of this, 
we suggest tha t H.R. 1341 be amended to s ubstitute  the A dminis trator of General 
Services for the Sec reta ry of Commerce in sections  1 a nd 2 of the  bill. If  the 
bill is  so amended, we recommend enactment.
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In  fu rt h e ri n g  th e ob ject ive of  th is  legi sl at io n,  it  is our unders ta nd in g  th a t 
th e  G en er al  Se rv ices  A dm in is tr a ti on  in te nd s to so lici t ad vi ce  and re co m m en da 
tion s fr om  th e  In te rd epart m en ta l H ig hw ay  Saf et y B oa rd  whi ch  w as  es ta bl is he d 
by Exe cu tive O rd er  10898, dat ed  Dec em be r 2, 1960, an d which , am on g oth er  
re sp on sibi li ties , is  re qui re d to  pro vi de  le ad er sh ip  to, and co ord in ate  th e tra ffi c 
sa fe ty  asp ec ts  of  pr og ra m s carr ie d  on by th e  dep art m ents  and ag en cies  of  th e 
F edera l Gov ernm en t. Ad vic e fr om  th is  Boa rd , whi ch  i s chai re d  by th e  Sec re ta ry  
of  Co mm erc e, shou ld  be of  m a te ri a l as si st an ce  to  th e GSA in  pro m ul ga ting  
st an d ard s co ve rin g sa fe ty  de vi ce s and  in  th e p re para ti on  of  su it ab le  spec ifi ca 
tion s in  c on ne ct ion th er ew ith.

The  G en er al  Se rv ices  A dm in is tr a ti on  an d th e  D ep art m ent of  H ea lth , Edu ca 
tio n,  an d W el fa re  a re  re port in g  on  H.R . 1341 an d th e vi ew po in ts  ex pr es se d in  
th e  re port s a re  co nc ur re d in  gener al ly  by th e B ure au  of  th e  B ud ge t.

Sin ce re ly  yo urs,
P h il lip  S. H ug hes,

A ss is ta n t D irec to r fo r  L eg is la ti ve  R efer en ce .

T he Secret  ary of Commerce , 
W as hi ng to n,  D.C.,  June  16, 1961.

Ho n. Oren  H arr is,
Cha irman , Com m itt ee  on In te rs ta te  an d Fo re ign Comm erc e,
Hou se  o f Rep re se nta ti ve s,  W ash in gt on,  D.C.

D ear Mr. Cha irman  : T hi s is in  fu r th e r re fe re nc e to  H.R.  1341 up on  which  
you re qu es te d th e vie ws  of  th is  D epart m ent by le tt e r of  F ebru ary  9, 1961. Our  
co mmen ts w er e su bm it te d to you M ar ch  28, 1961, re gar din g H.R. 1341, a bil l to  
re quir e pas se ng er -c ar ry in g m ot or  ve hi cl es  pu rc ha se d fo r us e by  th e Fed er al  
Gov er nm en t to  mee t cert a in  s afe ty  s ta ndard s.

We hav e re co ns id er ed  th is  m a tt e r and wo uld ap pre cia te  hav in g th is  re port  
su bst it u te d  fo r ou r r eport  o f M ar ch  28.

H.R. 1341 wo uld (1 ) re quir e th e  Sec re ta ry  of  Co mm erc e to  des ig nat e sa fe ty  
devic es  fo r ve hicles  an d (2 ) re qu ir e  th e Sec re ta ry  to  pre sc ribe  st andard s fo r 
su ch  de vice s an d pu bl ish in th e F edera l Reg is te r co mmercial  st a n d a rd s  f or such  
sa fe ty  de vi ce s fo r ve hicle s purc has ed  by th e Fed er al  Gov ernm en t.

Th e G en er al  Se rv ices  A dm in is tr a ti on , w ith  a few ex ce pt ions , pre se ntly  p u r
ch as es  a ll  pa ss en ger -c ar ry in g ve hi cl es  fo r th e  us e of  th e Gov ernm en t. T ha t 
ag en cy  a lr eady  includ es  var io us sa fe ty  re quir em en ts  in  it s pr ocu re m en t spe cif i
ca tio ns . Con se qu en tly  th e pro cure m ent agency , which  is  th e G en er al  Sen de es  
A dm in is tr at io n, shou ld  fix  th e st a n d a rd s  f o r s af et y  devic es .

T hi s D ep ar tm en t does ha ve  an  in te re s t in th is  sub je c t:  ho wev er , we  fee l th a t 
it  sh ou ld  be th e re sp on sibi li ty  of  G en er al  Se rv ices  A dm in is tr at io n  to  pr es cr ibe 
min im um  sa fe ty  st andard s fo r ve hi cl es  pur ch as ed  by th e  F edera l Gov ernm en t.

The re fo re , it  is rec om men de d th a t II .R . 1341 be am en de d as  fo ll ow s:
Pa ge  1, line 7:  “S ec re ta ry  of  Com m er ce ” ch an ge  to  re a d : “t he A dm in is tr at or 

of  t he  G en er al  Se rv ices  A dm in is tr a ti on .”
Pag e 1, line  10 : “t he  Sec re ta ry  of Co mm erc e” ch an ge  to  re a d : “t he Adm in is

tr a to r of  t h e  G en er al  Se rv ices  A dm in is tr a ti on .”
In  th is  co nn ec tio n,  we  wo uld a ls o  like  to  ca ll to  you r a tt en ti on  th e  hi gh way  

sa fe ty  re po rt  se nt  to  Co ng ress  in  ac co rd an ce  w ith se ct ion 117 of  th e  Fed er al - 
Aid Hig hw ay  Ac t of 1936 (H . Doe . 93, 86 th  Cong., 1s t se ss .) , w hi ch  conc lud ed  
th a t th e ad va nc em en t of  sa fe ty  in  ve hi cle de sig n an d eq ui pm en t w as  a re sp on 
sibi li ty . no t of  an y one lev el of  th e  Gov ernm en t, bu t of  in dust ry  as  we ll. F u r
th er m or e,  it  has bee n foun d th a t a s  to  som e as pe ct s of  ve hicle de sign  re la ti ng  
to  high way  sa fe ty , th er e is a t p re sen t no  ac ce pt ed  or  pra cti cal ba si s fo r st and
ar di za tion.  The  In te rd epart m en ta l H ighw ay  Saf et y Boa rd , re ce ntly  es ta bl ishe d 
by Exe cu tive  or de r, could  pr om ot e in tens ifi ed  work on sa fe ty  st an d ard s fo r 
de vice s on pa ss en ge r ve hicles  ac quir ed  by  t he G ov ernm en t.

The  D ep art m ent on  Co mm erc e w ou ld  not  be op posed to  th e  e nactm ent of  H.R . 
1341 if  am en de d as  sug ge ste d alw ve.

Th e B ure au  of  th e  Bud ge t ad vi se s th a t th er e is no ob ject ion to  t h e  subm iss ion 
of  t h is  re po rt  fr om  th e st an dpoin t o f th e  adm in is tr at io n .

Sin ce re ly  yo ur s,
E dward Gud em an ,

Und er  Sec re ta ry  o f Co mm erce .

70706— 61------ 3
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D ep a rtm en t  of H ea lt h , E du ca tion , and W el fa re ,
W as hi ng to n,  D.C., Apri l 1 7,1961 .

Hon . Oren H arris ,
Cha irman , Com m it tee on In te rs ta te  and  For eign  C om me rce ,
H ou se  o f R ep re se nt at iv es , W as hi ng to n,  D.C.

Dear Mr. Cha irman  : T h is  le tt e r is in  re sp on se  to  your re qu es t of M arch  13, 
1961, fo r a re port  on H.R.  1341, a  b ill  to  r eq uir e pas se nge r- ca rr yin g mot or  v eh icl es  
pu rc ha se d fo r us e by  th e F edera l Gov ernm en t to m ee t cert a in  sa fe ty  st andard s.

Thi s bil l wo uld fo rb id  pur ch as e of  pas se ng er -c ar ry in g mot or  ve hicles  (e xc ep t 
ce rt a in  m il it ar y ve hi cles ) fo r us e by th e F ed er al  Gov er nm en t un les s th ey  a re  
eq uipp ed  w ith  such  re as onab le  sa fe ty  de vice s as  th e  Sec re ta ry  of  Co mm erc e 
sh all  re qu ire , an d such  de vi ce s a re  in co nf or m an ce  w ith  co mmercial st andard s 
pr es cr ib ed  by him . The  st a n d a rd s  fi rs t es tabl ishe d wo uld ha ve  to  he pr es cr ib ed  
and pu bl ishe d no t l a te r th an  1 yea r a ft e r en ac tm en t o f th e  b ill , bu t th e  p ro hi bi tion  
again st  pu rc ha se  of au to m ob iles  no t mee tin g th e Sec re ta ry ’s re qu irem en ts  wo uld 
ap pl y on ly to ve hicles  m anufa ctu re d  on or  a ft e r th e ex pir ati on  of  1 yea r an d 90 
da ys a ft e r pu bl ic at io n of  th e  S ecre ta ry ’s in it ia l st andard s.  Th e eff ec tiv e d a te  
of  an y ch an ge s in such  st andard s wo uld  be def er re d fo r a lik e pe rio d a ft e r 
pu bl ic at io n.

W hile  th e bill does no t so prov ide, th e Hou se  Com m itt ee  on In te rs ta te  an d 
For ei gn  Comm erc e (8 6t h Co ng .) in re por ting fa vo ra bl y on a si m ilar  bi ll in tr o 
du ce d la st  y ea r s ta te d :

"B eb ofe an y st andard s a re  pr es cr ibed , th e  S ecr et ar y  shou ld  giv e ad eq uat e 
no tice  an d prov ide al l in te re st ed  pe rson s op po rtun ity to  pr es en t view s an d 
sugg es tio ns . It  is ex pe cted  th a t th e Sec re ta ry  wi ll co ns ul t with , an d co ns id er  
su gg es tio ns , from  th e au to m ob ile m an ufa ct uri ng  in dust ry , th e  U.S. Pu bl ic  H ea lth 
Se rvice , ot he r G ov er nm en t ag en ci es  ex pe rt s in th e field  of  m ed ic ine an d su rg er y,  
en gine er s, ex pe rt s in the fie ld of  s af et y,  a nd  an y oth er s wh o mig ht  b e o f as si st an ce .

"T he re  is no reas on  w hy  th e re qu ir em en ts  mad e bv th e  Sec re ta ry  shou ld  wor k 
an y ha rd sh ip  on in dust ry  o r th e  G ov ernm en t.” ( II. R.  Rep t. No. 715 (86th Con g. ), 
p. 6».

Thi s D ep ar tm en t—wh ich , th ro ug h th e Pu bl ic  H ea lth  Servi ce , is co nd uc tin g 
st udie s in th e field  of  au to m ob ile ac ci de nt  ca us at io n an d pr ev en tion —h as  a v it a l 
in te re st  in an y metho d whi ch  will  he lp  re du ce  the num be r of  au tom ob ile  ac ci 
den ts  am i re su lt an t in ju ri es an d de aths . In  1959 th ere  were ap pr ox im at el y 
37.916 fa ta li ti es fro m a ut om ob ile ac ci de nt s re po rted  to  t he  P ub lic  H ea lth  Se rv ice's 
N at io nal  Office of  V ita l S ta ti st ic s.  Th e N at io na l H ealth  Su rvey , pu bl ishe d by 
th e Se rvi ce , es tim at ed  th a t th ere  we re 4,172,000 in ju ri es re su lt in g fro m mot or  
ve hicle ac ci de nt s duri ng th a t ye ar . Thi s los s of  li fe  an d in ju ry  to pe rs on s has  
m ad e hi gh way  a cc id en ts  on e of  o ur  l ea di ng  hea lth  an d sa fe ty  pro ble ms .

E xper ts  ge ne ra lly ag re e th a t th e ‘ hu m an  fa cto r, ” ra th e r th an  m ec ha nica l 
in ad eq ua ci es  of  mot or  ve hicles , is  th e  ca us e of  mos t ac ci de nt s.  Nev er theles s, 
im pr ov em en ts  in  de sig n and  eq ui pm en t of  cars  ca n to  some ex te nt co m pe ns ate 
fo r th is  fa ct or , no t on ly  fr om  th e iio int of  view of  ac ci de nt  pr ev en tio n bu t, 
ev en  mo re,  from  th e st andpo in t of  redu ci ng  th e se ver it y  of  in ju ri es  whe n 
ac ci den ts  do o ccu r.

Con side rable kn ow ledg e a lr eady  ex is ts  which , if  uti li ze d by motor  ve hicle 
m an ufa ctu re rs , wou ld  te nd to re du ce  a t le ast  th e se ver it y  of  in ju ri es  su ffered  
in  su ch  ac cide nt s. F o r ex am pl e,  we  be lie ve  th a t se at  be lts , or a t leas t an ch or ag e 
fo r se at  be lts , shou ld  be st an d a rd  eq uipm en t fo r pas se ng er  cars  an d b u se s ; th a t 
se a ts  shou ld  be an ch or ed  a s  to lock them  in to  p o si ti o n ; th a t th er e shou ld  be 
cra sh  pa dd in g of  th e das hboar d , roo f, an d ot he r a re as of th e ve hicle again st  
which  pa ss en ge rs  mig ht  be  th ro w n ; th a t th er e shou ld  be  im pr ov em en ts  in  th e 
st eeri ng  wheel in  a ddit io n  to  r ec es sing  of th e p o s t; an d th a t th e  in te ri o r of  t he car 
shou ld , so fa r  as po ss ibl e, be cl ea re d of  da ng er ou s kn ob s, sh arp  edg es,  etc .

Su ch  im prov em en ts have b een st ro ng ly  su pp or te d by sa fe ty  en gine ers, re se ar ch  
ex per ts , an d ph ys ic ians . In fo rm ati on  in th e st udy  c om pleted  by th e D ep ar tm en t 
o f Co mm erc e purs uan t to  se ct io n 117 of th e  Fed er al -A id  H ig hw ay  Ac t of  1956 
show ed  th a t us er s of  se a t be lt s ha d a 60 per ce nt  less  ch an ce  of  in ju ry  th an  no n
use rs  who r em aine d in  t he c a r in a cra sh  a nd  80 p er ce nt  l es s ch an ce  of in ju ry  th an  
no nu se rs  who w ere th ro w n fr om  th e ca r. To  be su re , a  p ra cti cal lim itat io n to  th e 
ef fecti ve ne ss  o f se at  be lts as a sa fe ty  de vice  is th e  fr equent fa il u re  of  in div id ual s 
to  use the m,  even if  av ai la ble . Ho we ver, it  see ms  c le a r th a t th e ad op tion  of  
se at  be lts  an d o th er re as onab le  sa fe ty  st andard s by th e  Fed er al  Gov ernm en t 
could  pla y an  im port an t ro le  in st im ula ting  pu bl ic  dem an d fo r sa fe ty  de vice s 
on  al l vehic les , a s we ll as  su bst an ti a ll y  redu ci ng  t he  se ver ity  of in ju ri es  re su lt in g  
from  ac cide nt s invo lv ing fe dera ll y  o wn ed v eh icles.
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In  th is  co nn ec tio n, it  sh ou ld  be no ted th a t Federa l Su pp ly  S ta ndard  122. 
pr om ul ga te d by th e G en er al  Se rv ices  A dm in is tr at io n, pro vi de s an  op tio n under  
whi ch  ag en cies  may  ord er  se a t be lts  fo r m ot or ca rs . Rec en tly,  th e  au to m ob ile 
m anufa ctu re rs  in di ca te d th a t an ch ora ge fo r se a t be lts on  th e  fr o n t se a t w ill  be 
a s ta ndard  f eatu re  in  th e  1962 car m odel s; th is  im port an t fi rs t st ep  w ill  fa c il it a te  
th e  in st a ll a ti on  of  such  se a t bel ts  in  an y pas se ng er  au to m ob ile , w heth er o r no t 
purc ha se d by th e  F ed er al  G ov ernm en t.

If . ho we ve r, in  lin e w ith th e  des irab le  ob ject iv e of  th is  bil l, th e  Fed er al  Gov
er nm en t is  to  prov id e ef fect ive le ad er sh ip  in pr om ot in g th e  use  of  sa fe ty  de vice s 
by it s ex am ple,  th en  a ny  act io n  to w ar d th is  en d m us t begin  w it h  ad eq uat e pr ovi
sion  fo r fin an cin g th e acq uis it io n  o f t he  addit io nal  eq ui pm en t in di ca te d.  Th e p re s
en t $1,300 st a tu to ry  co st  li m it a ti on  fo r pa ss en ge r c a rs  ($1 ,950 fo r st a ti on  
w agons) , cu rr en tly  spe cif ied  in  Publ ic  La w 86-642 , se ct ion 201, has  been  he ld  to  
in cl ud e th e or ig inal  co st  of  th e  ve hicle as  we ll a s  al l eq ui pm en t or  ac ce ss or ie s 
w hi ch  are  pe rm an en tly a tt ach ed  to  an d bec ome a p a rt  of  th e  ve hicle and which  
contr ib ute  to th e co m fo rt  a nd  co nv en ienc e of  it s pas se ng er s an d it s effi cient oper a
tion  as a pa ss en ge r- ca rr yi ng  v eh ic le  (19 Comp. Gen . 988, 990 ; 36 Com p. Gen . 726) . 
Thu s,  it  is appare n t th a t th e cu rr en t co st li m it at io n  mak es  it  v ir tu a ll y  im po s
sibl e fo r th e  Fed er al  Gov er nm en t to  in st al l an y ad dit io nal eq ui pm en t th a t m ig ht  
se rv e us ef ul  sa fe ty  pu rp os es  o r to  pu rc has e mod els in co rp ora ting  cer ta in  sa fe ty  
fe a tu re s in th e ir  de sig n,  no tw it hst andin g  th e ba sic au th o ri ty  of  th e GSA  to 
am en d it s pr oc ur em en t st a n d a rd s  so  as  to  re quir e or  perm it  su ch  sa fe ty  eq uip
m en t or  fe at ure s.  We th ere fo re  urg e th a t exis ti ng  la w s be  revi se d,  e it her by 
ex em pt ing,  or co nf er ring  a u th o ri ty  to  ex em pt , su ch  sa fe ty  de vice s or  fe a tu re s 
fr om  th e ce ili ng  on th e  purc hase  pr ic e of  G ov er nm en t ca rs  o r by appro pri a te  
ad ju s tm en t or  remov al  of th e  c ei lin g.  Of  c ou rse,  in  th e  in te re s t of  eco nomy , th e 
Gov er nm en t shou ld  a t th e  sa m e tim e ur ge  m anufa ctu re rs  to  incl ud e su ch  de vices 
or fi x tu re s in ca rs  as  s ta ndard  eq ui pm en t so fa r  as  poss ibl e.

W heth er in conn ec tio n w ith act io n  on th e dollar  ce ili ng  or  ot he rw ise,  it  wo uld  
seem  appro pri a te  fo r Con gr es s to  m ak e cl ea r th a t F edera l le ad er sh ip , th ro ug h 
th e  in co rp or at io n,  in  st a n d a rd  sp ec ifi ca tio ns  fo r Gov er nm en t ca rs , of sp ec ia l 
re quir em en ts  fo r sa fe ty  fe a tu re s  th a t are  nonst andard  in  pa se ng er  au tomob ile s 
pr od uc ed  fo r th e gen er al  m ark e t is  co ns id er ed  co m pa tibl e w ith th e ov er al l 
ob je ct iv e of e con omy in  F edera l pro cu re m en t o pe ra tion s.

We , th er ef or e,  w hol eh ea rt ed ly  e nd or se  th e princ ip le  o f t h is  bill.
As re sp ec ts  th e  deta il s of th e  bil l, som e te ch ni ca l re vi sion  of  th e pr es en t bil l 

seem s d es irab le .
1. The bil l wo uld  pr ov id e th a t “no mot or  ve hicle m an ufa ctu re d  on or a ft e r 

th e ef fect iv e da te  of  th is  se ct io n sh al l be ac qu ir ed  by purc hase  by th e Fed er al  
G ov er nm en t * * * un less  su ch  m ot or  ve hicle is  eq uipp ed  w ith  su ch  re as on ab le  
sa fe ly  de vices as  th e Sec re ta ry  of  Comm erc e sh all  re quir e * * Th e cl ea r 
im pl ic at io n of  th is  la ng ua ge  is  th a t pr es cr ib ed  sa fe ty  de vice s shou ld  be m an 
dato ry  eq ui pm en t on ve hicles  a t  th e tim e of th e pur ch as e of  th e  ve hicle s by the 
F edera l Gov ernm en t. W hi le  th is  is  de si ra bl e in  ge ne ra l, an  infle xible re qu ir e
m en t of  th is  kind  wou ld,  fo r in st an ce , pre ve nt th e  im m ed ia te  u ti li za tion of  
sa fe ty  de vice s w he re  avai la ble  in  th e  fo rm  of  ac ce ss or ie s of  su ba ss em bi es  unti l 
su ch  tim e as  st ru c tu ra l ch an ge s ne ce ss ar y fo r be st  pl ac em en t of  a afe ty  de vice  
on a ne w vehic le ca n be  m ad e by th e m anufa ctu re r.  F u rt h e r,  we  qu es tio n 
w heth er 2 ye ar s an d 90 da ys , th e  max im um  tim e al lo tt ed  by th e bil l fo r th e 
au to m ob ile in dust ry  to  m ee t th e  in it ia l st andard s pro m ul ga te d under  th e  bil l, 
wo uld pr ov e ad eq uat e in  ce rt a in  in st an ce s.  An  ap pr oa ch  em ph as iz in g fle xibi lity 
as  to  bo th  how an d whe n sa fe ty  de vice s may  be in st al le d wou ld  seem lik ely to  
yield th e  bes t re su lts .

2. T he  bil l, as  dr aw n,  is  lim it ed  in  it s ap pl ic at io n to  m ot or  ve hicles  de sig ne d 
pri nci pal ly  fo r th e tr an sp o rt a ti o n  of  pa ss en ge rs . In as m uc h as th e co ns id er a
tion s un de rlyin g th e p ro po sa l of th is  bil l wo uld see m,  in  la rg e m ea su re , to  ap ply 
to  pi ck up  truck s an d th e  num ber  of such  tr ucks purc ha se d by th e  F ed er al  
G ov er nm en t is la rg e,  th e co m m it te e may  w ish to  co ns id er  en la rg in g  th e sco pe 
of  t he  b ill  to  in clud e su ch  ve hicles .

3. W e under st an d th a t th e  Co mmerce  D ep ar tm en t,  th e G en er al  Se rv ices  Ad 
m in is tr a ti on , an d th e Bud ge t B u re au  a re  ag re ed  th a t,  if  le gi sl at io n alon g th e 
lin es  of  H.R. 1341 is fa vo ra bly  co ns id er ed , s ta tu to ry  re sp onsi bil ity  fo r th e pr o
m ul ga tion  of  sa fe ty  st an d ard s sh ou ld  be lod ged in  th e A dm in is tr a to r of  Gen eral  
Se rv ices , sinc e th e GSA  is  th e  ag en cy  now ch ar ge d by law  w ith ba sic au th o ri ty  
fo r se tt in g  ge ne ra l st an d ard s fo r Fed er al  pr ocu re m en t of  m ot or  vehic les , an d 
sinc e th e  e st ab li sh m en t of  s ta n d a rd s  un de r th e bil l sh ou ld , logi ca lly , be in te gra lly
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related to the exercise of such basic authority. This change in the bill would be 
agreeable to this Department. We, of course, s tand ready, to cooperate in the 
fur the r development and utilization of interagency mechanisms for advising and  
assisting the s tandard-setting  agency in the establishment of appropriate safety 
standards under the bill.

We are  advised by the Bureau of the  Budget tha t there  is no objection to the 
presentation of this report from the s tandpoint of the administrat ion’s program. 

Sincerely yours,
A braham  R ib ic o ff , Secre ta ry .

Mr. Roberts. At  this time I desire to read into the record and to 
insert therein, certa in statements, by witnesses who have heretofore  
testified in connection with the bills.

In  our  1959 hearings, we heard a very intere sting and constructive 
statem ent by General Stewart , executive vice presiden t of the National 
Safe ty Council. He is  unable to be present today, but I  have a stat e
ment from him which I  ask to be included in the record a t th is point. 
And since it is very short, I will read it at this tim e:

Over the years the automobile industry has equipped motor vehicles with 
many devices which make it easier for a motor vehicle operator to drive  safely, 
or which subsantially reduce the potential for injury to vehicle occupants in the 
■event of an accident.

Many of the improvements th at make it  easier for an operator to drive safely 
have been welcomed by purchasers and are  now standard  equipment on many 
of today’s models.

Certain devices which give protection to occupants of a vehicle in the event 
of an accident have not been widely accepted by the public and their instal lation  
is generally on an optional basis, with added costs.

The National Safety Council is  convinced from the result s of tests and from 
specific experiences th at the  installa tion and use of devices designed to reduce 
the injury potential to occupants in the event of an accident would, i f installed 
and used, reduce traffic in juries to occupants by one-half. The council therefore 
is doing all it can to educa te the public to the added protection such devices 
provide. The problem is  to inform and convince people th at the added expense 
and perhaps minor inconveniences associated with these devices are well worth 
while.

It  is in this context that  the council believes tha t the purposes of II.R. 1341 
are  worthy of favorable consideration by your committee.

The requirement tha t federa lly owned or operated motor vehicles be equipped 
with  all reasonable safety devices will not solve today’s traffic accident problem. 
It  would, however, be a contribution to traffic safety.

The National Safety Council takes no position with respect to any differences 
of opinion tha t may exist  concerning the technical language of the bill. We do 
believe, however, th at the  fu ll potential of the bill will be realized only if  it  has 
the enthusiastic  support of al l concerned.

Mr. Schenck. Mr. Chairman, I think tha t we could sum up the 
purpose of these bills as an effort to obtain a safer cabin or inclosure 
in which the passenger  rides, both by design and in original equip

ment. Tha t is, in general the idea and general purpose plus urging 
the motorists to use the  various safety devices which are not now 
accepted as general equipment, but those which have been proven to 
be very helpful in the way of promot ing safety.

We have found in our  committee hear ings, I  think,  tha t if people 
can be kept within the car in an accident th at th e possibility of serious 
injury is substant ially reduced.

I think that we can say as the result  of work of this committee in 
pas t years much has been done in the way of improving door locks and 
in pu tting  greater emphasis on various safety features.

Mr. Roberts. I would say to the gentleman from Ohio tha t the 
subcommittee has tried to do that, and what it  has tried to do is a
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very simple propos ition : I t has never been the inten t of the subcom
mittee to enter into the design or the m anufacture of an automobile. 
Tha t is the reason we have lef t it in the hands of the Department 
of Commerce and the Bureau  of Standards to say what is a reason
ably safe  device. We simply ask in this bill, which passed the House 
last year by a very good margin, tha t the Federa l Government take 
some steps in seeing to it that these devices are placed on the cars 
tha t it purchases, to set an example, such as we do in the field of 
aviation and in surface transpor tation, in the maritime field and in 
the food and drug field. We s imply take the position tha t the Fed
eral Government would, by insis ting tha t these devices be placed on 
its cars i t purchases, be in the position of set ting an example of lead
ership fo r the general public.

We believe tha t once we have an adequate body of s tatistics, which 
we would have through Government departmental records, tha t we 
could prove tha t these devices are capable of saving lives. We would 
then, I think , see tha t the use of these devices would be widespread. 
There would be a certain demand from the public tha t these devices 
be placed on the automobiles as standard equipment, and not as 
optional equipment.

I  would like to say tha t I  think the activities of this committee 
spelled out, first of all, the agreement on the pa rt of the manufac
turers, in the adoption of the resolution by the American Automobile 
Manufacturers Association, which, I believe, dates  back to 1956, the 
first year of the life of this subcommittee.

I think, too, the committee has had a very good effect on the  States 
in adopt ing similar resolutions which gave impetus to the States to 
go ahead and reach national compacts with reference to uniformity 
and in t rying to eliminate the very confusing picture th at the motor
ist encounters in driving  from one coast to the other and from the 
Gulf of Mexico to the Great  Lakes.

The committee, I  believe, was of some influence in the recent news 
tha t the manufacturers have agreed tha t in thei r next year’s models 
all of the cars will have a provision made for seat belt attachments, 
clamps or fasteners, so tha t the insta llation of safety belts will not 
be a major operation. That is a fine and forward step. I think  
tha t i f we could get widespread use of safety belts, as we have in a ir
planes, many lives would be saved on our streets, roads, and highways.

Mr. Schenck. If  you will yield furth er, Mr. Chairman,  I would 
like to agree with everything you have said  and to point out tha t we 
have never t ried  to control the  design of the automobiles. Our  efforts 
in these matters have been directed to encourage the manufacturers to 
give grea ter attention to designing cars tha t would be s afer for the 
occupants.

I think in connection with that all automobile manufacturers and 
related  professional organizations  have made real contributions by 
agreeing to give cross licensing and full information on all matt ers 
that- they have developed in the ir crash test programs.

I think we have had some very wonderful cooperation from our  
automobile manufacturer s and the  engineers. They have been very 
helpful.

Mr. R oberts. The C hair would, cer tainly, not want to fail  to com
mend the gentleman from Ohio on the fine work that  this  effort
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brough t forth  in the research bill that, was adopted by the Congress 
last year providing fo r a thorough study of automobile exhaust fumes.
That work is well underway by the Department of Health, Education, 
and Welfare.

And I think tha t one very fine result of his interest and devotion 
has been the discovery o f a blowby device and o ther devices which we 
believe will one day very soon bring  about the elimination of these 
noxious fumes from the atmosphere.

The National Conference on Air  Pollut ion held a meeting in Wash
ington about 2 years ago last fall. Scientists speaking at the confer 
ence did not specifically state that these fumes are ha rmful and carcino
genic, but they did state tha t people who were afflicted with some type  *
of lung disorder and otherwise in weakened condition, to them these 
fumes could, perhaps, be the  cause of a contributing factor in lung 
cancer.

I note with a great deal of interest th at the S tate of Califo rnia has 
already adopted legislation  on this problem and new automobiles being 
sold in that State are being equipped with blowby devices to eliminate 
a great deal of these harmfu l gases.

At this time, I have before me a telegram which was received by 
me from Mr. Harry  A. Sieben, safety director of the Minnesota H igh 
way Department, bearing date of March 24, 1961, stating as follows:

Minnesota Legislature has adopted resolution memorializing the President and 
Congress of the United States  to provide for safe standards for automobile 
vehicle design and safety devices, and for the enforcement of such standards in 
the automobile industry. Strongly urge your committee take action now ami 
not be misled by organizations purporting to present State  administrators.

I have a statement from Mr. William I. Stieglitz , chief of design, 
safety and reliability, Republic Aviation Corp., addressed to the 
Chair. And the letter fo llows:

Dear Mr. Roberts : In reply to your l ette r of March 1.3, I am enclosing here
with a statement relative to your bill, H.R. 1341, to establish safety standards 
for Government-owned passenger-carrying motor vehicles. As you know, la m  
strongly in favor of this legislation and sincerely tru st tha t it will be enacted 
by the present Congress. If there is any way in which I can be of assistance,
I am sure you know tha t you can call on me. *

And without objection, his  statement, which is attached to his letter, 
will be made a part  of the  record at this point.

(The statement follo ws:) *
Sta te m e n t  of W il lia m  I. S te ig li tz

During the hearings on bill H.R. 1341 held by the  Subcommittee on Health and 
Safety of the 86th Congress in July 1959,1 had the  honor and privilege of tes tify
ing before the committee in favor of the proposed legislation. At tha t time I 
expressed the opinion th at  the provision of crash protection for occupants, and 
the elimination of many potential  accident cause factors by the application of 
known human engineering data, were entirely feasible from an engineering stan d
point, and supported this  opinion by reference to experience of the aircra ft 
industry. Insofar as this  testimony appears in the records of the previous 
hearings, I shall not repeat it at this time.

In my previous testimony I furth er stated my opinion tha t legislation of this 
nature was definitely within the purview of the Congress, and referred to the 
Federal Aviation Act and the civil air regulations as analogous legislation in 
the public interest. Nothing tha t has occurred in the past 2 years has served to 
lessen the need for such legislation. The automobile industry  has given little, if 
any. indication of a tendency toward self-policing which might indicate tha t the 
necessary goals would be achieved without legislative action. In fact, the only
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announcement of any definite action on the par t of the automobile manufacturers 
is the recent statement tha t 1962 models will contain provisions for the insta lla
tion of seat belts as standard  equipment and this announcement was made only 
afte r a conference between representatives  of the automobile manufactu rers and 
members of a New York State  legislative committee with regard to proposed 
legislative action by New York State. It thus appears that  the only real fo rward 
step with which I am familiar is being taken not voluntarily, but only under 
the th rea t of specific legislative action.

It is my opinion, as indicated in my previous testimony, tha t the wording of 
the bill should call for safety provisions in automotive vehicles rather than 
specifying the installat ion of safety devices. As I stated, there  are often many 
ways of achieving a safety objective and real safety must be achieved by design 
rath er than the incorporation of devices on a completed vehicle. Quite aside 
from the provision of crash inju ry protection, I believe that  in the interests of 
accident prevention, standards  are needed in regard to windshield reflections, 
glare, shape coding of control knobs to permit the driver  to operate secondary 
controls without having to look down inside the automobile, and similar design 
features. A requirement for the incorporation of safety devices could not ecom
pass such features.

Mr. Roberts. I also have a lette r from Mr. James J. Ryan, professor 
at the  University of Minnesota, Inst itute  of Technology, dated March 
22, 1961, with which he encloses his statement. And without objection 
I will put his statement into the record.

(The statement of Janies J.  Ryan fol lows:)
Statement of J ames Ryan, Maroti 27, 28, 1961

I, James J. Ryan, professor, Mechanical Engineering Department, Inst itute 
of Technology, University of Minnesota, Minneapolis, Minn., wish to supplement 
my statem ent presented before this  honorable committee on July 8, 1959, with 
additional information relative to the subject of motor vehicle safety standards 
which is now being heard for consideration and passage in this legislative 
session.

During the past 12 years I have investigated and tested the design of auto
mobiles for the prevention of injuries  to the occupants upon crash. During 
the years, 1956-59, this work was sponsored by a contrac t from the U.S. Air 
Force through Col. John Paul Stapp and in the last 2 years, 1959-61, by a grant- 
in-aid from the U.S. Public Health Service through Dr. James L. Goddard.

Research into the safety of vehicle riders upon impact has been carried 
out through the reconstruction of automotive vehicles and the development of 
a car t of being driven into a wall at  speeds from 15 to 49 miles per hour. 
One of the most important  factors  in crash deceleration is the means of absorbing 
the energy upon collision.

We have developed a hydrau lic shock-absorbing bumper which uniformly 
slows the vehicle down through its displacement of 17 inches. Thus, the peak 
impacts which occur in present-day vehicles toward the end of the deceleration 
are removed and the maximum forces transmitted to the occupants of the 
vehicle are  reduced by one half. The total number of tests involved in obtaining 
this result has now reached 65 and includes 4 cart  impacts—1 with live occupants, 
58 cart-impacts with dummies, and 4 cart-impacts with live subjects.

The forces transmitted to the vehicle have been shown to respond effectively 
to the hydrau lic shock-absorbing bumper design. The bumper also keeps the 
engine and fronta l parts  going forward on impact and prevents penetration  of 
the passenger compartment. This equipment could be installed on all new 
automotive vehicles without grea tly increasing the cost or changing the 
appearance.

A second development of th is research project has been the engineering appli
cation of seat  belts. Although seat belts are suggested for every automotive 
rider, their  positioning in cars has not been engineered but they have merely 
been installed. By proper engineering application the seat belts may be twice 
as effective. The improvements involve (1) the proper fasten ing to a rigid 
par t of the vehicle such as a firmly anchored seat or a rigid portion of the 
floor or frame, (2) the proper anchoring of the seat to prevent its additional 
weight on the person supported by the seat belt after impact, (3) a means of 
tightening the belt upon impact by removing the slack through hydraulic pres-
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sure exerted from the bumper, and (4) the use of automatic seat belts which 
ret rac t against  the back of the seat  when not in use and which allow convenience 
and comfort through freedom of movement on a takeup reel—yet lock rigidly 
upon impact. Procedures by which the proper installa tion and operation of 
seat belts may be achieved have been developed by this laboratory.

A th ird consideration fo r automotive safety on impact is the rotation of the 
upper torso about the seat belt supported at the pelvic region. Two methods 
of absorbing this rotational energy are involved. They are a 10-ineh diameter 
pad support on the  steering wheel post for the driver to absorb the energy by 
bearing on the chest and by allowing the passenger to rotate  with adequate 
clearance under the windshield to prevent striking  the forward struc ture or 
dash of the compartment.

We have demonstrated, in March 1961, the safety riders on seat belts for 
both of these conditions—one impact at  20 miles per hour of a  rider  with a seat 
belt and adequate clearance, and another crash of a  rider at 25 miles per hour >
on a seat belt with a protective steering wheel in position. Thus, we know 
from an engineering and medical standpoint the methods of preventing injury 
to the driver and passenger through the proper deceleration of the vehicle 
with a hydraulic shock-absorbing bumper and adequate res tra int  through the 
seat belt with proper steering wheel design and adequate forward clearance.

With this mechanical construction and from the human tests  which we have 
performed without injury  we believe tha t the forces occurring at 40-miles- 
per-hour impacts into solid objects or head-on would equally be within safe 
tolerance of a human. It  has been established by statistics tha t the proper 
construction of the automotive vehicle will reduce the injuries,  tota l disabilities, 
and deaths by one-half.

Our tests  have shown the automotive manufacture rs’ claim that “cars are 
not built to crash” is invalid, and  tha t it is as important to apply protective 
measures to automotive construction as it is to give polio shots to immunize 
from tha t disease. Above the 40-miles-per-hour impact injur ies will be greatly 
reduced.

We feel tha t it is incumbent upon the Nation to demand tha t automotive 
struc tures  be properly developed so tha t people will not be injured and killed 
upon crash. Certainly the first ocean liners did not have lifeboats, and airc raft  
were called crates until the CAA was established.

In engineering we know that proper automotive construction can be developed 
without increasing the cost or changing the appearance.

No excuse now exists for tolerat ion of the infamous slaughter on the highways.
Mr. Roberts. I have a let ter  from L. S. Harr is, executive director 

of the American Association of Motor Vehicle Administ rators , and 
accompanying this lette r is Mr. Harris ’ statement.

I  will read his lett er and place the statement, which is quite lengthy, 
into the record. His letter,  dated March 24, 1961, is as fo llows:

In regard to II.R. 903 and H.R. 1341 for which hearings have been scheduled on 
March 27 and 28 by the  Subcommittee on Health and Safety of the Committee 
on Inte rstate  and Foreign Commerce, I  beg to advise tha t I have studied these <
two bills and find tha t they are  very similar to H.R. 722 and H.R. 1341 in
troduced in the 1959 session by Mr. Bennett and yourself, respectively. You will 
recall tha t I appeared before the subcommittee on July 8, 1959, and discussed the 
two 1959 bills with the committee at  th at time. Nothing has occurred since July 
1959, to cause me to change or modify my opinions to just ify any changes in my 
testimony insofar as the curren t bills are concerned.

I am enclosing herewith two copies of my 1959 statement filed with the com
mittee  and shown in the printed report of the committee hearings and respect
fully request tha t the same statement be entered into the record of the hearings 
next week.

And without  objection, his  prepared  statement will be made a par t 
of the record at this time.
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(Statement, of Leland S. Ha rris  follows:)
Remarks of Leland S. Harris, Executive D irector, American Association of 

Motor Vehicle Administrators, Washington, D.C., J uly 8, 1959
Mr. Chairman and gentlemen of the subcommittee, I am Leland S. Harr is. 

I am appearing as executive director of the American Association of Motor 
Vehicle Administrators for the purpose of informing the subcommittee as to 
the consensus of thinking of the members of the association pertaining to the 
five bills you are considering today.

The association was founded in 1933. Its  headquarters are  here in Washing
ton. Its  membership consists of the officials having responsibility for the ad
ministration and enforcement of motor vehicle laws and regulations of each 
State  of the United States, the District  of oClumbia, the Provinces of Canada, 
Puer to Rico, U.S. Bureau of Public Roads and  Bureau of Motor Carriers of the 
U.S. In ters tate  Commerce Commission.

The association is deeply concerned with equipment of motor vehicles in its 
relation  to safety and all othe r problems arising from the operation of motor 
vehicles. Since its founding it has worked especially closely with the Automo
bile Manufacturers Association, the American Standards  Association, and the 
Society of Automotive Engineers in developing standards  fo r motor vehicles and 
motor vehicle equipment. This cooperation began in 1919, 14 years before the 
association was organized, by the then administrators of some of the Northeast
ern States  in trying to improve headlights, and has continued unceasingly since 
then. We would all agree, I am sure, if we stopped to consider all of the work 
that has been done on vehicle lighting in the intervening 40 years tha t many 
advances have come from this  joint effort, notably the sealed beam headlamp 
program.

The original sealed beam lamp resulted from a request from our association 
in 1937 to the manufactu rers to undertake research for and developments of 
improved headlighting equipment which would be uniform and interchangeable, 
regardless of manufac turer. There have been several major  improvements 
in headlamps since the original sealed beam lamp was introduced in 1910; one 
approved as recently as last  month by this association, which is now being 
made available to the public as a replacement fo r lamps on vehicles using only 
two headlamps. These latest  improvements have added approximately 160 
feet to the sight distance of drivers  when using the lower beam. We have 
also cooperated in the development of the four-headlamp system and I am 
confident we will see additional improvements in headlighting from the ever- 
continuing study being given the  problem.

There are many items beside lights on which we have worked cooperatively 
with the automotive indus try looking toward increased safety of operation. 
Among these are such items as brakes, glass, steering and steering wheels, 
rea r vision mirrors and drive r vision problems generally, mufflers, and tai l
pipes, directional and warning signals, reflectors, suspension systems, wind
shield wipers and washers, tires, body structures, door locks, padding and 
passenger packaging, seat belts and knobs and other projections.

In our work with the industry  on improvement of items of equipment such 
as these, special engineering test s have been set up and conducted by the in
dustry whenever this was necessary  to bring out all pertinent  facts  to the 
satisfaction  of our committee on engineering and vehicle inspection.

This committee has been working with automotive indus try engineers since 
T935 in this whole broad area of improved safety equipment. It  meets in 
Detro it each June where it has  always had available to it the industry’s best 
engineers, scientists, and research personnel for information and discussions 
pertaining to automotive design and equipment problems, including proposed 
changes and improvements in design and equipment and new devices.

Ih the work of our members with the public on a year-round basis, we get 
constant reminders of the fac t that no ma tter how many safety  improvements 
are built into the vehicle, the motori st will not derive the maximum potential 
benefit from them unless there is proper and regula r maintenance. Accord
ingly we have broadened the  scope of our engineering program to provide better 
informat ion and specific technical material  for vehicle inspection officers. This 
will help them do a better  job. We have had a series of jo int sessions for both 
indus try engineers and inspection officials and the most recent  meeting was 
attended by representatives  from 24 States.
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W e a re  co nt in ui ng  to  fo llo w clo se ly  th e ou tp u t of  ne w s ta ti st ic a l d a ta  on 
ac ci den ts  as  prod uc ed  by th e Cor ne ll cra sh  in ju ry  re se ar ch  pro gr am  an d ha d a 
re vi ew  o f t he  la te st  d a ta  a t  o ur  co m m it te e m ee tin g in Ju ne .

We a re  als o be ing  ke pt  ap pri se d  of  sa fe ty  re se ar ch  de ve lopm en ts  su ch  as  
th os e co nc erne d w ith new co nc ep ts  of  ve hicle co nt ro l an d m et hod s of sign al in g 
and  con ve ying  bas ic  i nfo rm at io n to  dr iv ers  o f m ot or  ve hic les .

I t  is  ou r in te nt io n to  evalu ate  th e de gree  of  pr om ise in  th es e va riou s idea s, 
an d to  wor k co op erat ively al on g ch an ne ls  th a t ca n le ad  to  th e ir  in co rp or at io n 
in to  v eh ic le s an d th e hi gh w ay  s ys tem .

W e a re  conv inc ed , on th e basi s of  ou r ex pe rien ce  ov er  th e  ye ar s,  th a t our 
jo in t w or k w ith  th e m anu fa c tu re rs  an d a su st ai ne d in te re st  in  sa fe ty  of  ve hicle s 
and  eq ui pm en t w ill  co nt in ue  to  be pr od uc tive  of  m ea su ra ble  im pr ov em en ts  in  
hi gh w ay  sa fe ty .

All of th e pr ec ed ing in fo rm at io n has been includ ed  in  t h is  s ta te m en t t o in di ca te  
to  you ge nt lemen  of th e co m m it te e th a t nea rly al l of  w hat  is  pr op os ed  in  H.R. *
722 an d  H.R . 1341 is al re ady  be in g do ne  in  a ve ry  co m pr eh en sive  wa y. Fed er al
in te rv en ti on  a t th is  tim e wou ld  be  a co st ly  w as te  of  ef fo rt and wo uld  prob ab ly  
re su lt  in  se riou s in ju ry  to  th e econom y of th is  N at ion.  I agre e w ith  th e auto 
mob ile  m anufa ctu re rs  th a t th e  pr es cr ib in g of  st andard s and  sp ec ifi ca tio ns  by 
th e  Sec re ta ry  of  Co mm erc e wou ld  cre ate  st ag nat io n  am on g au to m ot iv e en gine er s 
and de sign er s an d el im in at e co m pe ti tion  to im pr ov e ve hicles  and eq uipm en t by 
th e  se ve ra l m an ufa ct ure rs . I t  w as  th is  ty pe  of  co mpe tit ion th a t br ou gh t ab ou t 
m an y of  th e  im pr ov em en ts  in  m ot or  ve hicles  we a re  en jo yin g toda y.  Moto r 
ve hi cl e st andard s ar e,  as  we  se e them , st andard s of  pe rf orm an ce  an d a re  con
ti nua ll y  be ing ra ised . No o ne  per so n or  gr ou p of  peo ple , su ch  as  th e st af f of  th e 
B ure au  of  Sta nd ar ds,  co uld po ss ib ly  pr od uc e th e co ntinui ty  of  im pr ov em en ts  in  
per fo rm an ce  st andard s fo r m oto r ve hicles  as  has  bee n th e  re su lt s of a ve ry  
hi gh ly  conq>etitive in dus try.

In  re gard  to  H.R.  880 and H .R . 883, I am  co gn izan t of tw o sign if ic an t st a te 
m en ts  in di re ct ly  per ta in in g  to  th e  su bje ct s of th es e bil ls whi ch  w er e mad e d u r
ing th e  past  ye ar .

On e is  th e re port  of our  co m m it te e on en gi ne er ing an d ve hi cl e insp ec tio n,  
which  ass e rt s th a t a ft e r a st udy  an d in ves tiga tion  of  a g re a t man y ki nd s of 
sp ec ia liz ed  sa fe ty  eq uipm en t, no ne  has  ev er  been di sc ov ered  wh ich , by its el f, 
w ill  el im in ate  tra ffi c ac ci de nt s.

The  o th er  au th ori ta ti ve  st a te m en t is  co nt ai ne d in  th e re port , “T he  Fed er al  
Ro le in  H ig hw ay  Safe ty ” su bm it te d  to  th e Co ng ress  in M ar ch  1959 by th e 
B ure au  of  Pu bl ic  Roa ds  fo llow in g an  in te ns iv e st ud y m ad e purs uan t to  a 
pr ov is io n of  t he  F ed er al -A id  H ig hw ay  Ac t of 1956. I t  r e a d s :

“D ri vers  an d o th er s co mmon ly m is under st an d ac ci de nt  ca us es  an d te nd  to  
ov er ge ne ra lize , em ph as iz in g on e ca use  ab ove al l els e. T he dri ver , hi s vehic le,  
and th e  ro ad w ay  are  in  p ra c ti ca ll y  ev er y m ot or  ve hicle ac ci de nt , bu t th er e are  
al so  a  w elt er of en vi ro nm en ta l co nd it io ns , in cl ud in g w ea th er , tra ffi c, ligh t, socia l, 
med ic al , and psyc ho logica l var ia ble s,  a s well  as  pure  ch an ce . Th ese co ns ta nt ly  
ac t and  in te ra c t w ith  th e th re e  pri nci pa l fa ct ors  an d a re  eq ua lly th er e wh en  
th e  ac ci de nt ta kes  pla ce . T he  si ngl e fa cto r a tt ack  on sa fe ty  ca lls fo r ac tion  
ag a in s t ac cide nt -p ro ne  dri ver s,  alc oh ol , tu rn pik e mo no ton y, speed, ho rsep ow er , 
ne ed  fo r st if fe r law s an d po lic e cr ac kd ow ns , an d o th er si ng le  co rrec tiv e step s. x
The  po in t is th a t man y an d so m et im es  al l of  th es e ma y be  of  conse quence , an d 
und ue  em ph as is  on an y on e to  th e  n eg lect  of oth er s may  im pair  th e  pla nn in g of 
an  adequate  hi gh way  sa fe ty  pro gra m . Any one wh ol ly  ef fect ive so lu tion  to  th e 
tr af fic- ac ci de nt  prob lem w ou ld  it se lf  de st ro y high w ay  tr an sp o rt a ti on .”

The  re co rd  be sp ea ks  th e  v a li d it y  of th e st at em en t I have ju s t quote d. I f  
we  look  a t th e pe rf or m an ce s of  th e  se ve ra l S ta te s in th e he ld  of  tra ffi c sa fe ty , 
we fin d th a t thos e which  ha ve  ta ck le d  th e prob lem  w ith a  br oa d an d ba lanc ed  
pr ogr am , hav e co ns is te nt ly  ac hie ved  th e mos t ta ng ib le  re su lt s in  ac ci de nt  
pr ev en tion .

In  re gard  to  H.R. 1346. we fu ll y  su ppo rt  th e pu rp os e of th e  bi ll,  bu t be lieve  
it  i s a t le as t 5 y ea rs  p re m at ure .

The G ov er no rs ’ co nferen ce , a few ye rs  ago , cr ea te d a sp ec ia l co mm itt ee  to  
st ud y th e  hi gh w ay  sa fe ty  pr ob lem w ith  Gov erno r Ribico ff of  Con ne ct icut  as  
ch ai rm an . D ur in g th e  pe rio d of  st ud y,  th e co mm itt ee  vi si te d D etr o it  to  asc er 
ta in  w hat th e  au to m ot iv e in dustr y  w as  do ing to  im pr ov e th e  sa fe ty  of  mot or  
ve hi cles  an d mot or  ve hi cle eq ui pm en t. W hi le  in  D et ro it  th ey  lear ne d,  to th e 
su rp ri se  o f som e co mm itt ee  m em be rs , of  th e  lon gs ta nd in g pr ogra m  of  c oo pe ra tiv e 
w or k be tw ee n th e  au to m otive in dustr y  an d our as so ci at io n.  The  his to ry  of 
th is  pr og ra m  w as  ou tl in ed  to  th em , alon g w ith th e pr og re ss  an d im pr ov em en ts
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mad e. In  it s re po rt  to th e 1938 co nf er en ce , th e co mm itt ee  re vi ew ed  th e  pr og re ss  
an d im pr ov em en ts  wh ich  ha d re su lt ed  from  th e pro gr am  an d in cl ude d a rec om 
m en da tio n th a t th e  co nfer en ce  re quest  ou r as so ci at io n to  ac t as  a  co or di na ting 
ag ency  fo r al l th e  S ta te s in th e  m a tt e r of  sa fe ty  an d de sign  of m oto r ve hicles  
an d eq uipm en t. We ac ce pt ed  th e as si gnm en t an d our pre si den t w il l mak e th e 
re por t to th e  G ov er no rs ’ co nf er en ce  nex t mon th  co ve ring  th e  past  yea r.

A lth ou gh  on ly  on e au tom ob ile  mod el  year has  in te rv en ed  sinc e w e ac ce pted  
th e  as si gn m en t, an d th is  w as  not a  year in which  m ajo r de sign  ch an ge s w er e 
sc he du led,  it  is po ss ible to re port  se ver al  specifi c it em s of  pro gre ss  in  ve hicle 
eq uipm en t an d sa fe ty . The se  in cl ud e th e com pleti on  of  th e  m os t re ce nt im prov e
men t in th e  sealed  beam  h ead la m p ; a tr en d to  w id er  st an ce  ca rs  an d be tt e r 
st ab il it y  on th e  h ig hw ay ; an  im pro vem en t in  re a r vi sion  th ro ugh in cr ea se s in 
re a r gl as s a re a s ; th e st im ula tion  by our co mmitt ee  on fu rt h e r re se arc h  on re a r 
vi sion  pr ob lems by th e in d u s tr y ; ge ne ra l im pr ov em en t in dic at ed  in  bra ke 
de sig ns , b ra ke lin in gs  an d bra ke  coo li ng ; th e co mpleti on  of  st ud ie s fo r im pr ov 
in g th e v is ib il ity  an d ef fect iven es s of fr o n t tu rn  si gn al s an d sc ho olbu s w ar n in g  
s ig n a ls : an d,  th e  ge ne ra l in s ta ll a ti on  by th e  in dust ry  of long er  li fe  muffle rs.

I t  is  ge ne ra lly ag re ed  th a t on e of  th e  w ea ke st  link s in  th e  en ti re  tra ffi c sa fe ty  
mov em en t is  our lack  of  kn ow ledg e as  to  th e re a l ca us es  of ac ci de nt s.  We 
know  m an y of  th e fa ct ors  th a t ca n be inv olve d in  ac ci de nt  si tu ati ons,  bu t whe n 
we  ge t do wn to  spe cif ic ac ci de nt s,  in  al l too  m an y in st an ce s w e simply lack  
in fo rm at io n on  which  of  th e  m an y po ss ib le  co ntr ib uti ng  fa c to rs  w as  re al ly  
re sp on sibl e f o r w ha t too k pla ce .

Lac king  in fo rm at io n on th e re al  ca us es  of ac cide nt s, we  ha ve  sp en t a g re at 
am ou nt  of  tim e an d ef fo rt co ncentr ati ng  on “c ir cum st an ti a l’' ca us es . I t see ms  
to me  we  ne ed  mu ch,  mu ch  mor e re se ar ch  in to  th e ca us es  of ac ci de nt s,  an d 
in to  th e m an y st il l un ex plor ed  re gi on s such  as  th e im port an t on e of  dri ver  
be ha vior . M an y agencie s, p a rt ic u la rl y  colleges  an d univ er si ti es , could  mak e 
im port an t co nt ri but io ns by undert ak in g  tra ffic sa fe ty  re se ar ch . T he Co ng ress  
could  pr ov id e th e  st im ulu s fo r th is  w or k th ro ug h Fed er al  ai d as  it  has  done  in 
th e hi gh w ay  pr og ra m  an d m an y o th e r F ed er al -S ta te  und er ta ki ngs .

I th ank  y ou.
Mr. R oberts. It is our pleasure  at this time to ask Dr. Albert C. 

Chapman, Chief of the Division of Accident Prevention, Public 
Health  Service of the Department of Health , Educat ion, and Welfare, 
Washington, D.C., to come to the witness stand.

It is with a great deal of pleasure  that  the Chair welcomes you to 
the hearing,  Dr. Chapman. I know of your own interest in this 
matter of highway safety. I recognize you as one who has con
tributed greatly to this field. You may proceed.

STATEMENT OF DR. ALBERT L. CHAPMAN, CHIEF, DIVISION OF
ACCIDENT PREVENTION,  PUBLIC HEALTH SERVICE, DEPART
MENT OF HEALTH, EDUCATION. AND WELFARE

Dr. Chapman. Mr. Chairm an and members of the subcommittee, 
you have shown such dedicated interest in the safety of the American 
people that I want to commend you.

I come here this morning without final position from the Depart
ment of Health, Education, and Welfare. This will be prepared and 
forwarded to you very shortly. In the meantime I may read a state
ment as Chief of the Division of Accident Prevention.

While H.R. 1341 does not so provide, the House Committee on 
Intersta te and Foreign Commerce, in reporting favorably on a similar 
bill introduced last year stated, and I quote:

Bef or e an y st andard s a re  pre sc ribe d th e  Sec re ta ry  sh al l giv e ad equate  no tic e 
to  pr ov ide al l in te re st ed  pe rson s opport un it y  to  p re se nt view s and  su gg es tio ns . 
I t is ex pe ct ed  th a t th e Sec re ta ry  w il l co ns ul t w ith an d co ns id er  su gg es tio ns  
fr om  th e au tom ob ile  m anufa ctu ri ng  in dust ry , th e  U.S . Pu bl ic  H ea lt h  Servi ce ,
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other Government agencies, exper t in the field of medicine and surgery, engineers, 
expe rts in the field of safety, and any others tha t might be of assistance. There 
is no reason why the  requirement  made by the Secretary should work any hard 
ship on industry or Government.

The Department, through  the Public Health  Service is conducting 
studies in the field of automobile accident prevention  and is vi tally 
interested in any method which will help reduce the number of auto
mobile accidents and resu lting  injuries and deaths.

In  1959 as the record will amply testify  there were, approximately,
37,000 fatalities from automobile accidents reported to the Public 
Health  Service na tional office as vita l statistics.

The National Health Survey, published by the Service, estimated *
that  there were 4,172,000 injur ies resulting  from motor vehicle acci
dents durin g tha t year. This loss of life and inju ry to persons has 
made highway accidents one of our leading health  and safety problems.

Experts  generally agree that the human factor , rath er than mechani
cal inadequacies of motor vehicles is the cause of many accidents. 
Nevertheless improvements in design and equipment of cars can, to a 
great extent, compensate for this factor, not only from the point of 
view of accident prevention, but even more from the standpoint of re 
ducing the severity of in juries  when accidents do occur.

Considerable knowledge already exists which, if utilized by motor 
vehicle manufacturers, would tend to reduce at least the severity of 
injuries suffered in such accidents. For example, we believe tha t seat 
belts, or, at least anchorage for  seat belts, should be standard equip
ment for passenger cars and  buses; tha t seats should so be anchored as 
to lock them into position ; that there should be crash padding of the 
dashboard, the roof, and o ther  areas of the vehicle, against  which pas
sengers might be thrown; that there should be improvement in the 
steering wheel, in addit ion to the recessing of the  post ; and tha t the 
inte rior  of the car should, so fa r as possible, be c lear of dangerous 
knobs, sharp edges, etc.

Such improvements have been strongly supported by safety engi
neers, research experts, and  physicians, for in the report  completed by 
the Department of Commerce, pursuant  to section 1117 of the Federal- 
Aid  Highway Act of 1956, it shows that usually the users of seat belts 
have 60 percent less chance of inju ry t han nonusers who remain in the 
cars in a crash, and 80 percent less of injuries  than nonusers thrown 
from the car. *

To be sure, there are p racti cal limitations. The effectiveness of seat 
belts as a safety device is a frequen t failure of individuals to use them, 
even if  available. However, it seems clear tha t the adoption of seat 
belts and other reasonable safety standards by the Federal  Government 
could play an important role in stimulating public demand for safety 
devices on all vehicles, as well as substantially reducing the severity 
of injuries resulting from accidents involving federally owned vehicles.

In  this connection i t should be noted th at Fedreal supply standard 
122, promulgated by the General Services Adminis tration,  provides 
an option under which agencies may order seat belts in motor cars.

Recently, the automobile manufacturers indicated that anchorage of 
seat belts in the f ron t seat would be s tandard featu re in the 1962 car 
models. This important first step would facilitate  insta llation of such 
seat belts in any passenger automobile whether or not purchased by 
the  Federa l Government. If , however, in line with  the desirable
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objective of  this bill the Federal  Government is to provide  effective 
leadership in promoting safety devices by its example, then any action 
toward this end should begin with  adequate provision for financing 
the adquisition of the additional equipment indicated.

The present $1,500 statutory  cost limitation for passenger cars and 
$1,950 for station  wagons, curr ently specified in Public Law 86, sec
tion 201, has been held to include the original cost of the vehicle as 
well as all equipment or accessories which are currently attached. 
Th at is, permanently attached  to and becoming a part of the vehicle, 
and which contributes to the comfort and convenience of the passen
gers and the operation of the passenger-carrying vehicle. Thus it 
is appa rent  tha t the current cost limitation  makes it virtually impos
sible for the Federal  Government to install any additional equipment 
tha t might carry useful safety purposes, or to purchase models in
corporating  certain  safety features in thei r design, notwithstanding 
the basic author ity of the General Services Administration to amend 
procurement standards so as to require  or permi t such safety equip
ment or features. We, therefore, suggest the desirability of exempt
ing such safety features or devices from the ceiling on the purchase 
price of Government cars, or by appropriate ly adjusting  or remov
ing the ceiling. Once the price ba rrie r is removed the choice between 
leaving achievement of the bill ’s objective entirely to executive ini
tiative or, on the other hand, enacting a legislative mandate is, from 
our point of view, a lesser consideration. However, whether in con
nection with action on the  dolla r ceiling or otherwise, it  would seem 
appropriate tha t Congress should make clear tha t Federal  leadership 
is here the incorporation in specifications for Government cars of spe
cial requirements of safety featu res in nonstandard and passenger 
automobiles produced for the general  market and is considered com
patible with the overall objective of economy in Federa l procurement 
operations.

In  the event tha t the committee believe it necessary to fur ther  
supplement existing procurement authority through legislation along 
the lines o f H.R. 1341 then, in addition to a revision of the present 
dollar  ceil ing as above indicated, some technical revision o f the pres
ent bill might be desirable.

One, the bill would provide t ha t no motor vehicle manufactured on 
or a fter the  effective date of th is section shall be acquired by purchase 
by the Federa l Government unless such motor vehicle is equipped 
with such reasonable safety devices as the Secretary of Commerce 
shall require.

The clear implication of this language is tha t prescribed safety 
devices should be mandatory equipment on vehicles at the time of 
purchase of the vehicles by the Federal  Government.

While this is desirable in general, an inflexible requirement of this 
kind would, fo r instance, prevent the immediate ul itizat ion of safety 
devices where available in the form of accessories and subassemblies 
until such time as struc tural changes necessary fo r the best placement 
of the safety device on a new vehicle can be made by the manufacturer.

Fur ther , we question whether  2 years and 90 days, the maximum 
time a llotted  by the bill for the automobile indus try to meet the  ini
tial standards promulgated under the bill, would prove adequate 
in certain instances. An a pproach emphasizing flexibility its to both
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how and when safety devices may be installed would seem likely to 
yield the best results.

We assume that consideration will, also, be given to the feasibility 
provid ing for the addit ion of certain equipment; for example, safety 
be its to vehicles already owned and operated by the Federal Govern
ment at the time of the enactment of the bill.

On the question of whether,  if legislation along the lines of H.R. 
1341 is favorably considered, the Secretary’s responsibility for the 
promulgation of safety standards should be lodged in the Department 
of Commerce, proposed by the bill, or in the General Services Ad
ministration, as under existing  procurement law, or elsewhere, I 
have no recommendation to make as to that.

I will be happy  to answer any questions you might ask.
Mr. Roberts. Thank you, Dr. Chapman. I apprecia te your very 

fine statement.
I f  I recall, you testified on similar legislation before the subcom

mittee of the  Senate last session.
Dr. Chapman. That is right .
Mr. Roberts. I believe th at at th at time the Department of Health, 

Education, and Welfare reported favorably on th at legislation?
Dr. Chapman. Tha t is  right.
Mr. Roberts. I noted from what you had to say about the  legisla

tion tha t 2 years and 90 days might not be sufficient for preparing to 
add these devices to cars as standard equipment. Will you give us 
vour thinking along tha t line? How much additional time do you 
think might be required ?

Dr. Chapman. I believe tha t depends on the complexity of the 
change in design tha t might  be required by a proposed safety feature. 
In other words, the features tha t have been proposed to date have 
been relatively simple and I think do not fall in this category, but 
there might be revolut ionary new design features tha t would require 
considerable remodeling of the basic ca r design which, conceivably, 
could require more tha n this  period of time.

Mr. Roberts. At the present time do you think tha t it would re
quire additional time to add such devices as crash pads, recessed 
steering wheels, and overhead sections in the form of additional crash 
padding  and padding on, say, the visors? Would that require addi
tional time?

Dr. Chapman. No, sir.
Mr. Roberts. Do you thin k tha t most of tha t type of device about 

which we a lready know is ei ther on the drawing  boards or is offered 
as optional equipment now, would add greatly  to the initial cost of 
the car?

Dr. Chapman. Tha t is a relative question. I feel, however, tha t 
safety is as impor tant a featu re for a consumer to purchase as is 
power or the ability to move from one place to another. In other 
words, safety is as logical and reasonable to be p aid for as fo r horse
power or appearance or any other quality  tha t we purchase when 
we buy an automobile.

Mr. Roberts. Relative to what the changes will cost the American 
public, a survey was made by your Department under the authority 
of the act of 1956, was it not, with reference to the cost of injuries?

Dr. Chapman. Yes.
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Mr. R oberts. Will you elaborate a little  on the number of injuries, 
give us some estimate of the costs of  hospita l and doctor fees, drugs, 
insurance premiums and the like? Please give us a li ttle  information  
on that.

Dr. Chapman. I can give you some of that.  The remainder I 
would like permission to incorporate in the record.

Mr. Roberts. You may do so without objection.
(The information follows:)
I t  is  es tim at ed  th a t th e to ta l co st  of mot or  ve hicle in ju ri es in  1959 w as  $4.1 

bil lio n. The se  co sts  includ e $1.6 bi ll io n in  wag e los s, $150 m il lion  in  med ical 
ex pe ns es  an d $2.4 bil lio n ov er he ad  co st s of  in su ra nc e.  In  add it io n  to  th es e 
co st s of  in ju ri es,  th e  es tim at ed  co st  of pr ope rt y da m ag e in  m ot or  ve hic le 
ac ci de nt s w as  $2.1 bil lion, re su lt in g  in  an  ov eral l co st  of  $6.2 bi ll io n. 1

Dr. Chapman. In addition, I would like to give you some general 
figures. Each year, as has been testified, accidents kill more than 
90,000 in the Uni ted States. There were 92,080 killed in 1959. They, 
of course, have become the fourth  leading cause of death in the total 
population.

The first cause of death in all age groups, from 1 to 35.
Fo rty percen t of these de aths  are  due to mo tor  vehicle acciden ts, 

that  is, a to ta l of 37,910 in 1959.
The National Health Survey shows that there were 46 million 

injured annually in their most recent estimate. More than one person 
in four is injured every year; 38 million of these received medical 
care; 10 million incur a bed disabling injury; and 1.7 million require 
intake into hospital fo r care.

Each year injuries result in about 424 million days of restricted 
activity; 114 million days of bed disability;  and 107 million workdays 
lost.

In 1959 in an estimate of the accident burden, Hospi tal Bulletin 
104 of the American Medical Association, shows there were 50,000 
beds required to care for accident victims in that year. Of course, 
this rises each year.

In 1959 the estimated expenditures for accidents was $13 billion. 
These a re the kinds of figures that  have been given concerning the 
financial burden caused by accidents in the United States. It  is a 
tremendous figure.

Mr. Roberts. Those are all of the questions I  have. I thank  you, 
Dr. Chapman.

Mr. Schenck of Ohio ?
Mr. Schenck. I want to  join the chairman in commending you on 

the presentat ion you have made.
I notice that you have said th at  the Department of Heal th, Educa 

tion, and Welfa re will have a sta tement  sent to the committee in the 
near fu ture.

Dr. Chapman. Yes, sir; very shortly .
Mr. Schenck. You refer red in your statement to the fact that 

human failu re was causing a large percentage of the fatal accidents 
and the nonfatal accidents.

Dr. Chapman. Yes, sir.
Mr. Schenck. Rather than mechanical defects or car construction. 

I am wondering upon what you base tha t sort of figure.
1 Source: Est imates by N ational Safety Council, Accident Facts, 1961 (p. 13).
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Dr. Chapman. In  the las t 3 or 4 years the Public Health Service 
has had increased funds for accident prevention research. This has 
increased from about $86,000 in 1956, to the present figure of 
$1,482,000.

A growing amount of these research funds is being sent to support 
research to validate this very assumption or hypothesis. In  other 
words, we believe that  dr iver education will so condition a young man 
or young woman tha t when he or she drives a car he or she will 
drive within the limits of the car’s capacity to behave, and with 
the ir own physical, physiological, and psychological limitations.

Other  studies are being mounted to see what  effect there  is on pe r
sons who have had moving violations by refe rring  them to traffic 
schools or to group therapy  situations, to see whether  it will so 
change a ttitudes tha t they will continue then, afte r th is experience, to 
behave in a safe manner while driving cars. In other  words, the 
modern car, although it, certainly, can be improved from the view
point  of safety, is capable of being handled safely in most situations 
by most people. The greates t difficulty is when people exceed their  
own limitat ions or ask more of the car than the car has to give. And 
a great  deal of research must be done to thoroughly and scientifically 
evaluate these limitations and how we can improve the performance 
of the individual.

Mr. Schenck. Tha t is from the standpoint of overdriving?
Dr. Chapman. Yes, sir.
Mr. S chenck. I assume, Dr. Chapman, tha t part of your research 

work is being done by various grants ?
Dr. Chapman. Yes, sir.
Mr. Schenck. Including such studies as, perhaps, are still going 

on at Harvard ?
Dr. Chapman. Yessir .
Mr. Schenck. Were they not approached from the standpoint  of 

single car accidents caused from single car accidents ?
Dr. Chapman. That is r ight . There are so many variables in an 

accident situation tha t to do research work on i t you try  to get the 
simplest situation to begin with, and even then it is very complex.

Mr. Schenck. You are approaching it from the standpoint which 
is much the same as the various agencies having to do with airc raft  
movements ?

Dr. Chapman. I think a great deal can be garnered by tha t ap
proach.

Mr. Schenck. 1 es sir. As I recall it was your department which 
was quite interested in encouraging  the construction of so-called simu
lators  tha t are being used in connection with the various driving 
courses throughout  the country ?

Dr. Chapman. Yes sir.
Mr. Schenck. Is tha t stil l going forward?
Dr. Chapman. We held a national congress on simulation. And 

when I  say we, I mean the Automotive Safety  Foundation , Bureau of 
Publ ic Roads, and the Publ ic Health  Service of the Department of 
Heal th, Education, and Welfare. It was held in Santa  Monica, Calif., 
in February. There was great enlightenment on the  p art of the pro
fessional people there  concerning the value of, the need for, and the 
use of h igh fidelity simulation devices tha t could be used for  research
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concerning all phases of driv ing  situations, not only human behavior, 
but, also roadway design and car design.

Mr. S chenck. You feel that such equipment is very helpful?
Dr. Chapman. I thin k it would solve many of our problems in a 

much shorter time than if  we did not have it.
Mr. Schenck. Do you think tha t there is a greater  degree of ex

change of information and cooperation among the departments  of 
government today, and t ha t the re is no overlapping in the cost?

Dr. Chapman. The needs a re so great, sir, tha t the problem is the 
lack of resources in terms of manpower, funds, and so forth , rather 
than  duplication. I believe I know of no serious area of duplication or 
overlapping, but a growing amount of interdepartmental cooperation 
is evident.

Mr. Schenck. They are going forward with a grea t deal of ef
ficiency ?

Dr. Chapman. Yes.
Mr. Schenck. Fu rth er in your testimony you indicated tha t the 

dolla r ceiling cost at the present time of automobiles purchased by 
the Government does not make provision for these extra safety devices; 
therefore , as I recall it, you recommended tha t the  cost of these devices 
be permitted  above and beyond the limitations  fo r th e purchase cars.

Dr. C hapman. That would seem reasonable, sir.
Mr. Schenck. I was wondering, therefore, whether or not you have 

any comparable figures available as to the cost to the  Federal Govern
ment resu lting from injuries and loss of time of Federal employees as 
compared to the cost of these additional safety features o r additional 
safety equipment?

Dr. Chapman. I think th at  can be provided for the record, Mr. 
Schenck.

Mr. Schenck. Will you do  so ?
Dr. Chapman. Yes.
Mr. Schenck. Thank you very much.
Mr. Roberts. Tha t information will be made a p ar t of the record 

at this  point without objection.
(The informat ion follows:)

Vehicular wor k injuries  sus tain ed by Federal employees— Calendar year  1957

F a ta l______________________________________________________  47
N on fa ta l___________________________________________________  2, 278
Average  cost to the  Government of each fa ta lit y________________ 837, 900. 00
Average cost to the Government of each nonfata l inj ury___________ $379. 37
Con trac t price  to the Government of a sea t belt (wi thout insta lla 

tion______________________________________ -_______________ $3.18
Number  of Government motor  vehic les as of Jun e 30, 1960 (no t in

cluding troop vehicles and  buses of the  Dep artm ent  of Defense)  :
Sedans____ _____________________________________________  37. 995
Station  wagons_________________________________________  7, 945

Mr. Rogers of Florida. I have enioved vour testimony’ this morn
ing, Dr. Chapman. I wonder if you could give Mr. Thompson and 
me a littl e background. I am not as familiar  with this  subject as 
Mr. Roberts and Mr. Schenck. Familiar, tha t is, with  all of the 
functions of your group in the Department . Therefore, Mr. Thomp
son and myself might be helped if you would tell us the functions of 
your p arti cular division, the amount of your budget, and the number 
of personnel you have.

70706—61— 4
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Dr. Chapman. Yes, sir.
About 4 years ago the American Public Heal th Association and the 

Public Health Service, were confining thei r interes ts primarily to 
home safety. Since tha t time there has been a broadening  of interest  
and a change of policy, so tha t our interest  in accident prevention 
is an across-the-board one on the principle tha t accidents all have a 
common denominator. In  other words, if a person is crippled they 
may have an automobile accident. They may fall down stairs. Or 
they may have an accident at work.

So tha t in our research we are interested in the basic causes of 
accidents rather than jus t the superficial causes.

This broadened our interes ts to include research and studies in the 
entire  accident prevention field.

Certainly , the char ter of the Public Health  Services is directed, 
primarily,  toward State and local health departments. This has 
permi tted an entree on a broader  scale to the medical and scientific 
professions. In o ther words, an example I might give is the coopera
tion of the State Health  Officers with the motor vehicle admin istra
tions in mobilizing State medical societies to form committees tha t 
will assist in evaluating the driving ability of epileptics, persons 
with heart diseases, those with arth ritis , etc.

So, primari ly, we are interested in doing safety  research which 
applies to underlying causes of accidents.

And, secondly, to assist State  and local health departments  to 
engage more cooperatively in the entire field of accident prevention 
with State and local agencies and to stimulate  interest and to en
courage the entrance of the medical and associated professions into 
the field of accident prevention wherever possible.

Mr. Rogers of Florida. Wh at is your budget ?
Dr. Chapman. Our budge t for this year—I can only give you that 

in rough terms.
Mr. Rogers of Florida. That will be all right.
Dr. Chapman. It  is approximately $3 million. Tha t includes 

$1,482,000 for basic research which was included in our budget for 
the first time th is year, that  is in the 1962 budget.

Mr. Rogers of Florida. How many personnel work under you?
Dr. Chapman. We have a budget in 1961 that will permit the 

employment of 122 persons. This does not include the persons em- 
ployecl under research grants.

Mr. Rogers of F lorida. Approximately how many personnel would 
you say are under research grants ?

Dr. Chapman. I could not give you tha t figure.
Mr. Rogers of Florida. Wil l you supply that  for the record ?
Dr. Chapman. Yes, sir.
Mr. Roberts. Tha t will be made a pa rt of the record at this point.
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(The information  follows) :
Number of  personnel employed in accident prevention research projects sup

ported  with, PH S funds, Alar. 1, 1961

F u ll  ti m e P a r t ti m e

Tra ff ic  . .  . .  ...................................... ......... 62 95
O th er  t h a n  traf fic:

Poi so ni ng  .  .................... ....... 2
F arm  _ __________ _________  _________________ _____________________ 1 5
11 oi ne  ______ - .. 1
C hil dhood  ____  - - . . .  . . . ____  - _______  . . 14 6
A th le ti c .. ................................  . _________ _ ____________ 2 1
A via tion  . ............................ - 26

T o ta l ________ ____ _____ 82 133

Mr. Rogers of Florida. And the type of research projects?
I)r. Chapman. We have 33 of those projects underway now.
Mr. R ogers of Florida . How many of the personnel tha t you have 

are actually  engaged in research for  automobile safety ?
I)r. Chapman. The types of research we do, o ther than  the basic 

research, is what we call app lied research.
We have about 28 people who are doing, in some way or other, 

epidemiological studies, statis tical analysis dealing with the whole 
field of accident prevention and improving automotive safety.

Mr. Rogers of Florida.  Do you have anyone devoting his time 
and effort to working on safety features for automobiles, would you 
say?

Dr. Chapman. We have one position and one safety expert and 
a small staff that is engaged, primar ily, in various areas of traffic 
safety. It  is an extremely small operation. We do, however, work 
cooperatively with many othe r committees, groups, agencies, and or
ganizations in taking part  in these broader activities.

Mr. Rogers of F lorida . I realize that. I wanted to know what the 
actual budget is. Tha t is, the actual number of personnel in the 
Depar tment  of Health, Educa tion, and Welfare who have as their 
mam purpose research on safety features for automobiles.

Dr. Chapman. I would say tha t there are none, except in the re
search grant  area.

Mr. Rogers of Florida . And can you furni sh for the record those 
figures ?

Dr. Chapman. Yes, I can, sir.
Mr. Roberts. Tha t will be made a par t of the record at this point, 

without objection.
(The informat ion follows:)

S tate m ent

As of March 1, 1961, the re were approximate ly 29 full-time and 32 part- time 
employees of research  projects  supp orted with PHS funds which  have as the ir 
main  purpose research on safe ty f ea tures for automobiles.

Mr. Rogers of Flor ida. Otherwise,you say it is practically nothing ?
Dr. C hapman. Yes, sir.
Mr. Rogers of Florida . Who do you feel should handle safety 

research for automobiles if we decide that the Federal Government 
should do more work along this  line? What would be your recom
mendation as to that? Do you have any feeling on the  subject ?
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Dr. Chapman. I feel tha t the Public Health  Service has a unique 
capacity, through its research grant  mechanism, to perform a great 
deal of this type of research, but I would not feel competent to say 
tha t all of the research or any considerable part of i t should be limited 
to the Public Health Service  area.

Mr. Rogers of Florida. Do you feel there is an area there where 
such work could be done ?

Dr. Chapman. Yes, sir. I t has proven itself in other areas such 
as disease, heart, cancer, mental illness, and so forth.  There is no 
reason why the same mechanism is not equally as effective in studying 
the basic cause of accidents.

Mr. Rogers of  Florida. As I recall, you gave figures generally for 
accidents overall ?

Dr. Chapman. Yes, sir.
Mr. Rogers of Florida. There were some 40-million-odd?
Dr. Chapman. Tha t is right , 46 million persons injured.
Mr. R ogers of Florida. And there were 90,000 deaths in accidents?
Dr. Chapman. Tha t is right.
Mr. Rogers of Florida. Of which 40 percent-----
Dr. Chapman. For ty percent, yes, were motor vehicle deaths.
Mr. Rogers of Florida. Well, automobiles ?
Dr. Chapman. Yes, sir, that  is right.
Mr. Rogers of Florida. Would you say that  40 percent of the per 

sonnel you have working on research, on accidents, are devoting their 
time to phases of automobile accidents ?

Dr. Chapman. No, sir, but  I would say that  the percentage is grow
ing as the  Public Hea lth Service and other public health groups are 
accepting the policy or the philosophy tha t accidents have a common 
base. And, therefore, a study of the basic causes of traffic accidents 
are as important  as study ing the basic causes of home safety and home 
accidents and farm accidents and so forth.

Mr. Rogers of Flor ida. What I am trying to point up is whether 
you have neglected the field. It  has  been shocking to me to find so 
little research when 40 percent  of the causes of the accidents are caused 
by automobiles, and here we have practical ly no work being done on 
safety  features on automobiles.

I think  this is something that presents a very grave challenge to 
this  subcommittee, Mr. Chairman, to get into this whole field.

We had a represen tative from the Depar tment  of Commerce the 
other  day who came here to testify. We were surpr ised to find out 
how lit tle was being done on the approach to tha t parti cular subject 
before us. The chairman  indicated tha t it was very difficult to even 
find a policy. It  was hard to get the Department to say how they 
even felt about these matters.

Your statement tha t they had been encouraging, though we have 
not had an official departmental report , is surprising to me. I do 
not see how we can make this decision unless each departm ent will 
come up at a time we ask for  the information and present it. I realize 
that  tha t is not your responsibility, but the more we go into this
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problem of safety the more I  am amazed as to how litt le wTe are doing, 
how much needs to be done, and how little  emphasis  has been placed 
on this subject. There is a crying need for some more work in re
search to be done in this  field. I am very hopeful, and I have talked 
to the chairman about this  matter, tha t we can really go into this 
a g reat deal more and to have the Secretary come here and see i f we 
cannot work out an effective research program to cut down one of the  
major causes of death in this field.

Dr. Chapman. Thank you.
Mr. Roberts. I would, certain ly, like to commend the gentleman 

from F lorida on the very fine statement he has just made. It  gives the 
Chair a lo t of encouragement. I hope that we can place this problem 
in its proper perspective.

I migh t mention tha t I  think  tha t during the hearings a few years 
ago a department of the industry stated that relatively speaking we 
were spending no money in research in this field. I think he used 
this comparison, tha t we were spending about 70 cents per injury 
and about $2.50 per death , whereas in the field of polio we were spend
ing at the rate of $10,000 pe r injury, and I believe in some cases i t is 
as much as $20,000 per fa tal ity  in that  field. And yet you can see how 
much we have accomplished in the one field and how littl e we have 
accomplished in the other field.

We recognize, too, that in the people who have the most to give, the 
most to hope for, the young people, those up to age 24, traffic accidents 
is the greates t killer  of all. These young people are going to take 
over the reins of leadership and they will be our leaders in the pro
fessions, in the sciences, and in  al l of the other fields. And here they 
are being taken away before they have a chance to give us any con
tribution from their  education and the effort tha t has been spent in 
try ing  to educate them.

It  is very discouraging.
This is not  any criticism of  you, Dr. Chapman, or your Department. 

It  is, however, very discouraging  to th is subcommittee to have happen 
what happened here last Fr iday  when the Departmen t of Commerce 
came up without  any investigation  into the mat ter and without any 
recommendation as to a rath er small step, t ha t of t rying to establish 
some stan dard  as to a product in inters tate commerce, so as to protect 
the consumers.

I would like, also, to commend you fo r the fine work you have done 
in th is field. I know you have been one of the people who have spent 
a lot of time and effort in this field, and one who has a lot of abi lity.
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Mr. Thomson. Mr. Chairman, I have the impression th at the most 
dangerous place to be was in your home or on your  way to work—that 
was the most accident-prone situation. What has been the improve
ment as to accident prevention as between the home, the highway,  
and industry?

Dr. Chapman. In  that  we have had a strong  motivation to improve  
the accident prevention situation because of the high costs involved in 
work loss. I have a chart before me which shows the death rates 
from work accidents in manufac turing.

The accidents from 1935 to 1957 dropped from 25 per hundred 
thousand workers to 11. This is a very definite improvement and 
by far  the greates t improvement tha t we have noted.

In home accidents there has been a decreasing number of deaths 
per hundred thousand.

In  deaths from ingestion of poisonous substances there has been 
a decrease.

But in the case of the automobile, while there has been a decrease 
in the number of deaths  per hundred  million miles traveled, the  
increase in the growth of population, the increased number of cars, 
and the increased number of miles traveled, has neutralized the de
crease in the mileage death rate, so t ha t we have held approximately 
the same level of tota l annual motor vehicle deaths.

There is one statis tic, it seems, tha t should be noted, that  is, t ha t 
although deaths per motor vehicles, led the list, the injuries from home 
accidents exceed the injuries from automobile accidents; in othe r 
words, there are many more minor injuries in the homes. Automobile 
injuries tend to be more often fatal  and more severe than home 
injuries.

Mr. T homson. Do you have charts available to put in the record?
Dr. Chapman. Yes, sir.
Mr. Thomson. I would like to have them inserted.
Mr. RoBERrs. W ithout objection, that  will be made a part of the 

record.
(The charts fo llow :)
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DEATH RATES FROM WORK ACCID ENTS 
(rates per 100,0 00  workers)

MAN UF AC TU RING  INDUSTRY -  UNITED STATES 193 3-1957

Death 
Rates 
25 r

20

15

10

Death
Rates
25

20

15

10

5

fi ft ie s  at  the rates that  pr eva ile d in the 
th ir ties 63 ,283  wo uld  have died  instead 
o f 44, 30 0.  18,98 3 lives  and  over
70 0,00 0 man years o f li fe  were saved 
by sa fety programs in  the manufac turing 
ind us try .

5

0 __i__i__i__i__I— i—i—i—i— I— i— i—i—i__ I__i__i__i__i__I__i__i__i_ i__I__ i__i__i
1930 1935 1940 1945 1950 1955

Years

_  0 
1960

DHEW-PHS Acc iden t Prevention Program 
Divis ion of  Special He alth Services 

January  1959



50 MOTOR VE HI CL E SAF ETY  STANDARDS

DEATHS FR OM  MOTOR VEH ICLE  ACCID EN TS  
AND FROM WO RK ACCID EN TS  

Uni te d St ates , 1948-  195 9

Source: Motor V eh ic le  -  Na tio na l Off ic e of V itol Statis tics.  
Work -  Estimated by Na tiona l Safety Councils , in 
Acc ident facts,  1961

U. S. DEPARTMENT OF HEALTH, ED UCATION, A N D  WELFARE 
Public Health  Service 

Division of  Acc ident Prevention 
February, 1961
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DEATH RATES FROM IN GESTI ON OF PO ISON OU S SUBSTANCES, 
PERSONS UNDER FIFTEEN YEARS O F AGE 

(rates per 100,000 popu lat ion )

Un ite d States 1947-57
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DHEW-PHS Acc id ent Prevention Program 
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January  1959



52 MOTOR VE HI CL E SAFETY STANDARDS

Mr. T homson. How extensive is your research—do you go into the 
same in regard to traile r accidents?

Dr. Chapman. The basic research tha t is done is oriented to the 
interes t of the research workers ; in other words, research workers 
from any place in the United States can apply for a grant. The 
validi ty of the  research, the ability of the man who is doing i t, and 
the thing a t which he is aiming in the research is evaluated. On the  
basis of these factors, he is either granted the money or he is not 
granted the money. If  money is not granted , the research project 
may be approved and held in abeyance until money is available. So 
tha t we do not direct or control the direction of the research.

Much of this research, though, in the last year or two is being 
directed toward various phases of accident prevention on the highway. 
That is, in such fields as human behavior, car design, crash injuries, 
et cetera.

Mr. Thomson. Would you have any statistics  on accidents caused 
by the breaking or the failure  of trailer hitches ?

Dr. Chapman. No, sir.
Mr. Thomson. I know one tra iler  hitch th at broke last summer, and 

the tra iler came down the  side of the highway and destroyed an 
entire  family of people. I would like to have somebody look into tha t 
phase of it.

Dr. Chapman. This has happened in the case of boat hitches. 
Many of them are  being purchased and they are t rave ling  all over the 
country  on the highways. That is a potentia l cause of trouble. We 
are trying to improve our  collection of data, but as yet it is not 
adequate enough to brin g for th all of the factors  tha t we are in
terested in.

Mr. homson. I have no further  questions.
Mr. Schenck. Mr. Chairman, I  ju st want to say this. Last Sa tur 

day, I believe, in my home city of Dayton, Ohio, three people were 
killed, three very seriously injured in an automobile accident. In this 
accident the car, I am told, was going at too high a ra te of speed. This 
par ticu lar boulevard on which this occurred runs alongside of the 
river. One lady was thrown  out of the car in to the river.

I am wondering if you have any information as to the importance 
of keeping people in the c ar by various devices, such as seat belts, door 
locks, et cetera ?

Dr. Chapman. Yes, sir. Tha t information is available. It  was de
veloped through the Cornell crash inju ry studies. The data  you want  
previously has been placed on the record. Reliable studies show th at 
deaths and serious injuries were reduced more tha n one-third  by the 
use of seat belts. This is a very conservative statement.

Mr. Schenck. Would you say tha t they were reduced by one-third 
by the use of the seat belts ?

Dr. Chapman. Reduced bv one-third, yes, sir.
I ju st read in the paper this  morning of a man who was killed out in 

the country by being thrown out of the car. I very often  ask people if 
when they pick up thei r morning paper  and see a story about a car 
fata lity  they will note how often it says that  the person was thrown 
out of the car and killed. I think tha t this is a very conservative 
estimate.
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Mr. Schenck. Of course, that is based on the fact that  if a car is 
going at any rate of speed, say, for instance, 30 miles an hour and is 
stopped suddenly by hitt ing  some other object, the people in the car 
continue to go a t the rate  of 30 miles an hour in the car?

Dr. Chapman. Yes, sir.
Mr. S chenck. Until  they stop.
Dr. Chapman. Yes, sir.
Mr. Schenck. So if  anything slows up their  movement it would be 

easier on them and would be a very definite safety fac tor?
Dr. Chapman. Yes. A seat belt would permit  the engineer to so 

design the area of head impac t tha t the  forces will be spread. There 
will be much less chance for  head fracture.

Mr. Schenck. Has your research developed any information as to 
the kind and quality of padding  tha t is necessary in these crash pad 
areas ?

Dr. Chapman. There has been research there.
Mr. Schenck. Foam rubber, I understand, is insufficient—it is not 

firm enough—is tha t your understanding?
Dr. C hapman. That is my understanding.  There are variations in 

quality,  in the shock absorbing qualities between various substances.
Mr. Schenck. And t ha t is important.
Dr. Chapman. Tha t is extremely important.
Mr. Schenck. Thank  you. Tha t is all.
Mr. Roberts. Dr. Chapman, I have one more thing before you leave. 

Right aft er you finished your testimony, I asked if the Department 
last year  had approved this bill at the Senate hear ings, and I believe 
you answer was th at it had ?

Dr. Chapman. Yes.
Mr. Roberts. I have a statement by the Honorable A rth ur S. Flem

ming, then Secretary  of the Depar tment  of Health,  Education, and 
Welfare. I think  it would be of interest to have it included in the 
record at this point.

It  is a le tter from Secretary  Flemming to Senator Magnuson. And 
without objection I  would like to  include th at following the testimony 
of Dr. Chapman. Again, I would like to thank you.

(The lett er follows:)
Dep ar tm en t of H ea lt h, E ducatio n, and  W elfare ,

May SI, 1960.
Hon . Warren G. Magnuson ,
Chairman, Committee on Inste rst ate and Foreign Commerce,
U.S. Senate, Washington, D.C.

Dear Mr. C ha irma n : Thi s le tt e r is  in resp on se  to  yo ur re quest  of  Se ptem be r 
9, 1959, fo r a re port  on H.R . 1341, a bi ll to  re quir e pas se nger -c ar ry in g m ot or  
ve hi cles  purc ha se d fo r us e by th e  F edera l Gov er nm en t to  m ee t cert a in  sa fe ty  
st andard s.

Thi s bi ll wou ld  fo rb id  pur ch as e of pas se ng er -c ar ry in g m ot or  ve hi cles  (exc ep t 
cert a in  m il it a ry  ve hicles ) fo r us e by  th e  F ed er al  Gov er nm en t unle ss  th ey  are  
eq uipp ed  w ith  su ch  re as on ab le  sa fe ty ’ dev ice s as  th e  Sec re ta ry  of  C om merc e sh al l 
re qu ir e,  an d su ch  de vice s a re  in  co nf or m an ce  w ith  co m m er ci al  st andard s pre 
sc ribe d by him. The  st andard s fi rs t es ta bl is he d wo uld  ha ve  to  be pr es cr ib ed  an d 
pu bl ishe d no t la te r th an  1 year a f te r  en ac tm en t of  th e lul l, but th e pr oh ib it io n 
again st  purc has e of  au tom ob ile s not m ee tin g th e Sec re ta ry ’s re quir em en ts  wo uld  
ap pl y on ly  to  ve hicle s m anufa ctu re d  on or a ft e r th e  expir ati on  of  1 yea r an d 90 
da ys  a ft e r pu bl ic at io n of  th e  S ecre ta ry 's  in it ia l st andard s.  The  ef fect ive da te  of  
an y ch an ge s in su ch  st andard s wou ld  be def er re d  fo r a like  pe riod  a ft e r 
pu bl ic at io n.
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While the bill does not so provide, the report of the House Committee on In ter 
sta te and Foreign Commerce in reporting favorably on this bill st ates :

“Before any standards are  prescribed, the Secretary should give adequate 
notice and provide all interested persons opportunity to present  views and sug
gestions. It  is expected t ha t the Secretary will consult with, and consider sug
gestions, from the automobile manufacturing industry, the U.S. Public Health 
Service, other Government agencies, experts in the field of medicine and surgery, 
engineers, experts in the field of safety, and any others  who might be of 
assistance.

“There is no reason why the requirements made by the Secretary should work 
any hardship on industry or the Government” (H. Rept. 715, p. 6).

This Department—which, through the Public Health Service, is conducting 
studies in the field of automobile accident causation and prevention—has a v ital 
inte rest  in any method which will help to reduce the number of automobile 
accidents and resul tant inju ries  and deaths. In 1957 there  were approximately 
38,500 fatalit ies from automobile accidents reported to the Public Health  Serv
ice’s National Office of Vital Statistics. The National Health Survey, published 
by the  Service, estimated that there were 4,700,000 in juries resulting from motor 
vehicle accidents during that year. This loss of life and injury to persons has 
made highway accidents one of our leading health and safety problems.

Exper ts generally agree tha t the “human factor,” rather than mechanical 
inadequacies of motor vehicles, is the cause of most accident. Nevertheless, 
improvements in design and equipment of cars can to some extent  compensate 
for this factor, not only from the point of view of accident prevention but, even 
more, from the standpoint  of reducing the severity of injur ies when accidents do 
occur.

Considerable knowledge already exists which, if utilized by motor vehicle 
manufacturers,  would tend to reduce at least the severity of injuries suffered 
in such accidents. For example, we believe th at seat belts, or at least anchorage 
for seat belts, should be s tandard equipment for passenger cars and buses; tha t 
seats should be so anchored as to lock them into posit ion; tha t there should be 
crash padding of the dashboard, roof, and other areas of the vehicle against 
which passengers might be thr ow n; tha t there should be improvements in the 
steering wheel in addition to recessing of the post; and that the interior of the 
car should, so fa r as possible, be c leared of dangerous knobs, sharp edges, etc.

Such improvements have been strongly supported by safety engineers, research 
experts, and physicians. Information in the study recently completed by the 
Departm ent of Commerce pu rsuant to section 117 of the Federal-Aid Highway 
Act of 1956 showed that users of seat belts had 60 percent less chance of injury 
than  nonusers who remained in the car in a crash and 80 percent less chance of 
inju ry than nonusers who were thrown from the car. To be sure, a practica l 
limita tion to the effectiveness of seat belts as a safety device is the frequent  
failure  of individuals to use them, even if available. However, it seems clear 
that  the adoption of seat belts and other reasonable safety standards by the 
Federa l Government could play an important role in stimulating public de
mand for safety devices on all vehicles, as well as substan tially reducing the 
severity of injuries result ing from accidents involving federa lly owned vehicles.

The Federal specification governing procurement of vehicles by the Federal 
Government is presently prescribed by the Administrator of General Services pur 
suant to his authority under sections 201(a) and 206(a) of the Federal Proper ty 
and Administrative Services Act of 1949. Federal Supply Service Standard 122, 
published by the GSA pu rsua nt to such authority , specifically outlines standard 
purchase  requirements. Stan dard  122 makes no provision for the mandatory 
use of proven safety devices not now standard equipment on motor vehicles. 
(Provision is made for the optional use of seat belts.) The GSA’s specification 
for vehicles, however, is a minimum requirement rather than an optimum stand 
ard. The emphasis in procurement policy is to acquire vehicles “at the lowest 
prices obtainable” which will “adequately perform the services required.” 
Hence, the mandatory requirements relate  only to such items as are standard 
equipment on a ll vehicles. This is also made necessary by the present sta tu
tory cost limitation of $1,500 for passenger cars and $1,950 fo r station wagons 
(see Public Law 86-79, sec. 201). The initiat ive for developing new safety 
devices and making them available on vehicles thus rests  primarily  with the 
industry .
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We believe that, in line with the objective of this bill, the Federal Govern
ment should exercise more responsibil ity and leadership in developing—in con
sultation with interested industry and other groups mentioned in the House 
committee report (H. Kept. 715, p. 6)—appropriate safety devices and 
standards therefor, and that,  at this  time, legislation would be desirable to re
quire tha t vehicles purchased by the Federa l Government for its  own use incorpo
rate  devices so developed. Such a requirement would, in turn, promote the 
manufacture  and use of safer motor vehicles generally.

Some revision of the present bill seems desirable, however.
If the Federa l Government is to provide effective leadership in promoting the 

use of safety  devices by its example, t han any legislation toward this end must 
make adequate provision for financing the acquisition of the additional equipment 
indicated. The above-mentioned sta tutory  cost limitation, uniformly has been 
held to include the original cost of the  vehicle as well as all equipment or acces
sories which are  permanently attached  to and become a par t of the vehicle and 
which contribute to the comfort and convenience of the passengers and the effi
cient operation of the vehicle as a passenger-car ring vehicle (19 Comp. Gen. 
988, 990 ; 36 Comp. Gen. 726). Thus, it is apparen t tha t the current cost limita
tion makes it virtually impossible to install any additional  equipment which 
might serve useful safety purposes. We would, therefore, urge the committee to 
consider revising the bill in order  to permit effective implementation of its 
objectives.

Also, the bill would provide tha t “no motor vehicle manufactured on or afte r 
the effective date  of this section shall  be acquired by purchase by the Federal 
Government * * * unless such motor vehicle is equipped with such reasonable 
safety devices as the Secretary of Commerce shall require * * The clear 
implication of this language is  tha t prescribed safety devices should be manda
tory equipment on vehicles at the time of the purchase of the vehicles by the 
Federal Government. While this is desirable in general, an inflexible require
ment of this kind would, for instance, prevent the immediate utilization of 
safety devices where available in the form of accessories or subassemblies unti l 
such time as structural changes necessary for best placement of a safety device 
on a new vehicle can be made by the manufacturer. Further, we question 
whether 2 years and 90 days, the maximum time allotted by the bill for the auto 
industry to meet the initial standards promulgated by the Secretary of Commerce, 
will prove adequate in certain  instances. An approach emphasizing flexibility 
as to both how and when safety devices may be installed would seem likely to 
yield the best results.

Finally, we assume tha t consideration will also be given to the feasibility of 
requiring the addition of certain equipment (e.g., safety  belts) to vehicles already 
owned and operated by the Federa l Government a t the time of the enactment of 
the bill.

We urge tha t the Federal Government provide needed leadersh ip in stimula t
ing acceptance of proven safety devices. Subject to the modifications suggested 
above we, therefore, recommend enactment of H.R. 1341.

The Bureau of the Budget advises that  it  perceives no objection to the submis
sion of this report to your committee.

Sincerely yours,
Arthur S. Flemming, Secre tary.

Mr. Roberts. We  have  the  Ho no rable Charles E . B en ne tt of  Flor ida,  
who has  in tro duced a b ill in  th is  field, th at  all car s be equip ped with 
ce rta in  sa fe ty  devices. I t  is a real  ple asu re and a pr iv ile ge  fo r the 
Ch ai r to  welcome Mr. Be nn et t to  ou r hearings. We wi ll be gl ad  to  
he ar  fro m you  now.

STATEMENT OF HON. CHARLES E. BENNETT, A REPRESENTATIVE 
IN CONGRESS FROM THE STATE OF FLORIDA

Mr.  Bennett . Mr. Ch ai rm an  an d mem bers  of  th e com mit tee , let 
me th an k you fo r t he  fine wo rk in  t he  p as t in sp ea rh ea ding  thi s effo rt 
which, I  th ink,  is very  mu ch needed.
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When I spoke here in 1959 for my bill to require certain safety 
devices on motor vehicles, I said it was total ly unrealistic to expect 
automobile manufacturers to voluntarily provide safety features  
needed on their cars. I confess I overstated my case—but not by 
very much. On February  24 of this year the major car manufac
ture rs—Ford, General Motors, Chrysler. American Motors, and 
Studebaker-Packard—made an announcement 1 found gratifying.  
They said seat belt hardware—the floor pan anchorage for belts—- 
will be installed as s tand ard  equipment on their  1962 models.

Those of us who have been urging  such action for several years 
natu rally wondered how the car manufacturers overcame their ear lier 
resistance to providing seat belt installations  on anyth ing other than 
an optional basis. The announcement of the new policy came at 
(he end of a 2-day visit to Detroit by a group of New York State 
officials, most of them members of the State  legislature. The chair
man, State Senator Edward J.  Speno, had described the groups’ mis
sion as a “showdown tr ip ” on a pending bill that would require the 
seat-belt, hardware on all cars registered in New York after  June 30, 
1962.

In  other words, the car manufacturers  decided to do volunta rily 
what they had reason to  believe they would soon be forced to do—- 
at least for cars sold in New York. I don't want to disparage what 
these companies have done, and in fact I want to praise them for 
a policy which I  believe will save some lives.

But legislation to require safety devices in cars is needed to get the 
job done as it should lx* done. As 1 and others have pointed out 
before this subcommittee, safety devices such as seat belts have only 
a negative appeal, if any appeal at all, for most car buyers. If  the 
manufacturers  weren’t sure of this, they would have decided to go 
beyond installing the seat-belt hardware and would provide the seat 
belts as well. As it is, the  car buyer will buy the belts as an op
tional feature, if he can be made to realize that it may be worth his 
life to do so. Most will not be so persuaded. There were an esti
mated iy 2 million serious, critical, and fatal  traffic accidents in 1960; 
and the number this year  probably will be greater. When we have 
it on good authority that these deaths and injuries could be reduced 
by 35 percent by the widespread use of safety belts alone, it’s surely 
unwise to wait for everyone who uses our highways to finally awaken 
to the importance of get ting  this lifesaving equipment.

I agree with the statement someone made that  motorists not be 
given the choice of not having the safety belt any more than they 
are given the choice of buying uninspected meat.

The need is plain. Seat belts should be mandatory on every car sold. 
The same is true of certa in other safety features—the padded dash
board, the recessed steering wheel post, to name a few. This isn’t 
to downgrade the importance of d river education. When every new 
car comes equipped with a seat belt there still will be a great  need 
to persuade people they should use them. Aly point is tha t the whole 
job shouldn't be left to education. If  a car buyer gets safety belts 
along with his windshield wiper and horn, as standard  equipment 
required by law, then it will be easier to teach him to use them.

It is hard for me to understand how provid ing necessary safety 
features would make a significant  difference in the cost of new auto-
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mobiles and success in selling  them. According to an article in the 
New York Times on March 5 of this year, to produce the hardware 
for seat belts will cost less than  40 cents a car—this would be the 
anchorage for four belts, two for the front seat, and two for the rear. 
Good web belts, that  meet the standards of the Society of Automotive 
Engineers , range from $3 to $5 a belt. Surely car buyers won’t balk 
at this, since in recent years  they've got used to paying out hundreds 
of dollars for chrome and tailfins. Some safety features—the padded 
dash perhaps  is an example—would be more expensive, but mass pro
duction methods should keep the cost within reason. I t is well to re
member that not many years ago tu rn signals were optional equipment. 
Who would think of buying a car now without such equipment?—even 
at lower cost.

Mr. Chairman, my bill II.R . 903 would direct the Secretary of 
Commerce to prescribe safety standards and devices for motor vehicles 
sold, shipped, or used in inters tate commerce. lie  would be instructed 
to assure the public of the safest possible automobiles without un
reasonably increasing automobile costs. Manufacturers would have 
1 to 3 years to comply with the new regulations, giving them plenty 
of time to adjust their  production methods.

I recommend II.R. 903 as a modest and workable proposal to give 
users of our streets and highways greater protection against fatal or 
crippling accidents. Thank you.

Mr. Roberts. Thanks, Mr. Bennett. I apprecia te your appearance 
here before us and your extreme interest in this matter, since I know 
tha t you have been interested in this longer than the Chair, or as 
long. At least, you introduced a bill prio r to this. I think that  the 
only difference in our viewpoint is that in your original bill you men
tioned certain devices which should be incorporated as a minimum 
of such devices tha t should be on the cars, whereas my approach was 
to leave it to the Secretary of  Commerce and the Bureau of Standards. 
I think  tha t we are, substan tially,  however, in agreement. The only 
difference is as to the method of operation.

Mr. Bennett. As a m atte r of fact, your approach may be a much 
more practica l approach, part icularly  to make a more limited ap
proach. We could s tar t in that  field, and if it worked we could go 
ahead.

I wanted to continue my or igina l bill, because it  was the bill tha t I 
originally introduced. The original bill and the current bill do not 
set up standards. It  gives au thority  to set s tandards and only points 
out fields in which things can be done. It  does not conclude itself th at 
anything per  se is safe or unsafe.

Mr. R oberts. It  corroborates. At any rate, I think  t ha t you are to 
be certainly commended. I hope th at it could apply across the board. 
Certain ly, there is no objection on my part to that.

It  was my feeling from having talked to people in this field that  we 
should sta rt on Government purchased cars, and tha t we could hope 
tha t the industry would voluntarily do that for the public as soon as 
they had some demand for  it o r as soon as we could prove by having an 
accurate body of  sta tistics tha t it was something to be provided.

You may be entire ly correct in your approach. And I will be glad 
to cooperate with you.
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Mr. Bennett. Neithe r approach is contrary to the other. I will 
be very glad to cooperate with your kind of approach. You had it 
passed in the House and almost passed in the Senate. And the 
prospect  is fairly good that it will pass. I am in no way testify ing 
again st your approach. I think th at you have an excellent approach.

Mr. Roberts. I apprecia te that .
Mr. Schenck. I would like to commend our very fine colleague 

from Flo rida  for the very fine job he has done and his devoted interest 
as expressed in these features in automobiles. I  would like to com
mend him for his bill.

Mr. Bennett. Thank you, sir
Mr. Sciienck. The very first item I believe in your bill is a governor 

on the  cal's to govern the speed, at a predetermined top speed 80 miles 
or so or some other speed. I know tha t my colleague has specifically 
listed a number of other safety features which you would like to see 
incorporated in an automobile. But this is not obligatory?

Mr. Bennett. The language of the bill merely says with regard to 
this  speed of 80 miles per  hour tha t no regulation could be put  on a 
governor for a speed lim it lower than 80 miles an hour.

Mr. Schenck. Well, I just wanted to point out tha t governors in 
the past have been regarded as being not too good, because in the 
mat ter of passing a car , the least time tha t you spend in passing, in 
the passing lane, the safe r you are. If  there is a l imitation by means 
of a governor, when you are passing, and you have to speed up, you 
are in a very vulnerable position.

The chairman and I were almost in that  same situation in a te st on 
one of the proving grounds in Detroit. I thought we had it, because 
governors are quite dangerous. They have a limitation.

Mr. Bennett. May I make two observations about this?
Obviously, a governor on some cars, when many other cars do not 

have a governor, would be extremely dangerous to have.
Obviously, if all cars were required to creep along the streets at 

10 miles an hour, or 15 miles aw hour, accidents could be greatly 
reduced.

The bill which I have introduced does not intend to say all gov
ernors are good. It  merely intends to say tha t the Secretary of Com
merce could decide that a govemer would be good and to be required 
on all cars, not just on some cars.

Mr. Schenk. I want to thank our colleague and to commend him 
again fo r the fine job he has done.

Mr. Bennett. Thank you all very much.
Air. Rogers of Flor ida . It  is a pleasure and has always been a 

pleasure to have my good friend and colleague to express his views 
to this subcommittee, and to have the benefit of  h is leadership in this 
field. It  is evident here by the ideas he puts forth .

It  is a real pleasure to welcome him here and to support his views 
tha t we do need a g reat deal of work in this field. Let me say this 
off the record.

(Discussion off the record.)
Mr. Thomson. I have no questions.
Mr. Bennett. Thank you very much.
Mr. Roberts. I believe tha t we have one other  witness today, Mr. 

Joh n A. McCart, direc tor of legislation of the American Federation 
of Government Employees, Washington, D.C. We are very glad 
to have you here before us and to present your views.
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STATEMENT OF JOHN A. McCART, DIRECTOR OF LEGISLATION, 
AMERICAN FEDERATION OF GOVERNMENT EMPLOYEES

Mr. McCart. Mr. Chairman and members of the committee, we 
have watched with considerable interest the progress of this legisla
tion in the 86th Congress. And when it was reintroduced and hearings 
were scheduled we thought that  i t would be well to present the  Federa l 
employees point of view.

This bill, H.R. 1341, sponsored by Representative Roberts, has a 
worthy objective—
to requ ire passenger-car rying  motor  vehicles  purchased for  use by the  Federal 
Government to meet c erta in safety  standard s.
Human considerations are involved in its provisions and this fact 
emphasizes its compelling advantages.

The bill is designed prim arily  to protect human lives—the lives 
of Federa l employees who use Government-owned vehicles. For this 
reason, the proposal to increase the likelihood tha t motor vehicles 
used by the Federal Government will be safer vehicles has the  indorse
ment of the American Federation of Government Employees.

It  has been noted tha t the House Committee on Interst ate  and 
Foreign  Commerce is genuinely interested in the importance of safety 
in intersta te commerce. This interest makes this committee a potent 
force in the promotion of highway safety, and it has been evidenced 
bv the continuing activity of the Subcommittee on Health and Safety. 
The bill under  consideration is grea tly in line with and would imple
ment the subcommittee’s desire to promote the safer use of motor 
vehicles by all persons. This would cer tainly be accomplished by this 
bill for the use of vehicles owned by the Government.

The need for this legislation or any measure which will promote 
the safety  of the persons who use motor vehicles is evident. Accidents 
involving motor vehicles cause a tremendous loss of li fe and destruc
tion of proper ty. In 1959 there  were 37,800 deaths result ing from 
traffic accidents th roughout the country. The death r ate was slightly  
over 21 per 100,000 population and more than 5 for every 10,000 
motor vehicles on the highways. This latter rate denotes a high 
number of traffic deaths because of the great number of vehicles in 
use—more than 71 million in 1959.

For example, Dr. Chapman testified to the effect tha t there are 
some 38,000 deaths resulting from traffic accidents in 1959. The point 
tha t is of  par ticu lar interest is the Federal  employees’ share in this 
loss of life and property.

Federal employees share in this  loss of life and property. Of the 
100,228 cases of accidental injury reported to the Bureau of Employees’ 
Compensation in 1959, nearly 4 percent were caused by vehicles. Thus 
the Federa l Government has a responsibility  to  protect its employees 
in the use of the motor vehicles it provides. At the  present the Federal 
Government maintains a sizable fleet consisting of approximately 
38,000 sedans and 8,000 station wagons. The replacement ra f e also 
involves a large number of vehicles, since it is presently mainta ined at 
a rate of about 10,000 a year.

There would seem to be lit tle need for debating  the desirab ility of 
augmenting the safety features  of every motor vehicle whether  it is 
pubicly or private ly owned or used. I t has been contended tha t

7070 ft— 61 ----- 5
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this  bill is unnecessary, in that the agency which purchases and super
vises the use of automobiles for personal transporta tion already has 
the authority to prescribe safety devices by the enactment of legislation 
such as H.K. 1341. By so doing there would be placed in the law a 
positive requirement by Congress, as the legislative policymaking 
branch of the Government, of a method of determining minimum 
safety standards for passenger-carrying motor vehicles acquired for 
use by the Federal Government.

The importance of safety  equipment cannot be overestimated. It  
is one of the effective means of reducing fatalit ies and of protecting  
human life and property. Of the factors involved in the effort to 
advance safety on the streets and highways, the equipment of motor 
vehicles with every desirable safety feature  offers a large measure 
of effectiveness. Programs for the education of automobile drivers  
in greate r awareness of danger and of the need for exercising greate r 
caution are limited in the ir potentialities. The construction of safer 
highways has progressed over the years, but this factor  in highway 
safety is likewise restricted because of the very great cost involved. 
Thus it appears that  th e attainment of the overall objective can in a 
large measure be achieved by making certain tha t the vehicles placed 
on our streets and highways  are as safe as they can be made and 
embody all those features of design and equipment th at would protect 
the persons who use them.

There has been over the years notable improvement in equipping 
automobiles so tha t there  is lesser likelihood of accidents leading to 
injury or loss of life. This  improvement has involved tires, brakes, 
windows and windshields, and light ing. There is however, a need for 
added safety features so as to eliminate the likelihood of those accidents 
which are caused by fa ilure in the vehicle itself.

It  has been noted th at  a Special Committee on Highway Traffic 
Safe ty of the House Committee on Intersta te and Foreign Commerce 
several years ago urged the equipping of all automobiles with such 
items as crash-padded paneling, dishtype steering wheel, and safety 
glass. These items have meanwhile been adopted to a varying degree 
by the manufacturers. This recomendation of the group evidences 
the influence of a committee in Congress in bring ing about needed 
improvement. Tha t study of highway traffic safety  has been con
tinued  by this subcommittee, and it resulted in the approval by the 
House in the last Congress of a bill identical with the one under 
consideration.

There are several items of safety equipment which might be added 
to Government-owned automobiles and they would not greatly  in
crease the cost of the vehicle. It  has been contended tha t the equip
ment of Government cars with additional devices would result  in 
considerable cost. Where  human life is involved there is no a lterna
tive but to employ every measure of safety at any cost within reason. 
The fact is tha t supplementing the currently standard equipment 
could be accomplished at  moderate cost. Where seat belts cost about 
$70 several years ago, they can now be provided for  less.

Four items of equipment are suggested as ones th at would greatly  
enhance the safety of Federal employees using Government-owned 
vehicles. These items of equipment are safety  door locks, crash- 
padded paneling, anchor ing seats more securely to the floor o f the
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vehicle, and safety  belts. Some cars already on the market include 
door locks which do not permit car doors to open upon impact. There 
also has been some attention  to crash-padding and to the firmer 
placement of  seats within the vehicle. Seat belts have so fa r gained 
limited popularity,  but it is understood that cars may come on the 
market in the near future so equipped as to permit the satisfactory 
installation of seat belts as additional equipment.

I think the essential point is that  the influence of the committees 
of Congress is in bringing about improvements in this  important field 
of safety. All legislation previously has been as to the types of 
devices or equipment tha t could be considered, inc luding safety belts. 
And we note here tha t while safety belts cost about several dollars, 
that is, they did several years, they can now be provided for much less 
cost, so that  there is a diminishing cost factor for these devices as they 
become more popula r with the general  driving population.

A pamphle t recently published by the National Safety  Council in 
cooperation with the U.S. Department of Health , Education, and 
Welfare, and the American Medical Association, states some in terest 
ing facts about the use o f seat belts as a means of saving human life 
when a traffic accident occurs. In  tha t pamphlet a statement  is made 
tha t—
the automotive seat  belt is the most effective single item of protective equipment 
presently available to reduce the toll of traffic injury and death.
It is pointed out tha t thousands of lives are lost each year because 
persons are thrown against the windshield or out of car doors by the 
impact of the crash. It  is stated  the chances of an individual  being 
killed in an accident are five times grea ter if he is thrown from the 
vehicle. The likehood of death would obviously be reduced by a 
device which would keep the person inside of the car.

It  is also noted in this pamphlet tha t contrary to popu lar notion 
seat belts offer greate r protection at  moderate speeds, because more 
than half  the  accidents causing in jury or death involve speeds of less 
than  40 miles per hour. There is also a mistaken belief t hat  seat belts 
are not needed by persons who drive mostly in thei r communities 
rather than on long trips. However, three out of four  traffic deaths  
occur within 25 miles of home, according to the statement sponsored 
by these three organizations.

There is no need to explain the reason for safety belts. The poin t 
I want to make is that  you will note tha t the Department of Health, 
Education, and Welfare is a par ty to the pamphle t recommending 
the use of safety  belts. It  would, ce rtainly seem appropr iate  there 
fore, th at the Federa l Government promote the use of this  p art icu lar  
safety device by using it itself and setting a very good example for 
the drivin g public.

The use by the Federal Government of passenger-type vehicles has 
already been indicated as sizable, since it purchases about 10,000 a 
year. Because the number is larger, it can well mean taht the Federa l 
Government can exert leadership in the field of vehicular safety 
when purchasing automobiles for its own use. If  the Federa l Gov
ernment were, for  example, to require seat belts, it would undoubtedly 
contribute  significantly to thei r popularity. The very fact tha t the 
Government insisted on safety features would certainly  have its effect



62 MOTOR VEHICLE SAFETY STANDARDS

on design and manufacture. At present, Government cars are ac
cepted with the safety features  placed on them by the manufacturers. 
Is th is sufficient ? We believe there  is room for improvement.

This bill has many implications. Its  benefits will be varied, and 
the AFGE  is of the belief that  it should be approved and enacted 
without delay.

Mr. Roberts. We thank  you very much for your statement, Mr. 
McCart.

It  has been called to my atten tion th at there  are some of the agencies 
and  bureaus in the Federa l Government who at the present  time are 
using safety belts in thei r passenger type vehicles, such as the Federal 
Bureau of Investigation and perhaps, one or two others. Are you 
familiar with that  ?

Mr. McCart. No, sir. I am not famil iar with the agencies which 
use them on an optional basis now, but it does seem to  us that  this 
should not be a question of discretion or option on the par t of the 
agencies—it should be a matter  of a requirement, if it is a safety 
practice. These agencies should be required to adopt the equipment 
tha t will provide safe conditions for  the employees to work under.

Mr. Roberts. I was impressed with your statement as to the num
ber of Federal employees who are affected by this—100,000 cases of 
accidents. It  was 84 percent caused by that?

Mr. McCart. Yes.
Mr. Roberts. I have asked the Bureau of Employees Compensa

tion for statistics on the cost of accidents to Federal employees, and 
at this time I will include the  Bureau’s report in th is record, th at is, 
if there is no objection.

(The report follows:)
Department of Labor,

Bureau of E mployees’ Compensation,
Washington, D.C., June  9,1961.

Hon. Kenneth  A. Roberts,
Chairman, Subcommittee on Health and Safety,
House of Representatives, Washington, D.C.

Dear Congressman Roberts : I  am forw arding herewith  a sta tem ent  compiled 
from reports of inju ries filed witl i the  Bureau under the  Fed era l Employees’ 
Compensatation  Act showing the  number of disab ling non fata l injuries and the 
number of fa tal  inju ries  at tri bu ted to vehicular accidents dur ing the 5-year 
period 1955-59, inclusive. The sta tem ent  also shows the tota l number  of days 
chargeab le on account of such injuri es and the estim ated tot al cost of benefits 
payable  u nder the Compensation Act for disab ility and death.

Attention is invited to th e footnote  explaining the tabula tion  of inju ries  under 
this classfiication. The classification  includes all  in juri es caused  by land vehicles 
in motion. It  does not include inju rie s connected with the  ope ratio n of rail roads, 
ai rcraft,  or  watercra ft.

The days lost chargeable to such injuries include a standard  time charge of 
6,000 days for f atal  and pe rma nen t tota l d isabi lity cases.

The estimated tota l direct  cost of such injuries includes dir ect  expenditures 
est ima ted to be paid for  compensation benefits and the  value of days’ leaves 
of absence with  pay dur ing the period of disab ility.

I trus t thi s information will be of intere st to you, a nd with bes t wishes, I am 
Very truly yours,

Wm. McCauley, Dire ctor .



MOTOR VE HI CL E SAF ETY STANDARDS 63

Num ber and liab ility of vehicular injuries reported to the Bureau  of  Employees* 
Compensation fo r calendar years 1955̂ 59

Y ea r
T o ta l 

n u m b e r  o f 
veh ic u la r
in ju ri es

N onfa ta l
di sa bl in g

F a ta ls
ch ar ge ab le

D ays
ch arg eab le

T o ta l 
d ir ec t cost

1959.
1958.
1957.
1956.
1955.

T o ta l,  5 y ea rs ....................... .........

3,9 12  
3,2 65  
3.3 15  
3,09 8 
3,0 15

2.177
1,855
1,924
1.854
1,828

50 
36 
48
51 
44

421 ,010 
363. 581 
4C1, 718 
449,221 
455, 512

$4,3 35,3 07
3,025,6 31 
3,214,176 
3,668,991  
4,166,050

16,635 9,638 229 2,0 91 ,04 2 18,410.155

Y ea r
T o ta l d ir ect  

co st  o f a ll  ca uses  
of  in ju ri es

T o ta l n u m 
ber of  lo st  

ti m e in ju ri es , 
al l ca us es

P e rc en t of  
lo st  ti m e 
veh ic u la r 

in ju ri es to  al l 
lo st  ti m e 
in ju ri es

P erc en t of 
co st  o f 

veh ic ula r 
in ju ri es  to 
co st  of a ll 
in ju ri es

1959________________________ _______________ $29 ,908 ,185
28,008 ,168 
27, 529,868 
29,2 03,216  
26,304 ,396

42,777 
40,216 
41,584 
40,475  
38,8 40

5. 2
4.7
4. 7
4. 7
4.8

14.5  
10.8
11.7
12.6
15.8

1958_____________ _____________ ______ ______
1957................. ........................... . ......... ......... .............
1956________________________________________
19 55 -........................................... ......... ............. ...........

T o ta l 5 years _________________________ 140,953,833 203,892 4. 8 13.1

N o t e .—T h e  above in cl ud es  al l v eh ic u la r in ju ri e s  to  F ed er al  c iv il ia n  em pl oy ee s fo r th e  yea rs  in d ic a te d  
w hi le  th e  veh ic le  w as  in  m otion . I t  in c lu des  d ri v e rs , pa ss en ge rs , ped est ri an s,  an d  o th e rs  w ork in g on  or  
ar ound  ve hi cles .

Mr.  T homson. I f  you wil l yi eld on th at  po int, I wo nder if  th at  
4 p erc ent rep resent ed vehic les th a t were fed era lly  owned or  4 perc ent 
rep res ents pr ivately owned vehicles, as well as Gover nm ent  vehicles?

Mr. McCart. Well, Mr.  Thomson , it  wou ld no t nec essarily have 
occ urred in a fed era lly  own ed vehicle . The employee could have 
sti ll been in jured whi le pe rfor m in g his  official du ty  in his own 
vehic le whi ch, fo r these purpo ses , is conside red as official, because he 
is p er fo rm ing his  job in a vehic le. You see, not all Fe de ral employees 
use fed erall y owned Go vernm ent vehicles in pe rfo rm ing th ei r duty. 
Some use th ei r own vehicles  an d are reimbursed at  a mileage rate . 
So th at  it could conc eivably ha pp en  in a pers ona l vehicle  whi le the  
employee  was e nga ged  in his  official pu rsu it.  Bu t I  th in k the  im po r
ta nt po int to  us is th at  it  numb ers  some 4,000 employees who had  
acc ide nta l in jur ies  on the  hig hw ays.

Mr.  T homson. Th an k you.  T hat is al l.
Mr. Roberts. I also thou gh t yo ur  sta tem ent  wi th refere nce to the 

fleet of auto mobile s showed th a t th is  wo uld be an op era tio n where we 
hav e about 38,000, a nd  we have  a rep lacement  ra te  of ap prox im ate ly 
10,000 a year.

Mr. McCart. Yes, si r.
Mr.  Roberts. I assum e th at  you  will agree th at  if  we hav e an 

opera tio n th at  would give  us accurate sta tis tic s on wh at mi gh t be 
expected , th at we could have some valuab le and he lpfu l inform ation , 
in th at  we could th roug h exe cut ive  d irection keep  an  a ccu rat e check on 
these par ticu la r vehic les th at  are in curre nt use where sa fe ty  devices 
have been ins tal led  as to  the  de aths  and acc idents  as such.

Mr. McCart. I  th ink th at  th e safet y de pa rtm en ts of  the var iou s 
Fe de ral  agencie s could  well m aint ain figures on the  acc ident rat e, as
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to the  number of serious injuries that are prevented by the use of these 
various safety devices. And  I think, too, tha t the legislation you 
have introduced, Mr. Chairman, would permit the  use of various types 
of safety  equipment in addit ion to what has been mentioned. We 
have been talking, primarily , about four types of devices, but there 
may come in the future proven equipment tha t will aid in reducing 
accidents. This bill would permit  the use of those with proper 
discretion and control.

Mr. Roberts. Do you antic ipate  that  the addition of safety devices 
would reasonably increase the cost of passenger type  equipment so 
fa r as the Federal  Government is concerned?

Mr. McCart. I have no idea of the amount of money th at would 
have to be invested to insta ll the equipment that has been discussed 
here today and what we cannot forsee in the future. I can only make 
the general comment that any reasonable cost would be an excellent 
investment if  we are able to  save the human lives and suffering and to 
reduce the cost of compensation benefits to employees and to thei r 
families, because there will be a saving in tha t direction.

Mr. Roberts. That is true,  there should be. That is, if medical 
opinion in tha t field is correct. The reduction in cost of compensation 
would level out the cost of these additional devices.

Mr. McCart. It  could very well be, Mr. Chairman.
Mr. Rogers of Florida. I appreciate  very much this testimony. I 

thin k you have pointed up a  situa tion t ha t exists and th at we, certain 
ly, should have leadership of the  Federal Government in its own opera
tions to provide these devices.

Mr. R oberts. This completes the lis t of witnesses fo r this  morning. 
I  have several statements that I would like, without objection, to in
clude in the record.

The first is a statement from Dr. Horace E. Campbell of Denver, 
who appeared in the 1959 hearings on beha lf of the American Medical 
Association and the American College of Surgeons. This statement is 
dated March 15, 1961. I t approves of the legislation. And without 
objection that will be included in the record.

(The  statement dated March 15,1961, follow's:)
Denver, Colo., March 15,1961.

Hon. Kenneth A. Roberts,
Chairman, Subcommittee on Health  and Safe ty, House of Representatives, Wash- 

ingtoti, D.C.
Dear Mr. Roberts : It  h as come to my atte ntion that  hearing s are  again to be 

held  on H.R. 1341.
Fi rs t, let  me sta te  t ha t the fa ilu re  of  the Surface T ran spo rta tion Subcommittee 

of the  Senate even to cons ider H.R. 1341 when it was ref erred to the members 
con stitute s one of the  most tra gic events in American histo ry. Had  the bill been 
considered  and passed by the Sena te, it  would have led to  th e saving  of thousands 
of lives in the next few y ears , for  the  bill is the first practic al step in getting the 
Amer ican automobile to conform to well-known and recognized princip les of sa fe 
design and construc tion.

It  is coming to be recognized through the  efforts  of the Cornell Crash  In jury  
Research group that  specific design  fac tors  in the automobile lead to specific 
injuri es in the event of a cra sh, injuries th at  a ll too o ften a re  severely disabl ing 
and  in some cases fatal.

Dr. Claire  Str aith of De troi t, a plas tic surgeon, as ear ly as 1934 had numerous 
conferences with  the autom obile  makers,  begging them to design and construct 
the  ca r inte rior  so as to inflic t as litt le injury  as possible upon the occupants 
should crash occur. Many enginee rs in the industry recognized the tru th  of Dr. 
St ra ith’s suggestions, but  the  sales-psychology personnel vetoed the suggestions, 
and  management chose to  follow the  recommendations of the sales-psychologis ts.
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In 1948, Dr. Fletcher D. Woodward, as chairma n of the section  on laryngv«ogy, 
otology and rhinology of the American  Medical Association, and af te r an exten
sive experience in th e care of fac ial  injuries  following ca r crashes, pointed out the  
specific injury-producing fea tur es  of the  car inte rior and made deta iled sugges
tions  for  the ir correction. These  w ere ignored, and even ridiculed, by the motor 
car  indust ry (the Jou rna l of the  American Medical Association, vol. 138, No. 9, 
October 30, 1948, pp. 627-631).

Then in 1955, Dr. C. Hu nte r Shelden, a bra in surgeon, pointed out again  the  
specific design fea tures of the automobile which produce 70 percent of the fa ta l 
inju ries , i.e., those to the brain, and made suggestions for the ir correc tion (the 
Jou rna l of the  American Medical Association, vol. 159, No. 10, November 3, 1955, 
pp. 981-986) .

In  1956, for  the  first  time, certa in crash-sa fety  design fea tur es appeared in 
the American automobile. These were minor, the essentia l ones were on an 
optional basis, i.e., were n ot stan da rd  equipment, and were sta ted  by the industry 
to be but a  f irst step.

There has  been no signif icant improvement  in the  sta ndard  fea tures in the 
cars appearing since 1956, th at  is, in the  s teering wheel, the door locks, the sea t 
attachm ents. The design of the  ins trument panel in several car s has  deteri 
orated, flouting in a most cynic al manner, the princ iples  laid  down by Drs. 
Str aith, Woodward, and Shelden. Fur thermore, those car s with the widest 
dis trib ution have had fro nt sea ts every  -year since 1956 and including the 1961 
models which have made it increasingly  difficult and expensive to inst all sea t 
belts. And fu rth er  still, the  ins trume nt panel padding, offered on an optional 
and ra ther  expensive  basis, has  in some cases become so scanty as to are a and 
depth, as to be v irtually  worthless.

For these, and many oth er reas ons  (ha t could be cited if space  permitted , 
it is time that  the Federal  Government provide  for us the  protection we so 
seriopsly need in the field of motorcar  transportatio n, th at  it provides in the  
realm of pure food and drugs , me at inspection, mine safety, marine  navigation , 
and in aviation.

The very least that  can be done is to provide thi s protection in the  cars used 
by Federal employees.

Thousan ds of individual doctors  and almos t all, if not actual ly all, of the  
imp ortant  elements of organ ized medicine have gone on record as favor ing 
H.R. 1341. Its passage  will be a most significant first  step  in preventing many 
thousand s of d eaths and  in juries.

Yours very sincerely,
Horace E. Campbell, M.D.,

Chairman, Automo tive  Sa fe ty  Subcommittee, Colorado State Medical 
So cie ty; Formerly Vice Chairman, Committee on Medical  Aspects of 
Automobile Inj uries and Dea ths,  Amer ican Medical Association.

Mr. Roberts. Also, I have an art icle which appeared in Automotive 
News dated March 27, 1961, which has to do with the glass parts of 
the vehicles and is with reference to AMA’s position on glass safety. 
This is an article, charging  tha t the automotive industry has recently 
switched to the use of tempered glass in side windows, obviously to 
save a reported $8 to $12 per car. It  is my understand ing tha t there 
will be a witness at tomorrow’s hearing to outline the position of the 
glass industry with reference to the use of laminated glass as against 
tempered glass. And without objection tha t article will be made a 
part of the record at this p oint :

(The article follows:)
[From  Autom otive News, Mar. 27, 1961]

Shatterproof Hits AMA’s Position on Glass Safety

Detroit.—The ba ttle  of words over the rela tive  sa fety  merits  of laminated and 
tempered glass cont inues to  rage.

Sha tter pro of Glass Corp., De tro it, manufacture r of both types, las t week 
insisted th at  laminated, which has  been in use for  25 years, sti ll is the  safest  
kind of automot ive glass.
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The statement was made in rebut tal to a report by the  Automobile Manufac
turers  Association contending th at there is no choice as far as safety is concerned 
between laminated and tempered.

The AMA report was in reply to earlier charges tha t tempered glass was less 
safe, and that automakers should be required to use laminated for all glass areas.

“The automotive industry has recently switched to the use of tempered glass 
in side windows, obviously to save a reported $8 to $12 per car, at the cost of 
safety to driver and passengers ,” said a spokesman for Shatterproof, a big supplier 
of replacement glass.

He argued tha t tempered glass becomes weaker and less safe with age, and 
said tha t the manufacturing process for tempered cannot be perfectly controlled.

“Imperfect tempered glass will break into sharp, cutting pieces, not the harm
less par ticles claimed by the AMA, and not until it is broken can it be tested,” he 
added.

Mr. Roberts. One of the leaders in the fight to get safer motor 
vehicles has been Dr. C. Hun ter Shelden, Pasadena, Calif., one of 
the Nation’s leading brain  surgeons, who has made great contribu
tions in calling attention to specific design features of the automobile 
which produced fatal  injuries.  Dr. Shelden is unable to be with 
us today, but I have a very interesting and persuasive letter from 
him which I will ask to have included in the record at this point, 
without objection.

(The letter dated March 17, 1961, follows:)
Pasadena, Calif., March 17, 1961.

Re H.R. 1341, motor vehicle safety.
Hon. Kenneth A. Roberts,
Chairman, Subcommittee on Health and Safety, House of Representatives, Wash

ington, D.C.
Dear Mr. Roberts : I should like to take this opportunity to express my 

opinion in favor of your bill, H.R. 1341, to establish safety  standards for 
Government-owned passenger-carrying motor vehicles.

The problem of proper regulation of more adequate and standardized re
quirements for highway safety  is one of the more urgent problems affecting this 
country. Obviously, highway construction and driving regulations  are impor
tan t but, from the medical standpoint, it is urgent tha t prompt and adequate 
measures be taken to protect the individual or individuals in the vehicle at the 
time of the accident.

This problem was investigated thoroughly in 1959, and I need not repeat the 
many details that  were brought out at those hearings. During the interval, 
accidents have continued, and thousands of needless deaths have occurred as 
a resul t of engineering and lack of standards in motor vehicles. These problems 
need prompt attent ion and must be rectified in order to curta il the present high 
mortality  and morbidity. As I have frequently stated, the only adequate t rea t
ment for head injuries  is their  prevention.

I can see no reason why all necessary changes cannot be made without them, in 
any way, interfering with the automobile ind ust ry: in fact, the industry at large 
would profit and expand as a resul t of proper regulations in much the same way 
that the airlines have profited by the safety standards imposed upon them by the 
Federal Bureau of Aviation.

The entire economy of the country would benefit since, at the present rate, 
the automobile industry is losing by accidental deaths well over one-lialf million 
potential customers each decade.

Sincerely yours,
C. Hunter Shelden, M.D.

Mr. Roberts. I, likewise, have a le tter from Dr.  Fletcher D. Wood
ward, of Charlottesville, Va., who is nationa lly known for his work 
in the field of highway safety  and accident prevention. He favors 
enactment of H.R. 1341. The letter makes many constructive sug
gestions to promote highway safety, and without objection this letter 
will be included in the record at this point.
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(The letter dated March 15, 1961, follows:)
Charlo tte sville , Va ., Ma rch 15 ,19 61 .

Ho n. K ennet h  A. R oberts,
Chairman, Subcommittee on Health and Safety,
House Office Building, Washington, D.C.

Dear Mr. R oberts : I tl ia nk yo u fo r yo ur  no te  of  M arch  13.
I wou ld  lik e to  urg e agai n  in  o rd er to  pro te ct  peop le from  in ju ry  an d dea th  

in  th e op er at io n of  a motor  veh ic le  t h a t—
(1 ) W e sh ou ld  ha ve  la w s to  co nt ro l th e dri nkin g and sp ee di ng  dri ver 

ad eq ua te ly . We m ust  ha ve  p ro per d ri ver tr a in in g  co ur se s in  al l schools  
w ith be hind -th e-whe el  in st ru c ti on . We m us t re vi se  th e  re quir em en ts  fo r 
is su in g lic en ses to d ri ver s an d  th ey  shou ld  he su bje ct  to re ex am in at io n  from  
tim e to  tim e. Ther e a re  m an y th in gs th a t bo th  th e do ct or s an d th e va riou s 
S ta te  le gis la tu re s and o ur C on gr es s ca n do alon g th is  lin e which  wo uld be of  
g re a t he lp.

(2 ) In  thos e in st an ce s in  w hi ch  cr as he s a re  una vo id ab le  th e mac hi ne  
sh ou ld  be  so de sig ne d th a t th e  oc cu pa nt s wou ld be  pro te ct ed  in su ch  an  
ev en t. Am ong  th es e pro te cti ve m ea su re s are  se at  be lts , and  cer ta in ly  al l 
ca rs  ow ned by th e F edera l Gov er nm en t sh ou ld  ha ve  th em  in st al le d.  And , 
of  co ur se , th e dri ver s th em se lv es  ha ve  to  he ed uc at ed  as  to th e ir  use . 
T her e a re  man y o th er fe a tu re s  of  au to m ot iv e de sign  whi ch  sh ou ld  be 
ch an ge d in  co ns ul ta tion  w ith  th e  med ical pr of es sion .

All  of  th es e ite ms a re  di sc us se d in  more det ai l in th e en clo sed re pri n ts .
I ce rt a in ly  hope  t h a t you r bi ll w il l rece ive fa vo ra ble  co nsi der at io n th is  sess ion. 

I f  I ca n be of  a ny  fu rt h e r he lp  in  th is  w or th y undert ak in g  pl ea se  c al l on me. 
Y ou rs  very sinc erely,

F letcher D. W oodward, M.D.

Mr. Roberts. Tha t will conclude the hearings  for today, and the 
hearings  will resume tomorrow morning in the Bank ing and Currency 
Committee at 10 a.m.

(Whereupon, at 11:45 a.m., the  committee adjourned, to reconvene 
tomorrow, Tuesday, March 28, 1961, at 10 a.m.)
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H ou se  of  R ep re se nt at iv es ,
S ub co mmit te e on  H ea lt h  and S af et y  

of  t h e  C om mitte e on  I nt er st at e and F oreig n C om mer ce ,
Washington, D.C.

The subcommittee met, pu rsuant to notice, at 10 a.m., in room 1301. 
New House Office Building, Hon. Kenneth A. Roberts (chairman of 
the subcommittee) presiding. .

Present: Representatives Roberts, Rhodes of Pennsylvania, Rogers 
of Florida, O’Brien, Schenck, and  Thomson.

Mr. Roberts. The subcommittee will please be in order.
We have a good many witnesses today and I am going to ask the 

cooperation of the witnesses in tr ying  to keep thei r testimony as brief 
and to the point as possible so tha t we can get through. A very 
impor tant piece of legislation is on in the House so that  this committee 
may not be able to sit this afternoon.

I have for the record a statement of the American Medical Asso
ciation, which I  will place in the record.

(The sta tement follows:)
American Medical Association.

Chicago, III., March 28,1961.
Hon. Kenneth A. Roberts,
Chairman, Subcommitte e on Health and Safety , Comm ittee on Interst ate and 

Foreign Commerce, House of Representat ives , Washington, D.C.
Dear Congressman Roberts : This will acknowledge with thanks your lette r

of March 13, 19G1, in which you inform us tha t hearings have been scheduled 
on H.R. 1341, 87th Congress, a hill to require  passenger-carrying motor vehicles 
purchased for use by the Federal Government to meet certain safety standards. 
We welcome the opportunity to reaffirm our active support  of this promised 
legislation.

We believe tha t improvement in the  design and safety equipment of auto
mobiles will lead to a rapid reduction in fatal ities and severe injur ies suffered 
in automobile accidents. Available research data clearly indicate the value of 
certain  safety features of automobile design, construction, and equipment. Many 
of these safety features are curren tly available only a s optional equipment at 
extra  cost.

Among the recommended standa rd safety  features are the following:
(1) Anchorage points for seat belts. In this regard, the manufacture rs 

of motor vehicles should be commended for thei r recent announcement 
tha t attachments for seat belts in the front seat will be standard equipment 
on all 1962 vehicles.

(2) Crash padding of the dashboard, roof and other impact areas.
(3) Improved steering wheel and recessed post; perhaps a collapsible 

assembly.
(4) Safety door locks on all motor vehicles.
(5) Elimination of protruding knobs, buttons, handles, and sharp  edges.
(6) Improved anchorage of the seats in motor vehicles. Seats should 

be high enough to protect the neck and to prevent neck snap injury or 
whiplash, a frequent result of rear-end collisions.
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(7) Im pr ov ed  st ora ge spac e be hind  th e re a r  se at . Pas se ng er s sh ou ld  be  
pr ot ec te d from  th e  po ss ib ili ty  of  in ju ry  by fly ing missi les by th e pr ov is io n 
of  an  eff ec tiv e re ta in in g  ra il  or rece ss ed  st o ra ge spa ce.

(8 ) Im pr ov ed  sy st em s of in te rc om m un ic at io n be tw ee n dri ver s of  mov ing 
vehic les .

Th ese su gg es tio ns  w er e am on g th os e pre se nt ed  to  you in  my  le tt e r of  Ju ly  6,
1959. I al so  su bm it te d  th es e su gg es tio ns  to  th e  H ono ra bl e Geofge A. Sm at her s,  
ch ai rm an  of  th e S enate  Su bc om m itt ee  on Sur fa ce  T ra nsp ort a ti on  on Ju n e  23,
1960.

Th e Amer ican  M ed ic al  Assoc ia tio n be lie ve s th a t en ac tm en t of  H.R. 1341 an d 
th e es ta bl is hm en t of  so un d sa fe ty  st an d ard s by th e  Sec re ta ry  of Co mm erc e will  
se rv e as  a st ro ng in du ce m en t to th e au tom ob ile  in dust ry  to  in clud e in al l m ot or  
ve hicle s sa fe ty  de vice s w hi ch  w ill  in ure  to th e be ne fi t of  a ll th e Amer ican  peop le.

I ap pre ci at e th is  opport un it y  to  pr es en t th e view s of  th e Amer ican  M ed ical 
Assoc ia tio n on th is  m os t im port an t su bje ct  an d re quest  th a t th is  le tt e r be  m ad e 
a part  o f th e re co rd  o f your  h ea ring s.

Sinc erely yo ur s,
F. J.  L. B la sin g a m e , M.D.,

Executive Vice President.
Mr. Roberts. And our first witness this morning will be Mr. Charles 

Prisk, Bureau of Public Roads, Department of Commerce, accom
panied by Paul Johnston, Executive Assistant.

If  you will come around to the witness chair, we will be glad to hear 
you.

STAT EMENT OF CHARLES  PR ISK , SPECIAL ASSISTANT, BUREA U OF
PUBLIC ROADS, DEPARTMENT OF COMMERCE, ACCOMPANIED BY
PAUL JOHNSTON, EXECUTIVE  ASSISTA NT

Mr. Prisk. Mr. Chairman and gentlemen, my name is Charles Pr isk, 
Special Assistan t in the office of the Bureau of Public Roads.

It  is a pleasure to present the report of the Department of Com
merce on II.R. 1341:

Thi s is in  repl y to  your re qu es t of  F ebru ary  9. 1961, fo r th e view s of  th is  
D ep ar tm en t w ith  re sp ec t to  II .R . 1341, a bil l to  re qu ir e  p as se ng er -c ar ry in g m ot or  
ve hicles  pu rc ha se d fo r use  by th e Fed er al  G ov er nm en t to  mee t cert a in  sa fe ty  
st andard s.

The bill would require the Secretary of Commerce to prescribe 
safety standards for  vehicles purchased or leased by the Federal Gov
ernment. The General Services Administration, with few exceptions, 
presently purchases a ll passenger-carrying vehicles for  the use of the 
Government. Tha t agency a lready includes in its procurement speci
fications various safety  requirements; and, of course, would have the 
legal authority to prescribe any of the safety devices referred to in the 
subject bill. Because of this present administrative  practice, we are 
not certain tha t enactment of H.R. 1341 is necessary to achieve the 
results contemplated under  the bill. We would add that the D epa rt
ment of Commerce does, of course, have an interest in this subj'ect 
and if Congress finds that  i t would be helpful for the D epartment to 
prescribe minimum safety standards , we would carry  out th at respon
sibility.

For  your inform ation there is enclosed a copy of our “Safe ty Pro
gram Guide," which adopts as Department policy a rule to install and 
use seat belts in all official vehicles operated bv the Department.

We would also call to your attention the highway safety report sent 
to Congress in accordance with section 117 of the Federal-Aid High-
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way Ac t of  1956, Hou se Do cume nt 93, 86th  Con gress, 1st session, 
which conc lude d t hat  the adv ancem ent of safe ty  in vehicle  des ign  and  
equ ipm ent was a r esp onsib ilit y no t of any  one  level of  th e Government  
bu t of indu st ry  as well. Fu rth er mor e,  it has  been foun d th at  as to 
some aspects of  vehic le des ign  re la tin g to highwa y sa fe ty , the re is at  
pre sen t no accepted or  pr ac tic al  basis  fo r sta nd ardiza tio n.  The In 
te rd ep ar tm en ta l Hi gh wa y Sa fe ty  Board , recent ly established by ex
ecut ive orde r, could pro mote intens ified work on safe ty  sta nd ar ds  for 
devices on pas senger  vehicles acquired by the  Government .

Th e Bu reau  of the  Bu dg et  advis ed  there  wou ld be no obje ction to 
the submission  of thi s repo rt fro m the  s tand po in t of the  Adm in is tra
tio n’s pro gra m.

I  am accompan ied th is morning  by Mr. Paul Jo hn sto n,  Execu tive 
Assis tan t to  the  Se cre tar y o f Commerce.

He  may have  some sup ple men tal  re ma rks  to make.
Mr. Roberts. We will be g lad to hear from  you.
Mr.  J ohn ston . I hav e no th ing to say othe r th an  I sho uld  like  to 

emphasize  th at  the  Dep ar tm en t is not taking  a negative at tit ud e on 
hig hw ay safet y, bu t we wou ld like  to coopera te wi th the committ ee, 
and  an yone else in the p rom otion  of this  ac tiv ity .

The Se cretary  o f Commerce , as Gover nor of  N or th  C aroli na , befo re 
he came to W ash ing ton , had a r at her d ist ing uis hed record  in th is field, 
and , con sequ ent ly, his deep  inter es t in the subjec t is a m at te r o f record .

On th is pa rti cu la r leg islation , as you will note  fro m Mr. Bri sk' s 
rea ding  of  the  pos ition of  the  De pa rtm en t, the  De pa rtm en t takes a 
ra th er  ne ut ra l att itu de , bu t GSA , being the  agen cy in cha rge  of 
Gov ernment-owned  vehicles, an d fo r the  procure me nt of  same, has  
the a ut ho ri ty  to  prescribe  c er ta in  safe ty  re quirem ent s. I t  w ould  seem 
to me th at  th is  agency, if  reminded by th is commit tee of  what the  
com mit tee’s wishes are , wou ld, pro bab ly,  follow the  com mit tee' s 
wishes; a nd  if  not,  and  to the ex tent  that  the  committ ee tho ug ht  f ur th er  
ac tion sho uld  be necessary , then  I  th ink a bill would be in ord er.

Tha t is all  I have to say  on th is  pa rt icul ar  b ill,  Mr. Ch air man .
Mr.  Roberts. Th an k you, Mr.  John sto n.  We  a re gla d to have y our 

appeara nce.
Mr. Pri sk , you presen ted  us wi th  a survey  o r stu dy  th at  was made , 

I believe,  un de r sec tion 117 of t he  Hi gh wa y Act o f 1956.
Mr.  P ris k. Y es, sir.
Mr.  Roberts. I am qu ot ing;  fro m that  stu dy , which I believe was 

called the  Fe de ral Role in Highw ay  Sa fet y, sub mi tted to Con gress in 
1959, and  on page 3 of  the  repo rt,  I  f ind the  fo llowing comment re ga rd 
ing  the m an ufac ture  of sa fe ve hicles :

T her e a re  re si due s of  wea kn es s in  au to m otive de sign  an d fu nc tion , ho wev er , 
to  which  m anufa ctu re rs  an d pu bl ic  off ici als  al ik e need to give  fu r th e r at te ntion . 
C om pa ra tive ly  simple im pr ov em en ts  w it h  ad va nta ge to  sa fe ty  could  he ad op ted 
in de fr ost in g  an d defogg ing eq ui pm en t, arr an gem en t of  ve hicle light in g fo r 
mor e po si tive  iden ti fi ca tion  of th e  pre se nc e an d ac tion s of  o th er ve hicles  an d 
dr iv er s,  an d th e  po si tio ning  of  in st ru m en ts  an d fo ot  co nt ro ls  to se rv e more 
ne ar ly  th e fu nct io nal  de man ds  of  sa fe  dr iv in g.  Mo re fu ndam en ta l a lt e ra ti ons 
of  ve hicle de sign  an d co nt ro l fe a tu re s  a re  being  deve lop ed , but w ill  re qu ir e 
ex te nd ed  an d thor ou gh  te st in g be fo re  gen er al  in trod uc tion . The se  an d o th er  
ve hicle de sign  chara cte ri st ic s a re  tr e a te d  ex tens ively in  th e  fu ll  rei>ort.

Mini mum  st andard s fo r som e m ot or  ve hi cle sa fe ty  fe a tu re s ha ve  been  est ab 
lish ed  by  co op er at iv e ef fo rts ch ief ly  of au to m ot iv e en gi ne er in g gr ou ps  an d 
Gov er nm en t a t  appro pri a te  le vels.
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Many States require certi fica tion  through the ir motor vehicle  departm ents  
th at  these  stan dards have been met. An expansion of such stan dar ds and a 
more widespread use of the cert ifica tion  process by the  Sta tes,  would lead to 
quicker adoption  of des irable vehicle  safe ty featur es.

It  seems to me th at here is an implication that  if certain desirable 
safety  features are not being built  in the car offered to the public, 
that steps should be taken to require manufacturers to adopt these 
safety  features.

Do you agree with tha t statement?
Mr. P risk. Yes, I would.
Mr. R oberts. Do you agree then t ha t a State  has the responsibility 

to require the adoption of safety  features to protect its citizens?
Mr. P risk. On motor vehicle equipment?
Mr. Roberts. Yes.
Mr. P risk. Yes.
Air. Roberts. Then why does not the Federal Government have 

the responsibility to require the minimum safety features be incor
porated in passenger-carrying motor vehicles the Government buys 
for the use of its employees? Why does it not have tha t respon
sibility?

Air. Prisk. I think the answer is quite apparent, and that we must 
agree tha t in philosophy there  is responsibility at the Federal level 
for its vehicles, jus t as there is on behalf of the public at large.

We have taken the position in our statement today, I think, tha t 
indicates only that if your committee decides this  existing legislation 
which would introduce these safety standards is not working ade
quately or is not sufficient th at  the Department of  Commerce is ready 
to discharge its responsibili ty in this area.

Air. Roberts. It  would seem to me, Air. Pris k—I do not know 
whether you agree with  it or not—but it would seem to me tha t the 
Commerce report actually goes a bit afield from the committee bill, 
tha t is, the Roberts bill, in that  I have never contended tha t the 
Roberts bill called for any change in design of the vehicle.

Actually , it would seem to me tha t there is an implication in this 
repor t, where you speak o f certain design features, for instance, the 
position of foot controls, and so forth, and then the report  says: 
“Afore fundamental altera tions  of vehicle design and control features 
are being developed.” It  does not actually say th at should be done, 
but there seems to be an implication in the report  of design being 
considered. And as I sav, my bill simply deals with reasonable safety 
standards. Tha t is all I have.

Thank you, Air. Prisk, and thank you, Air. Johnston. There may 
be othe r questions by subcommittee members.

Air. Schenck. I was delayed by a long-distance call. I did not 
hear  the  testimony. I have no questions at  this time.

Air. J ohnston. Is it the inten t of the committee to discuss H.R. 903 
this morning? Is tha t open?

Air. Roberts. H.R. 903. Tha t is, the  Bennett bill, which is also 
before the committee. And  if you have any comments about it, we 
would be glad to have them.

Air. J ohnston. I wonder if I could make a few comments on th is 
and the brake fluid legislation  with which the committee was con
cerned on last Friday?
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Mr. Roberts. Certainly.
Mr. J ohnston. The D epartment  sent fo rward  a suggestion—and I  

assure you that  it was only a suggestion—that this mat ter of highway 
safety equipment regula tion conceivably is one which involves serious 
problems of intergovernmental relations between the States  and the 
Federa l Government. And the suggestion was tha t the matter be 
referred to the intergovernmental  relations commission for a com
ment. And I wanted to speak to that  suggestion tha t we made and 
to assure the committee th at no intent to take a negative position or 
to delay the action of the committee in this field was intended.

It  grew out of a suggestion I made myself in the Depar tment’s 
considerations of the matter, because of my previous experience with 
legislation tha t was worked out at the Federa l and State level and 
was a rather happy experience in intergovernmental relations; and I 
refer  to the Motor Boat Act in which a committee of which I was 
chairman, consisting of State and Federal officials, aided the Bonner 
committee in d raf ting  a Federal bill pursuant to which State  legisla
tion could be passed.

And it has had the most remarkable  success of any experiment of 
tha t natu re that I  have ever heard of.

It  seemed to me that this might be a field in which this technique 
could be used to an advantage . We hear so much complaint about 
Federal  interference with State rights. Yet many of us know tha t 
sometimes that  complaint is raised merely as a device to  avoid doing 
anything.

In the motor boat field by b ringing in State  officials from the in
ception in the draftin g of the  legislation, and the planning  that went 
into it, the ground had been plowed and more than 38 States in the 
first 18 months af ter the  Federal legislation was adopted have adopted 
State  legislation which complies with the Federal  standards.

My thought in refer ring this  to the intergovernmental relations 
committee was this:  simply to ask of them whether they thought this 
was a problem of that nature, and would it be beneficial to both the 
Federal and State activities in this field to have it pursue a course 
somewhat similar to that. It  does not seem to me tha t it would take 
long for them to give you an answer on tha t question, yes or no.

Then if they say. “Yes”, the question is before the committee of 
whether to call on the Council of State Governments, which was the 
instrumentation of the views in the Motor Boat Act and to set up the 
machinery to do this.

If  the committee feels that time does not permit  this, tha t is a 
judgment decision that  the committee has to make.

I just  wanted to c larify  the position of the Department in making 
that  suggestion. And I apprecia te this opportunity.

Mr. Schenck. May I make a comment there ?
Air. Roberts. Jus t one minute. I want to say that I appreciate very 

much your comment. I thin k tha t we have here a little different 
situation  because I  think the  States already have the power, certainly, 
in purchasing their  own equipment, to insist tha t certain mnim um 
standards of safety be met. And I wanted to simply say that  the 
Federa l Government should have the same right to prescribe certain 
minimum standards be included in the cars purchased for its em
ployees as the States do at the present time.
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Mr. Schenck. Mr. Chairman, I am sure tha t Mr. Johnston will 
agree tha t in many instances refer ring these matt ers to what you 
referred to as a committee is often a fa tal accident because that is the 
end of it.

Mr. J ohnston. I can agree with th at; yes, sir.
Mr. Schenck. And I wanted to call your at tention to the fact tha t 

these two bills which are before the Congress, one as the chairman 
has well pointed out suggests tha t the Federa l Government should 
take the initiative  and the lead and to furnish the leadership in re
questing the use of safety devices on federally owned automobiles th at 
are available; therefore, the Department of Commerce would have a 
responsibility  to determine the effectiveness of those items.

In  bill number H.R. 903, th at goes to a little  different situation, in 
that i t applies to interstate  commerce.

Mr. J ohnston. If  I might inte rrup t 1 minute. My comments on 
this  reference to intergovernmental relations are not applicable to 
the 1341 bill. I was not suggesting—I did not mean to suggest that 
tha t bill be referred to this committee.

Mr. Schenck. I am glad to have you say t hat  because I am sure 
you wanted to clear that.

Mr. J ohnston. I am so rry tha t I gave you th at impression. That  
bill, it seems to me, is solely within the province of the Federal Gov
ernment. I have no question about that.

Mr. Schenck. The provisions of II.R. 903 and the provisions of the 
exhaust gas bill tha t I offered and which was enacted into law last 
year go to intersta te questions. Those are questions in which this 
committee and other committees of the Congress are very much in 
accord, I  think, in thei r thinking and planning and the ideas behind 
them, because, certainly, automobiles tha t are sold, being in interstate 
commerce, are subject to prop er regulation.

The idea of compacts of States  to work out safety matters of uni
form traffic codes, would be very helpful, but th at again depends upon 
this interdepartmental or intergovernmental, tha t you speak of.

Mr. J ohnston. If  I may make a comment here. I agree with you 
100 percent, but you do have the  responsibility in the intersta te field— 
and automobiles are in interstat e commerce—I think  if we were 
star ting from the beginning before automobiles had developed the way 
they have, before conditions had developed as they have, you would 
go at it directly from the Federa l level, but these conditions have 
been built  up in which the States  have traditionally exercised these 
safety  responsibilities.

I am not saying th at that is necessarily the best way to do it. I am 
just  saying that  is the way it has built up. And when you go to 
change that,  i t seems to me it  might be palatable and you might get 
bette r cooperation all along the line i f recognition were taken of th at 
fact in the process of forming Federal legislation.

I would, also, add—and this  is my personal view—that  you do 
need a Federal law on the  matt er in order to encourage the States to 
do what is necessary to conform with it. For instance, the boating 
law says, i f you do this, then it is your baby. If  you don’t do it, then 
we are going to do it. And th at is an approach.

Mr. Schenck. I am glad to have your comment. On the exhaust 
gas situation, for example, because of  the lack of Federa l action on
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this , the St at e of  Ca lif or nia did take action.  I f  St at es  th roug ho ut  
the  N at ion develop dif fer ent kind s of reg ula tio ns , then  you  will  have  
a tine tim e of meetin g all  of  the se reg ula tions , th at  is, the  manufac
tu re rs  wil l. Th e Dep ar tm en t of  Commerce is the place,  it  seems to 
me, which should  be on top  of  thi s, in an effort  to be of  assi stance, 
no t only in the  field of safe ty  bu t to the m an uf ac tu re rs  and to the  
dea lers a nd  to  th e service  p eople  t hr ou gh ou t the Na tio n.

Mr. J ohnston . I ge t the  impre ssion th at  we are, ce rta in ly , not ap ar t 
in o ur  views on th is thing . I  th in k the F ed eral  leg isl ati on  w ould  have  
to encourage  an d req uir e some measu re o f u ni fo rm ity  o r you  will have  
a hodgepodge. And  a gain,  I  re fe r to the  M oto r Bo at Act  which does 
req uir e th at .

Mr. Sciien ck . Tha t is all.
Mr. Roberts. Mr. Rog ers  of  F lo rid a.
Mr. Rogers of Flor ida. I  am  sorry  I was no t here to  he ar  your 

sta tem ent, bu t I have rea d th e rep or t. Of  course, I have been a lit tle  
concern ed since we have s ta rted  in  to hearin gs  here  because the re seems 
to  be a lack of planning  on ju st  w ha t actio n sho uld  be t aken. I th ink 
ou r De pa rtm en ts have  no t dec ided who does have the pr im ary re
spon sib ili ty to move in th is field  and  th at  is what con cerns me.

An d as the  chair ma n has indic ate d, exte nsiv e he ar ings  are  goi ng 
to be. h eld in thi s field because I th ink it is fa ir ly  im po rta nt . I  know 
all of  th e mem bers  of  th is  subcom mit tee,  many who have  been on it 
lon ger  th an  I,  and have wo rke d on th is prob lem, have been grea tly  
con cern ed th at  so lit tle  has been done on rese arch and lea de rsh ip  by 
the F ed eral  Government in safety fea ture s.

In  yo ur  repo rt here , I not ice  th at  you ind ica te th at  pro bably  the  
In te rd ep ar tm en ta l Hi gh wa y Sa fe ty  Bo ard  wou ld be a pr op er  one to 
tak e thi s m at te r up with.  Is  th a t t he  fee ling ?

Mr. J ohnston . May I  com ment?  As 1 un de rst an d it,  th at  Board  
was a uth or ize d by E xec utive or de r in Decem ber. And ris  I  und ers tan d 
it, it  has not been organized . My  r emark s, again , I say  th at  maybe— 
I  do no t have any  str on g feel ing per son ally about th at , an app roa ch 
to th is fed erall y owned veh icle  prob lem. I  rea lly  am no t tryi ng  to 
addre ss m yse lf to  that p rob lem  so much.

I th in k o ur  pos ition now, M r. Roger s, i s th at  G SA  ha s t hi s au thor ity  
and res ponsibi lity , th at  i f the y could exercise it to the sat isf ac tio n of 
th is  committee; they could .

Now, if  the y do not , then  the com mit tee will  have to  tak e its  own 
action.

Mr.  Rogers of Flor ida.  Her e is wh at I want to  k no w : Is  it your 
fee ling then  th at  it sho uld  be GS A who det erm ines the sta nd ards?

Mr. J ohn ston. For fed erall y owned vehicles,  yes.
Mr.  Rogers of Flor ida.  In  ot he r words, the y should  be the  ones to 

do the  research and to de ter mi ne  wha t pa rt icul ar  sa fe ty  fea tures 
sho uld  be included  ?

Mr. J ohnston . I do not know th at  they are  equ ipp ed fo r th at .
Mr. Rogers of Flor ida. Who  sho uld  do th at , in yo ur  opinion ?
Mr. J ohn ston. As we say  he re,  the  eng inee rs, the  societies , and  so 

fo rth , and I do n't  say th at  the Fe de ral  Government  does not  have  
res ponsibi lity  here . I don’t know.

Mr. Rogers of Flor ida. Tha t is wh at I  want to det erm ine . I th ink 
it has  been in ou r m ind  w he the r it is a prop er fun ction  of  the  Dep ar t
ment of Comm erce a nd  th e B ur ea u o f S tan dards.
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Mr. J ohnston. I, certainly, would not say that  is not so. I just 
have not thought tha t through.

Mr. Rogers of Florida. That is what I am concerned with.
Mr. J ohnston. I see.
Mr. Rogers of Flor ida. Because every Department we go to says, 

“Well, I  don’t say tha t i t is not, but I  am not saying that  it is.”
Maybe we should go to the Interdepartmental Highway Safety 

Board which was set up in December. I believe it is under HE W, but 
is not yet functioning. We do not know with whom we should deal 
on this problem. I think tha t we have not given enough attention 
to determining specifically the responsibility to get some research 
going, because this problem is growing. We had testimony yesterday 
tha t 40 percent of the deaths, 90,000 deaths, are from highway acci
dents, automobile accidents. Tha t is a tremendous sacrifice for this 
Nation to make. So much of  i t could be prevented, at least according 
to experts, if we had research and leadership in this safety field.

It  seems to me we are being very, very negligent in not heading 
up this research phase on the whole problem.

Air. J ohnston. I have no disagreement with what you say at all. 
I think we say in this statement now, I think, it is up to this committee 
and Congress to say who shall have this responsibility rathe r than 
the departments themselves. I think  that is a congressional function, 
tha t they say “This departmen t will do this,” and “that department 
will do that.”

Mr. Rogers of Florida. We have it set up in the Commerce, but, 
evidently, we don’t have it there.

Mr. J ohnston. There is no program tha t I know of. There may 
be—I am fair ly new—but I do not know of any program along these 
lines tha t is going on specifically designed for this purpose in the 
Department of Commerce.

Mr. Prisk. 'Shat would be aside from the Interdepartmental High
way Safe ty Board proposal. I t is relatively new, of course, and with 
the changing admin istration, I think there is, perhaps, some reason 
to understand why it is not operative and producing as of this date.

Actually, having worked on the production of  this  recommendation 
for the Interdepartmental Board in the study authorized by section 
117, I th ink I can say that in the background of our reasoning was the 
fact  tha t there were many Federal agencies like GSA which is a 
member of the Board, the Department of Commerce, which would 
include the facilities of the Bureau of Standards and as well as our 
interests in the Bureau of Public Roads, and HEW, who are int i
mately concerned wi th many of these highway safety efforts. There 
is no link presently of a formal nature among the group. We do need 
all of these disciplines to bear on the planning of the proper compre
hensive program for highway safety, both in terms of highway, the 
vehicle, and what may be done with respect to the driver, which is 
the most important.

Mr. Rogers of Florida. Who would be the members of the Inter 
departm ental Highway Safe ty Board?

Mr. Prisk. The members of the Interdepartmen tal Board are set 
up in the Executive order to include the Secretary of Commerce, as 
its Chairman, the Secretary of Health, Education, and Welfare, the 
Secretary of Defense, the Chairman of the Inter state Commerce Com-
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mission, the Postmaster General, and the Administ rator  of the General 
Services Administration .

I believe that  is it.
Mr. R ogers of Flor ida.  What staff do they have under the Execu

tive order?
Mr. Brisk. The staff provided under the Executive order is the staff 

provided as necessary to accomplish the purposes of the order  from 
the member representatives.

Mr. Rogers of Flor ida.  I presume tha t would be set up by the 
Chairman ?

Mr. Prisk. Presumably so, yes.
Mr. Rogers of Flor ida.  What is the  thinking  as to the size of the 

staff which would be necessary ?
Mr. P risk. I think that  this would certainly sta rt out as a planning 

staff, to accomplish the function tha t I believe you ra ther well defined 
in your own remarks a moment ago, precisely what needs to be done in 
this area of safety, where are the deficiencies and areas that  the  F ed
eral establishment, in parti cular, can be of assistance on, not only 
working independently but in its programs cooperatively with the 
States, highway, motor vehicle, police, public health  authorities, and 
all of the rest.

And with the industry, I might say.
Mr. Rogers of Florida . You do not think this could be carried out, 

for  instance, bette r in the Department of Commerce or in HE W on 
safety ?

Mr. P risk. Frankly , this  proposal, this idea fo r a single depar tment  
approach, was given a great deal of consideration before the recom
mendation was made 2 years ago for the Board. And we felt at that 
time tha t i t would be unwise to propose that the entire task, which is 
extremely complex and one that requires many disciplines, be put in 
one agency. The order tha t established the Board was circulated 
to all of the departments  concerned and there was no disagreement 
with this general philosophy that T speak to here.

Mr. Rogers of Flor ida.  Jus t offhand, you may be perfectly righ t 
and I hope we will go into some of this material. I am not going to 
proceed any further . Let  me say just one thing more.

It  is my feeling tha t you have busy men, who have been proposed 
members of this committee. You have Secretaries who have very 
definite responsibilities. To get a board together, with some staff, 
is not the  approach to a problem such as this one. I th ink you should 
separate  the effort rather  than  combine the effort. It  seems to me 
tha t this is one area where we need direct responsibility  to carry  a 
very rapid  program forw ard rather than tryi ng to try to call all of 
these Secretaries together once a month or whenever they are avai l
able, once every 2 months, to get it really going.

I t would be a surprise , it seems to me, if a multiple responsibility 
board could operate more efficiently and with grea ter results than by 
a board vested in one department and giving  it prim ary responsibility 
to that department.

Mr. Brisk. I think th at  you are entirely  correct in that it would 
be difficult, and, perhaps, impossible for these Cabinet people to 
arrive at any basis for useful work except that  the ir designation as 
a member of the group of this nature  does signi fy and does lend a
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formal outlet, you migh t say, for the staff which would operate at 
thei r behest.

Air. Rogers of Florida . To let them get toge ther and carry out what 
may have been determined by research ?

Air. Frisk. Yes.
Air. Rogers of F lorida. I can see that, but to have the responsibility 

to car ry on this program, I believe, is beyond reason. Thank you.
Air. Roberts. Thank you.
Air. Rhodes of Pennsylvania. No questions.
Air. Schenck. Air. Chairman, because of this colloquy here—and 

I have no desire to prolong this discussion—it made me wonder 
whether or not you were suggesting tha t it may be necessary to set 
up a coordinator of  Departments to pinpoint this responsibility sim
ilar  to the so-called coordinator of regulato ry agencies to reach this 
problem ?

There seems to be so much divided opinion, so much difference on 
this, I could not quite understand it. We tried to do that in the field 
of aviation, t ried to center it in one agency on the question of safety. 
1 wonder if we need a coordinator in order to coordinate?

Air. Roberts. The Chai r would certainly like to agree with the 
gentleman from Florida  and the gentleman from Ohio tha t refe rring 
this to the Intergovernmental  Highway Safe ty Board would seem 
to l>e just another way of putt ing off what needs to be done. I say 
this with all due respect for the Department . But how are we 
going to know what to do without standards? How is the procure
ment agencies going to know what to buy in cars except for certain 
obvious safety devices such as seat belts ?

AVe have no crite ria laid down in the departments,  that is true. 
GSA will contend that they could properly prescribe these standards. 
AVe know tha t the ceilings as to the cost will have to be lifted to allow 
1 hem to take bids for, perhaps, more costly cars.

Il seems to me, based on my experience since I  have served in Con
gress, that the best way to get rid of a problem and not to do much 
about it, is to refer  it a board or commission. I think that the 
people have been kept waiting long enough for these devices which 
we believe will save lives. And I think  that  in the Department of 
Commerce there is already a group that is perfect ly capable of de ter
mining whether or not a device or design change lends to safety in 
the car. If  the Department of Commerce does not want th at respon
sibility, if they do not. want to do anything about it in the Bureau 
of Public Roads—and I am speaking only for myself—I will be will
ing to sponsor action to put it in another department where it will 
be exercised.

AVe do have, T believe, and will see this week, a t least, one depa rt
ment that  is willing to take the responsibility to give what, to me, 
is a minimum amount of safety in vehicles.

I am not famil iar with the Board mentioned. Nobody has told 
me anything about it being organized. This committee has not been 
consulted. It  has not been advised or asked to do anything about it, 
either, in an advisory capacity or otherwise. How could this com
mittee be willing to shirk  its responsibility and turn  over this im
portant matte r to a committee or commissioin or board or whatever 
you call it, if it is not functioning and nobody knows when it will 
function ?
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I want to be perfectly  fa ir to the Department of Commerce. I 
realize tha t you people are new on the job. You have a lot of prob
lems. But I would appreciate it very much if you gentlemen would 
go back and reexamine this problem and  see if you can come up with 
a l ittle better answer than try ing  to refer it to a board or commission 
that nobody seems to know much about.

That is all I have. Is there anyth ing further ?
Mr. T homson. No questions.
(The safety program guide follows:)

[R elea se  No. 2 3 ; Iss ue d Mar . 17, 1961]

U.S. D ep artm en t of  Comm er ce— O ff ic e  of Ad m in is tra tiv e  O pe rati ons, 
Safe ty  an d  M otor  Ve h ic le  D iv is io n

sa fety  progra m gu ide

Subject; Seat belt program.
Purpose: To prescribe actions, beginning during the month of April 1961, to se t 

up a  program for the insta llation and use of automobile s eat belts.

BACKGROUND

Research in recent years has shown conclusively that  the use of seat belts in all 
cars could greatly reduce the number of deaths and injuries on our streets  and 
highways. The proven value of sea t belts has been reflected in heightened in
terest  in this  safety device in both the legislative and executive branches of 
Government. The Secretary of Health , Education, and Welfare is actively pro
moting the use of seat belts. The Secretary of Labor has  urged all Government 
agencies to install and encourage th e use of belts in support of recommendations 
made by the Federal Safety Council.

It is appropria te tha t the Department of Commerce, with its special responsi
bilities for highway safety, should take the lead in advancing th is vital program.

POLICY AND SCOPE

It  is the policy of the Department of Commerce to—
(1) Insta ll seat belts and requi re their use in all official vehicles except as 

stated below; and
(2) Encourage the installa tion and use of seat  belts by employees in their 

priva te cars.
Limitat ions and exceptions

1. The requirements of this  program guide are  limited to Department of Com
merce activities in the continental United States.

2. When the purchase and insta llation of seat belts would cause the total price 
of an official passenger car to exceed price limitat ions set by law, such vehicle is 
excluded from the requirements of the program.

ACTION STEPS
General

1. April 1961 has been designated Seat Belt Month throughout the Department. 
Field programs should begin as early as possible in April but may continue into 
May if necessary.

2. The Secretary will announce th e program by memorandum to a ll employees, 
to be released about March 24. Bureaus should consider supplementing this 
notice by appropriate memorandums from bureau or office heads.
Installation o f seat belts in official cars

1. Insta llation of seat belts in official vehicles should be started in April and 
extended to include all vehicles not excepted from the program as rapidly as 
budgetary and other limitations permit.

(o) Seat belts shall meet Federal Specification JJ-B-185a.  Belts are 
included in the Federal supply schedule, FSC Class 2540. The cost is $3.40 
each in small quantities.
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(ft) The General Services Adm inis trat ion will furnish and inst all seat 
belts in GSA cars assigned to t he  Department upon request to the appropr iate  
moto r pool official. GSA motor pools will bill the  requesting  agency directly 
for the  scheduled price  of the  b elt plus ins tallatio n cost.

(c) The number of be lts to be installed in each car will he determined on 
the  basis  of use, the  minimum ins tal lat ion  consisting of belts  for the driver 
and one fron t seat passenger. Cars which are customarily  used for tra ns 
port ing passengers in the back sea t will be equipped with  a belt for  each 
passenger.

Promotion of seat belts for private cars
1. Dur ing the  month of April, employee intere st should be stimulate d by 

posters , public ity in bureau or  employee associat ion publica tions, specia l bulle tins, 
and dis tributio n of informational lit erature on the  subjec t of sea t belts. The 
booklet, “Seat Belts Save Lives” is being provided bureaus by the  Depar tmen t for 
dis tributio n to employees. Ano ther  booklet, “Seat Belts—Safe or Haz ardous?” 
has  been provided for dis tributio n to key employees.

2. Wherev er possible, employee meetings should be held to acquaint all per 
sonnel with the safe ty value  of sea t belts. Such meetings will provide an 
oppo rtun ity to dis tribute  litera tur e, inform employees of sources of supply, and 
urge the  e arly  installa tion  of belt s in priv ate  cars. A film showing the value of 
belts  as proven through cras h rese arch is available to bureaus from the Depar t
ment’s Safety  and Motor Vehicle Division and should be fea tur ed  at  employee 
meetings wherever feasible. (Meet ings for employees housed in the Main 
Commerce Build ing in Washington will be arr anged in collaboration with bureau 
officials by the  Safety an d Motor Vehicle Division.)

3. Arrangem ents  should be made, wherever possible, fo r employees to purchase 
sea t belts and  have them installed at  a favorable price, by suggesting to local 
sources  of supply that  they coop erate  with  the Departm ent in thi s effort.

(Note.—In making an y such arrang ements, bure au officials must be sure that  
belts  offered meet Federal Specificat ion JJ- B-185a and Society of Automotive 
Engineers requirements. )

(a ) For  approxim ately  6 weeks  beginning April 10, belts  of an approved 
type will be offered for sale in Commerce-occupied buildings in Washington, 
D.C., a t vending stan ds ope rate d by the Wash ington  Society for the Blind. 
At the  National  Bureau  of Standards hea dqu arte rs and at  Suitland, Md., 
bel ts will be offered for  sale  by the  concess ionaire  at  the  cafe terias. The 
pric e in each case will be $6.50 per belt.

(ft) Persons who wish to make the ir own instal lat ion  of belts will find 
simple inst ruct ions  for doing so in each package. The price  for  installat ion 
at  most service stations  and garage s in the  Wash ington  are a is $1.50 to $2 
per  belt, with  some price  varia tio n depending upon the make and model 
of the  car.

MA TERIA LS A VAI LAB LE FROM THE SAFE TY  A ND  MOTOR V EH ICL E DIV ISION

1. “Seat Belts—Safe or Hazardou s?” For  dist ribu tion  to key personnel. 
(Supplies  sen t to  bureau sa fety  officers March 10.1961.)

2. “Seat Belts Save Lives.” For  d istr ibution  to employees, p refe rab ly at meet
ings. (Will be sent to sa fety  officers about  March 24.)

3. “Safety Through Seat Bel ts,” cra sh resea rch film. A copy of this  film will 
be furnished  to each major bureau  for  circulation during April , and  early May 
if requ ired.

4. Tabletop  exhibit . For  use a t employee meetings. (May be reserved upon 
requ est f or use in the W ashington ar ea  only.)

Mr. Roberts. Thank you, gentlemen.
Mr. P risk. Thank  you.
Mr. Roberts. Our next witness is Mr. Kar l M. Richards, manager 

of the  Automoblie Manufacturers Association, Field Services Dep art
ment; accompanied by Mr. Ralph H. Isbrandt, chairman of the 
AMA’s Engineering Advisory Committee and director  of automotive 
engineering, American Motors Corp.; and Mr. William F. Sherman, 
manager of the AMA Engineering and Technical D ata Department.
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STATEMENT OF KARL M. RICHARDS, MANAGER, FIE LD SERVICES
DEPARTMENT, AUTOMOBILE MANUFACTURERS ASSOCIATION;
ACCOMPANIED BY RALPH H. ISBRANDT, CHAIRMAN OF AMA’S
ENGINEERIN G ADVISORY COMMITTEE, AND DIRECTOR OF
AUTOMOTIVE ENGINEE RING, AMERICAN MOTORS CORP.; AND
WILLIAM  F. SHERMAN, MANAGER OF THE AMA ENGINEERING
AND TECHNICAL DATA DEPARTMENT

Mr. R ichards. Mr. Chairman and members of the committee, I  am 
Karl M. Richards, representing  the Automobile Manufacturers Asso
ciation. I should like to introduce two gentlemen accompanying me: 
Mr. Ralph  II. Isbrandt, director, automotive engineering, American 
Motors Corp., and chairman o f the AMA E ngineering Advisory Com
mittee; and Mr. William F. Sherman,  manager, engineering and tech
nical departmen t of the AMA.

The motor vehicle manufacturers appreciate this opportuni ty to 
meet with you again and to p resent  our views on the three bills under 
consideration, H.R. 2446, H.R. 1341, and H.R.  903, at  th is one appear
ance. This  is more th an a mat ter of convenience to us. Since there 
is some interrelationship in these bills, our presentation can be more 
concise than if  separate appearances were made.

We would like to make several recommendations which we believe 
will be constructive.

Through our previous contacts with this committee, including its 
visit to the automobile manufacturers’ research and testing facilities 
in 1956, we appreciate  your  deep concern with public safety and your 
interest in all matters rela ting  to  traffic safety. We also believe that  
through your explorations and studies of the many facets of  highway 
safety you are aware of the motor vehicle manufacturers’ desire to 
continue to build ever safer  motor vehicles and of the research and 
testing facili ties employed for th is purpose.

You also know of the activities of both the Automobile Manufac
turers Association and our individual member companies in other 
phases of traffic safety, including cooperation wi th Sta te officials and 
with Federa l agencies such as the Inte rsta te Commerce Commission 
and Bureau of Public Roads.

Now’, with reference to H.R. 2446:
The motor vehicle manufacturers are aware of the conditions tha t 

this bill is designed to correct and we are in complete agreement t hat  
there is a need to protect the public from the sale and use of sub
standard  and dangerous hydraulic brake fluid.

It  is our opinion th at the Federal Government can make a  definite 
contribution toward this objective. Before making our recommenda
tions, we should like to outline briefly what has been done and what 
is now being done by industry  and by the States to control the sale and 
use of such brake fluid.

THE SAE STANDARD FOR HYDRAULIC BRAKE FL UIDS

Automobile and brake engineers are aware of the special qualities 
hydrau lic brake fluid must possess re lating  to its bo iling point, freez
ing point, viscosity, and corrosive action on the components of the 
hydrau lic system—rubber hoses and connections. Therefore, to in-
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sure the use of reliable brake fluids, the automobile manufacturers 
requested that  the Society of Automotive Engineers develop an SAE 
standard  for hydraulic brake fluid.

Fift een years ago the Society of Automotive Engineers adopted 
such a standard. This included a heavy duty specification (TORI) 
and a moderate duty specification (70R2). It  was determined tha t 
either fluid would be satisfactory  for safe operation of hydraulic 
brakes in use. at tha t time.

The SAE Hydraulic  Brake Fluids  Committee was made up of 
qualified individuals drawn from the brake fluid m anufacturing in
dustry, the brake manufacturing  industry, the motor vehicle manu
facturing industry and the. Federal Government.

In  1958, the Society of Automotive Engineers, afte r considerable 
study, determined that, the brake fluid specifications should be revised 
to meet the needs of new brake  designs. The moderate brake fluid 
specification designated 70R2 was deleted, and a heavy duty specifi
cation calling for a boiling po int higher than tha t of 70R1 was added 
and designated as 70R3.

This  change is a definite upgrading in the quality  of brake fluids 
recommended for use in vehicles manufactured subsequent to 1958 
and in the quality of permissible replacement fluids. The SAE 
specifications are subject to periodic change as warranted.

A list of the current SAE committee members and a copy of the 
current SAE Standard and Recommended Practice are attached as 
exhibits A and B.

The motor vehicle manufac turers have always used SAE standard 
brake fluids in all original equipment. In the replacement field, how
ever, some fluids do not meet the SAE s tandard.

In  one notable example, immediately following World  War  II , 
considerable surplus aviation brake fluid made with a petroleum base 
for use with plastic hoses and connectors came on the market. The 
fluid caused brake failures by deterioration  of  rubber brake parts.

State officials were encouraged bv the  manufacturers of brake fluid, 
brake components, and motor vehicles to recognize tha t there must be 
some regulation of the sale of brake fluids.

THE UNIFORM VEHICLE CODE PROVISIONS ON HYDRAULIC BRAKE FLUID

The first State sta tute regulating  brake fluids was enacted in 1953 in 
Minnesota. The Automobile Manufac turers Association testified 
in favor of this  bill. And I spoke to the legislature in St. Paul.

To proceed: Following Minnesota experience in  administering  this 
law, the  AMA requested the  National Committee on Uniform Traffic. 
Laws and Ordinances to develop a brake fluid provision as a model 
which could be recommended for adoption by all States.

Aft er thorough consideration, section 12-305, which reads as fol
lows, was incorporated into the Uniform  Vehicle Code in 1956. I 
thin k this language is significant, so I will read i t :

(a ) The term “hyd raulic brake fluid” as used in this section  shall mean the 
liquid  medium through which force is transm itte d to the brakes  in the hydraulic 
brake system of a  vehicle.

(b) Hydraul ic brake  fluid sha ll be dis tributed and serviced  with  due regard 
for  the safety of th e occupants o f the  vehicle and th e public.
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(c ) The  (d ep ar tm en t or off ici al)  sh al l, a ft e r pu bl ic  heari ng  fo llo wing du e 
no tic e, adopt an d en fo rce re gu la ti ons fo r th e adm in is tr a ti on  of  th is  sect ion an d 
sh al l adopt an d pu bl ish s ta n d a rd s  an d spec ifi ca tio ns  fo r hydra u li c  br ak e flu id 
wh ich  sh all  co rr el at e w ith , an d so fa r  a s pr ac tica bl e co nform to,  th e  th en  cu rr en t 
st an d a rd s and  sp ec ifi ca tio ns  of  th e  So cie ty  of A utom ot ive E ngin ee rs  ap pl ic ab le  
to  suc h flu id.

(d ) No pe rson  sh al l d is tr ib u te , hav e fo r sa le,  off er fo r sa le , se ll or se rv ice 
an y ve hicle w ith  an y hydr au lic b ra k e  flu id un less  it  co mpl ies  w ith th e re quir e
m en ts  o f t h is  sec tio n.

ST AT E ST AT UT ES  REGULATI NG T1I E SA LE  OF  BR AK E FL UID S

Sin ce 1953, 27 State s and th e Dis tri ct  of  Col umbia  hav e enacted  
sta tu tes regu la tin g the  sale of  bra ke  fluids. The se stat ut es  are  sub
stan tia lly  unifo rm , and  in each case eit he r the stat ut e or  the  adm ini s
tra tiv e regu latio n requires confo rmanc e to SA E spec ifica tions. Th e 
mo tor  vehicles  reg istere d in the se Sta tes  constitu te mo re than  two- 
th ird s, or  68.7 percen t, of  the to ta l reg istere d in the Uni ted Sta tes .

The se State s are  lis ted  below acc ord ing  to the years  in whi ch thei r 
sta tu tes w ere e nacted.

Y ea r 1953 : Minne so ta.
Yea r 195 4: New  J er se y.
Yea r 1955: Cal ifor ni a,  N orth  C ar olina,  an d Te nn essee.
Yea r 1 956: Ge org ia,  M issis sip pi , an d  So uth Car ol in a.
Y ea r 1 957: A rk an sa s,  Oklah om a,  Pen ns yl va ni a,  a nd  T ex as .
Y ea r 19 58 : Alask a,  D is tr ic t of  C olum bia.  Lou is ia na , an d V irgi ni a.
Yea r 19 59 : D el aw ar e,  F lo ri da,  M aine , New  Yo rk,  Con ne ct icut , W isco ns in , an d 

Alaba ma.
Y ea r 1960: Rh od e Is la nd,  A rizo na , M as sa ch us et ts , K en tu ck y,  and Michiga n.

I call  y ou r a tte nti on  to the  f ac t t hat  the  nu mb er is in creasing.  Bi lls  
to regu la te  the sale of bra ke  fluids are  now’ pend ing  in  fo ur  a dd ition al 
St ates : Ohio, Colo rado, Kan sas and New’ Ha mp shire .

I t  w ill mean, if  these bill s are passed in these S tates,  t ha t 78 p erc ent  
of  t he  vehicles  in the  Un ite d St at es  w ill be cove red by these sta tutes.

To  enc ourage  the  enact me nt of  such leg islation  by all  the Sta tes , 
the a utomobile  manufac turers  have m ade a co nti nu ing  eff or t to sup ply  
in fo rm at ion to St ate officials an d leg islato rs rega rd ing th e prob lem 
of  s ub sta nd ard fluid. I pe rso na lly  have  appeare d in, pro bably more  
th an  20 St at e leg islatu res  to su pp or t the  enactment of  these sta tutes.  
Th e vehicle  man uf ac tu rin g in du st ry  also has  made such inform ati on  
availabl e to d ealers  and other  service outlets .

The St ates  which have take n leg isla tive act ion  have employed 
the SA E stan da rd  as a cr ite rio n and  made use of  the  terminolog y 
of  the  Un ifor m Veh icle Code. Th e legisla tion  enacted  has been imple 
mented by var iou s typ es of  regu la to ry  action, which of  necessi ty has 
inc luded insp ect ion by St ate officials of  stock fo r sale by serv ice  outle ts.

The deg ree  of  effectiveness al read y achieved by ex ist ing  S ta te  r eg u
lat ors’ p roc edu res  is ind ica ted  by surveys conduc ted by the Chemical 
Sp ecial itie s M an ufac turers A sso cia tion, which show a m ark ed  decrease  
du ring  rec ent  yea rs in the volume  of  subs tan da rd  fluid shipp ed  by 
the r ep or tin g p roducers.

RE CO M M EN DATI ON FO R FEDE RA L ACT IO N

In  ou r opinion , the re is one special  area in whi ch Fe de ra l act ion  
could be mo st he lpf ul  to the  Sta te s’ efforts  to com bat  the  sale  of  sub 
sta nd ard brak e fluids. Ce rta in charac ter ist ics  o f b rak e flu id produc ts 
make the prob lem  of r egula tio n di fficul t.
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First, the quality of brake fluid compounds cannot easily be deter
mined or identified at point of sale o r a fter installation.

Second, it is a type of product th at is relatively easy to manufacture 
on a local basis and ship from State to State.

In  regard to these problems peculia r to the regulation  of brake 
fluid, we feel tha t the Federa l Government can take action which 
will effectively support the efforts under way at the State level.

However, we believe such F ederal support could be accomplished 
best by amending H.R. 2446, or by offering a substitu te bill which 
would in effect:

1. Define hydraulic  brake fluid as a substance which meets the 
minimum specifications indicated by the SAE 7OR standard.

2. Require that  all containers for hydraulic  brake fluid be properly 
labeled as to the par ticu lar SAE 7OR specification with which the 
contents comply.

3. Make it illegal to ship in inters tate commerce any brake fluid 
not labeled as prescribed above.

Tha t is our recommendation with  respect to the brake fluid bill.
Now, as to H.R. 1341: In respect to H.R. 1341, the primary intent 

of this bill is, first, to provide maximum safety protection to passen
gers in federally owned vehicles, and, secondly, to set a national 
example for  the public that would encourage g reater use of available 
proven safe ty devices.

We certain ly concur with these objectives. In July 1959, we in
vited this  committee's attention to the fact tha t every vehicle-using 
branch of the Federal Government now purchases its vehicles to 
specifications. Specifications for safety equipment remain a natural 
par t of these purchase orders, With technically competent personnel 
and adequate facilities for developing nationally  recognized pe rform
ance standards already available to offer guidance, we suggest tha t 
it would not be necessary to require tha t the Secretary of Commerce 
independently develop and impose standards on safety devices.

Our position in 1959 was supported by departments of the Federal 
Government most closely concerned with the purchase of vehicles. 
These include the General Services Administ ration, the Department 
of Defense, the Department of Commerce, and the Bureau of the 
Budget.

OUR R ECO MM ENDATIO N FOR FEDERAL ACTION

However, because the motor vehicle manufacturers do see consider
able merit in the intent of H.R. 1341, we would like to suggest what 
we consider a more practica l route to the achievement of these ends.

We feel that  the aims of the bill would be accomplished most effec
tively were it amended to direct the Secretary of Commerce to develop 
recommended procedures for procurement of Federal vehicles incor
pora ting a selected l ist of available proven safety equipment as the 
Secretary of Commerce deems appropriate.

To implement this directive, the legislation should au thorize estab
lishment of an Automobile Procurement Advisory Committee on 
Safety Equipment composed of technically qualified and  experienced 
automotive safety engineers and safety specialists from Government 
and nat ionally  recognized organizations.
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Among the organizations  represented on this committee might be 
such Federal Government agencies as the Bureau of Public Roads, 
Inte rsta te Commerce Commission, Department of Defense, and the 
General Services Administ ration; such interstate  agencies as the 
American Association of Motor Vehicle Administ rators; and such 
professional organiza tions as the Society of Automotive Engineers, 
the American Standard s Association, the  American Society fo r Test
ing Materials, and the American Society of Mechanical Engineers.

Such an advisory committee, similar in function to those employed 
by other branches of the Federal Government could assist the Secre
tary of Commerce in applying  present knowledge and standards to 
Government procurement,  help initiate the development of needed 
additional standards by appropria te bodies and help keep both pres
ent and new standards up  to date as technological advances are made.

Turn ing now to H.R. 903: H.R. 903 is essential ly the same as H.R. 
772 of the 86th Congress, on which testimony was presented by the 
AMA on .July 8, 1959. We reiterate the objection stated then, tha t 
such legislation would be both impractical and unnecessary.

This legislation would place in the hands of Federal authority the 
responsibility for p rescrib ing certain standards for motor vehicles and 
equipment without rega rd for the fact that many safety character
istics of an automobile are  so basically and intimately involved with 
all o ther features of design and performance that isolating  them from 
these other features is not practicable. The grea t variety of types of 
cars being produced is a fur the r barrie r to workable standardization 
in th is area.

Among the items enumerated in TI.R. 903 about which we desire to 
comment ar e:

1. Speed governors and horsepower limitations : These subjects were 
discussed and demonstrated to members of the committee at automobile 
company proving grounds during visits in 1956. The demonstrations 
and facts made available then indicate tha t speed governors and 
horsepower limitations are not safety improvements. Speed control, 
as such, of course, is an appropriate safety measure, but the situation 
has not changed with rega rd to  these proposed solutions. Prevention 
of excessive speed is essentially a matter of driver control through 
enforcement and educational measures.

2. Safe ty padd ing: This  equipment is available in all cars, and is 
increasingly being accepted as a desirable fea ture by many motorists. 
We have submitted technical information for your committee record 
on previous occasions, such as Ju ly 8, 1959. To accomplish the objec
tive of reduction of crash injuries, we must consider the design of 
the complete structure as well as the nature and applications of 
padding. The latter is therefore not susceptible to consideration as 
an isolated item in terms of the end result sought.

3. Steering and other vehicle controls: The design of these basic 
components of vehicles is integrated with the design of the complete 
vehicle. Therefore, standardization of such items separately  is not 
practical.

4. Bumpers, fenders and other shock-absorbing equipment: Shock
absorbing capabilities of the vehicle are determined by overall design 
rath er than tha t of individual components. Item-by-item standard i
zation is therefore impract ical.
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5. Headlights and other ligh ts: Approximately 36 pages of light 
ing standards have been promulgated and published by the  Society of 
Automotive Engineers. They have been developed by the automobile 
indust ry in cooperation with the American Association of Motor Ve
hicle Administrators  (involving State and Federal partic ipation) 
and the lamp manufacturing  industry . Lighting equipment is under 
rigorous control by the States and the Intersta te Commerce Com
mission. The controls include initial  testing of prototypes, sample 
testing of production items, formal approval of States afte r review 
of reports by independent laboratories , marking and labeling for 
identification of approved types, and periodic inspection during  use.

6. Brakes: Brakes are subject to performance requirements stated 
in the Uniform Vehicle Code and  by the ICC. Component parts have 
been covered by SAE standards  for many years.

7. Aids to visibility, including rear  vision mirrors: There are now 
standards on glazing materials, State regulations on vis ibility factors, 
and State requirements on mir ror installations. An SAE  committee 
is concentrat ing efforts on fur the r improvements of rear vision. 
Technical reports are made at intervals to the AAMVA Committee 
on Engineering  and Vehicle Inspection.

8. Tires: Performance and durab ility of tires have been greatly  
increased over the years. Tire  problems today are mainly concerned 
with improper use, maintenance and replacement.

On most of the foregoing items, the need for inspection and main
tenance is very important. Possibly the greatest mechanical safety 
problem today is the lack of adequate maintenance by owners. Auto
mobile manufacturers constan tly promote good maintenance by in
corporation of information in owners’ manuals, educational campaigns, 
mechanic tra ining,  dealer maintenance programs and endorsement of 
State legislation for periodic inspection. As a special effort, auto
mobile manufacturers and dealers—through the Auto Industries 
Highway Safety Committee—attempt each year  in voluntary safety 
checks to encourage proper maintenance by owners in jurisdictions 
where no State inspections are required.

For reasons enumerated above, we oppose II.R. 903. Furthermore, 
going beyond the specific proposals of this partic ular  bill, it is our firm 
conviction that the progress of vehicle safety, and the public interest 
generally, will be be tter served by the procedures now in effect, pro
cedures which continue to grow in effectiveness. Federal control 
over motor-vehicle design and engineering standards, in our opinion, 
would retard  progress in this vital field.

THE NATURE OF EN GINE ER ING STANDARDS

We are pleased t hat  members of this committee are aware of the 
importance of adequate standards for safety  equipment. In consider
ing legislative proposals such as those being discussed here today, 
we feel it is important to have a c lear understanding of the meaning 
and application of engineering standards.

We should like to take a few moments in closing our presentation 
to discuss the basic concept of engineering standards and their  impli
cations to regulatory measures.
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The automotive indus try initiated, shortly aft er 1900, the concept 
of engineering standards employed throughout  American indust ry 
today. Basically, the concept is that  an engineering standard should 
spell out performance requirements rather than  design details and 
tha t s tandards should be volun tarily developed and applied , with the 
way l eft  open for improvement or change in response to competitive 
technological progress.

The indust ry established the principle  tha t independent, profes
sional engineering societies provide an ideal way for the voluntary 
exchange of information, and ideas about solutions to engineering 
problems, with the incorporation  of the best available knowledge into 
documents called standards.

This course was selected when the industry trade association dis
banded its own standards committees and based its work primarily 
on SAE standards.

From the beginning, it was obvious that these standards could not 
be written  ahead of the time th at sound engineering practices develop 
in a par ticu lar Held. Attempts  to prescribe an idea or design by 
writing a standard  is not practical.

Standardiza tion committees in technical societies are composed of 
highly qualified and experienced engineers, selected to provide a cross 
section of essential talents and knowledge. In many instances, Gov
ernment engineers serve on these committees. Thus, when standards 
are adopted by industry and Government, there is assurance that  full 
consideration lias been given to all aspects of the problem. We attach 
for the record lists of committee members dealing with standards for 
several kinds of automotive safety equipment.

Technical society standards committee personnel  have, in addition 
to road experience, a comprehensive knowledge of indus try technical 
practices, wide acquaintance with industry  research and development 
potentials, and extensive testing facilities.

In  order  for a Government agency to  write workable automotive 
standards, an extensive duplica tion of such indust ry background and 
facilities  would be required, with  the best resu lt t ha t could be antici
pated being a virtua l duplication of s tandards already available and 
in use.

These standards have been developed and are constantly being 
reviewed by such groups as the American Society for  Testing Mate
rials, the American Society of Mechanical Engineers, the American 
Standa rd Association, and the  Society of Automotive Engineers.

The various Federal and Sta te agencies, including the Department 
of Defense, the Federal  A viation Agency (for av iation components), 
and State  motor vehicle administrators, rely on them. The automobile 
industry itself depends upon the same standards in its own design 
and engineering programs.

SUMMARY

Gentlemen, we conclude our  testimony on these three bills with a 
reiteration  of our appreciation for the opportunity to tell you our 
views. We would like to summarize these.

With respect to II.H. 2446 on hydraulic brake fluids, we believe that  
the existing  standards and procedures in the States  take care of a 
major part of the problem of  controlling the distr ibution and use of
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substandard brake fluids. However, we do see an area in which the 
Federa l Government has a unique and important function helpful to 
State  administrative  and enforcement activities. We believe this 
function could best be fulfilled by amending H.R. 2446, or by offering 
a substitute bill, to provide for Federal labeling requirements to 
reinforce the State efforts.

With respect to H.R. 1341, we concur with the objective of including 
the purchase of proven available safety devices on Government- 
operated vehicles. However, we do not believe it is necessary or 
desirable to provide for the establishment  of standards for such 
devices by the Secretary of Commerce.

We recommend instead that an Advisory Committee on Safety 
Equipment be established to develop recommended procedures to guide 
Federa l agencies in procurement of such safety equipment. We pro
pose the modification of H.R. 1341 to include this suggestion.

With respect to H.R. 903, we are  opposed to this bill because we do 
not endorse the principle of mand ating  Federal standards on motor 
vehicle design. In our opinion, this is impractical and unnecessary.

AC TION S ON  SE AT-B ELT IN ST ALLA TIO NS

At our last meeting with your committee, you expressed consider
able interest in seat belts and the ir attachments. It  was generally 
agreed tha t there was need for a seat belt public education program. 
We also advised that we were seriously considering the development 
of methods to facilita te belt attachment.

We would like today to report to your committee on action taken 
by vehicle manufacturers jsince tha t time with regard to seat-belt 
installations .

As you know, an educational campaign on the value of seat belts 
has been undertaken, sponsored by the U.S. Public Health Service, 
National Safety  Council and American Medical Association.

Vehicle manufacturers are cooperating in this campaign, through 
such actions as distr ibuting television films and other materials, in
cluding millions of copies of supporting booklets. Seat belts are also 
being installed in driver  tra ining cars loaned to high schools under 
manufacturer -dealer  cooperative programs.

Because of the current uptu rn of public interest in seat belts and 
to make it  easier and less expensive for motorists to install seat belts, 
the manufacturers will provide seat-belt anchorages for the front seats 
of 1962 model cars, in addition to identation of location points on the 
floor struc ture for rear-seat anchorages.

We believe that  these actions will stimulate fur ther  interest in seat- 
belt installations and use, and hope tha t many more motorists will be 
encouraged to use this safety equipment.

Mr. Roberts. I note tha t you recommend H.R. 1341 and H.R. 2466.
Mr. Richards. Tha t is correct.
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I  should  like,  p ar tic ul ar ly , t o inv ite  you r at tent ion to  the  d iscussion 
rel ati ve  to  the  s tan da rds, wh ich  is i n t he  n atur e of  eng ine er ing stan d
ards. Th is,  Mr. Ch air ma n, ap pe ar s to be a subjec t not too well un de r
stood an d it  is one of such  gre at  impor tance,  an d it does en ter into 
the  considera tion of all of thes e thr ee  bil ls and  we w ould l ike  to  recom
men d t hat be g iven  ca ref ul s tud y.

An d the n, if  I  migh t conclude wi th one observat ion , I  not e from 
your  prog ram th at  you hav e lis ted  a witness to discuss the  m at te r 
of automobi le saf ety  gla ss. And  I  might  point  ou t t hat  th is  is a prob 
lem th at  we have been de ali ng  wi th fo r abo ut 4 y ears now, and bill s 
have been pre sen ted  in ove r a dozen S tates.  An d a ft er  de mo nstra tions  
have been given to the  mem bers  o f the  leg islatu res  in  these Sta tes , b ills  
were int roduced  that , af te r we ha d ha d an op po rtu ni ty  to presen t the 
fac t, they had been kil led  in each State , or no t being acted on a t t hi s 
time . So we w ould l ike to ask  if  yo u have a ny qu esti ons  w ith  resp ect 
to automobi le saf ety  glass th at we be given an op po rtun ity  to br ing 
in the  man ufac turers  o f safe ty  gla ss and the  g lass exports , to pre sen t 
the  facts  to you.

Mr. Roberts. Tha t will  have  to  be af te r the glass people have  
have test ified, when we m ay have  some questions on th at . We  do not 
know at  the pre sen t t ime  what they  will say.

Th an k you  very  much fo r yo ur  sta tem ent , Mr.  Richard s. I  notice 
th at  you make refe rence to  th e fa ct  th at  the  indu str y has agr eed  to 
supp ly saf ety -be lt att achm ents or  anchorages, how ever you  want to 
call it, in the 1962 model s fo r th e att ach me nt of  safe ty  belt s. The 
Ch ai r is very ha pp y to know  th at th at  fo rw ard step has  been taken,  
so far  as th e au tomobil e m an uf ac tu re rs  are concerned.

W ith  ref ere nce  to  H.R. 1341, in yo ur  s tatem ents about the adv isory 
committ ee, it  occurs to me th at w ith prop er  l anguage in the rep ort of 
the b ill th at we could ins ist  th at  i t was the  legis lat ive  i nten t in passing 
the bil l th at the De pa rtm en t of  Com merce wou ld call  in each  one of 
the g roup s you have  mentio ned  t o assist* wh ich, T believe , wou ld make  
it  unnecessa ry to wr ite  the lan gu ag e into the bill . T hat  has been 
the manne r in which it has been  ha nd led wi th the  re fr ig er at or  s afe ty 
law  th at  the  Dep ar tm en t of  Com merce now adminis ter s. An d I  wou ld 
like to assure  you, as repr es en tin g the indu str y,  th at  it  wou ld be the  
purpo se of  th is committ ee to wri te  into the repo rt  such  lan guage so 
th at  there would  be no mista ke  ab ou t wh at is inte nded.  Thi s would 
be the advice th at  wo uld be of fered t o the  Dep ar tm en t of  Com merce on 
whi ch safe ty  s tand ards  pub lished in the Fe de ra l Re giste r would  have 
to be based.

We  reco gnize th at  the in du st ry  is, ce rta inly, well qualif ied  in th is  
field, toge ther  wi th the  othe r gr ou ps  th at  you  have  mentio ned . A 
good job cou ld be done  wi thou t hu rt in g the indu str y,  an d it  wou ld 
be very he lp fu l to the pub lic.

I  wa nt to  th an k you again  fo r yo ur  sta tem ent. Th e doc uments 
you  have att ache d to you r st atem en t wil l be made a part  o f the  rec ord .
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A ll  te c h n ic a l re p o r ts , in c lu d in g  s ta n d a r d s  a p p ro v e d  a n d  p ra c tic e s  
r e c o m m e n d e d , a re  a d v is o ry  o n ly . T h e ir  u se  by a n y o n e  e n g a g e d  in 
in d u s try  o r  t ra d e  Is e n t ir e ly  v o lu n ta ry .  T h e re  Is  no  a g r e e m e n t  to  
a d h e re  to  a n y  S A E  S ta n d a r d  o r  S A E  R e c o m m e n d e d  P r a c t ic e ,  a n d  
no c o m m itm e n t  to  c o n fo rm  to  o r  b e  g u id e d  b y  a n y  te c h n ic a l re p o r t.

In  fo r m u la t in g  an d  a p p ro v in g  te c h n ic a l re p o r ts , th e  T e c h n ic a l B o a rd , 
It s  C o u n c il s  a n d  C o m m it te e s  w il l n o t In v e s t ig a te  o r  c o n s id e r  p a te n ts  
w h ic h  m a y  a p p ly  to  th e  s u b je c t  m a tte r . P r o s p e c t iv e  u s e rs  o f th e  
re p o r t  a re  re s p o n s ib le  fo r  p r o te c t in g  th e m s e lv e s  a g a in s t  l ia b il it y  fo r  
in f r in g e m e n t  o f p a te n ts .

— S A E  T e c h n ic a l  B o a rd  R u le s  a n d  R e g u la ti o n s
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R epri n te d  from th e  
196 1 SAE Handbook

HYDRAULIC BRAKE FLUID (SAE 70R) 
SAE Standard

Re po rt of  Nonme tal lic  Mater ia ls Comm itte e a pp rov ed  De cemb er 1946 

and las t revised Ju ne  1960 .

HEA VY DUTY  TYPE  (SAE 70R 1)

1.0 T y p e - T  hese  spec ifi ca tio ns  cov er br ak e flu ids  of  th e no nm in er al  
oil  type  fo r use  in th e at m os ph er ic  rang e of  ap pr ox im at el y 140 to — 60-F 
in high way  vehic les  whe re  th e br ak e flu id is ex po sed to  no rm al  oper 
at in g co nd iti on s.

2.0 M at er ia l—T he  m at er ia ls  us ed  shal l be suc h th a t th e re su lt in g  com
po un d wi ll co nform to the re quir em en ts  of  the se  spec ifi ca tio ns .

3.0 D et ai l Req ui re m en ts—H ydra ulic br ak e flu ids  co ve red by the se 
spec ifi ca tio ns  shall  be in ac co rd an ce  wi th  T ab le  1. T ab le  2, an d sec tio ns
3.1 to 3.7, inc lus ive .

3.1 Cor ro sion —T h e flu id whe n tes ted  under  co nd it io ns  ou tl in ed  in 
sec tion 4.8 sh al l no t cau se co rros ion ex ce ed ing th e lim its  show n in T ab le  
2. T h e  flu id-w ater  m ix tu re  sh al l sho w no ge lli ng  at  room  te m per at ure  
an d shall  no t co nt ain more th an  a m ediu m 1 * 3 pr ec ip itat e.

Disc olor at ion or  sli gh t ge ne ra liz ed  et ch in g of  th e tes t st ri ps shal l no t 
be cause fo r re ject ion of  th e flu id .

3.2 Boi lin g Po in t Cha ng e—T h e  bo ili ng  po in t shal l no t be  less th an  
295 F aft er th e flu id has been he ld  at  295 F for 2 h r in ac co rd an ce  with  
section  4.9.

3.3 R ubber Sw ell ing —T h e  incr ea se  in th e base di am et er  of  nat ura l 
ru bber cu ps1 af te r 120-hr ex po su re  to  the flu id , as de sc rib ed  in  sec tion 
4.10, sh al l no t be less th an  0.005 in . an d no t mor e th an  0.050  in . T he  
su rfa ce  of  th e ru bber shal l no t be  tacky or  sho w an y slou gh in g as in di
ca ted by ca rb on  bla ck  on th e su rfac e.

3.4 C om pat ib il it y—Fl ui d sh al l be  tr an sp ar en t,  ho wev er , a sli gh t 
op alesce nc e is pe rm iss ib le . Fl ui d sh al l sho w no  st ra ti fi ca tion , se pa ra 
tio n,  pre ci p it at io n , or cr ys ta lli za tio n wh en  teste d under sect ion 4.11.

3.5 L ubri cati on—At th e en d of  th e st ro ki ng  tes t, ou tl in ed  in sec tion 
4.12, th e m et al  par ts  sh al l be free  from  wear,  co rros ion,  or  ga ll in g wh ich

1 Th e fol low ing  are  de fin itio ns  for  typ es  of  p recipi ta tes :
A trac e pr ec ip ita te  sha ll be flo cculen t and rem ain  in su sp en sio n.
A light pr ec ip ita te shaH be flo ccule nt , may  se ttl e,  bu t posse ss no  crys tal lin e 

for ma tio ns .
A me diu m pr ec ip ita te sha ll be pr im ar ily  floccule nt ma ter ial  wi th a few sma ll 

cry sta ls.
A heavy  pr ec ip ita te sha ll be large in volum e and co ntain bo th  flo cculen t and  

crys tal lin e ma ter ial .
3 Go odrich Comp ound 15 M 800 or  ex ac t equivalent" . Th is mater ia l mus t be use d 

to assu re  un ifor m ity  of  tes tin g and ma y be proc ur ed  fro m Ch em ica l Sp ec ial ities  
M an uf ac tu re rs  Assoc iat ion , In c. , 50 Ea st 41 St ., New York 17, N. Y.



100 MOTOR VE HI CL E SAFETY STANDARDS

wo uld  im pa ir op erat ion.  T he ru bb er  pa rts  sha ll be in a satis factory 
op er at in g cond ition . Excessive leak age  pas t the  pis ton s shal l be cause 
for  rej ect ion  of the  fluid.

3.6 Residue an d Co rro sio n—Wh en tes ted  in acc ord ance with sect ion 
4.13, the  brake fluid sha ll cause no ru st  or  cor ros ion  of the  me tal  pa rts  
and sha ll show no dry,  ha rd , or  gum my res idue.

3.7 Evapo rat ion
Perce nta ge—Not  mo re th an  80% (by weight) of the hy drau lic  bra ke 

flu id sha ll be evap orate d when it is subje cte d to th e tes t describ ed in 
sec tion  4.5.

Qua lit y of Resid ue—T he res idu e from  the ev ap orat ion test describ ed 
in sec tion  4.5 sha ll be liqu id  an d sha ll no t contain  mo re than  a small  
am ou nt  of prec ip ita te . Any  such  prec ip ita te  sha ll break up  un de r ru b 
bin g with the  finger tip  to for m a smooth nonabrasi ve  pas te or a smooth 
nonabrasi ve  semiflu id substan ce. The  res idu e sha ll remain liqu id  wh ile 
he ld at 32 ±  2 F fo r 2 h r.

4.0 Methods of  Te st—T h e fluid sam ple  sha ll be tested, using the  
me thod s pre scr ibed in sec tion s 4.1 to 4.13, inclusive.

4.1 Viscosity—The  viscosity  of the fluid sha ll be de term ined  in a 
capil lar y pipe tte  acc ord ing  to proc edure ou tli ne d by ASTM D 445.

4.2 Cold Te sts
(a) Cold  Te st A sha ll be de term ined  by m ai nt ai ni ng  two 125 cc oil- 

samp le bot tles , each co nt aini ng  100 cc of the flu id,  at  —40 F for  6 
days.  At the  end  of thi s pe rio d one  bo ttl e sha ll be til ted  from  the  
ver tical to the ho riz on tal  po sit ion  an d the tim e th at flow begins sha ll 
be recorded.  The  second bo tt le  sha ll be quickly wiped wi th a clean  
lin t-f ree  clo th sa tu ra ted with  alco hol or  ace tone an d the n quickly 
placed  aga ins t a stan da rd  hiding  pow er test ch a rt s  The  diagonal  
black contrast lines on th e ch ar t sha ll be clearly discer nib le when 
view ed th roug h the  fluid in the bottle . T he fluid shall  also be visu
ally  exam ine d for  eviden ce of strati fic ati on , sepa ra tio n,  prec ip ita tio n 
an d cry sta llizatio n.
(b) Cold Te st  B sha ll be de term ined  by m aint aini ng  a 125-cc oil- 

samp le bo ttle  co ntain ing 100 cc of the fluid at  —60 F for  6 hr . At  the 
end of thi s period, the bo tt le  is to be til ted from th e ver tica l to the 
ho riz on tal posit ion , and th e tim e th at  flow begins is to be recorded.

4.3 Boiling Poi nt —T he ap pa ra tu s re qu ire d (Fig . 1) consis ts of a 
100-cc rou nd -bott om  sh or tnec k flask having  a 19/38  fem ale  ground-gla ss 
jo in t, an d a 10-mm OD sid e-e nte rin g tub e, a th ermom eter  (ASTM  2F-53 
or  eq uiva lent), an d a st ra ight -tu be  200-mm jac ke t-length  Liebig  con
denser.  eq uipp ed  with a 19/38 dr ip -ti p ma le gro und -glass  jo in t at  its 
low er end. Also three or  fo ur  pieces of ung lazed porce lain, each  ab ou t 
4 mm  in dia me ter , are re qu ired . Th ese are  ma de by bre aki ng up  a 
po rous  plate  ma de of ung lazed por cel ain , th ei r func tio n being to pr e
ve nt  su pe rhea tin g du ring  th e test.

A 60-cc s ample o f the  fluid toge ther  w ith  three or  f ou r pieces of porou s 
pl ate sha ll be plac ed in th e flask, the condenser  at tach ed , and the  the r-

6 The standard hiding power test chart must be used to assure uniformity of test
ing. A suitable hiding power chart is described in ASTM D 344-39 and D 406-39.
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mometer inserted through the side tube to within 1/ in. of the bottom 
center of the flask. A seal sha ll be made aro und the  the rmomete r with  a 
sho rt piece of rub ber tub ing . The  flask shall be mo unted  on an asbestos 
centered  wire gauze and  the whole assembly held  in place  by a clamp 
The condenser wate r is turned  on and  hea t app lied  by a bunsen burne r 
or elec tric  hea ter  at such a ra te  that the fluid is bro ught to its boiling 
point in 10 min. Th e rat e of reflux is th en adjust ed over anoth er 10-min 
period to app roxima tely  1 dr op  of reflux per  sec. The  tem per atu re is 
then  read, and  afte r being  correcte d for barometric pressure  accord ing 
to ASTM D 86, it  is taken  as the  boil ing poin t.

Fluids boiling above 300 F may be considered  satisfactory if a new 
sample is not refluxing  at a grea ter  rate tha n 1 drop pe r sec a fter  being 
held at 300 F for 10 min.

FIG.  1-APP ARATUS FO R DE TE RM IN IN G BO ILIN G PO IN T

4.4 Flash Po int—Th e flash poi nt of the fluid shall  be determined 
by the  Cleveland open-cup method.

4.5 Evaporation
Percentage—Evapora tion  of the fluid shall be determ ined by placing 

a 10-cc sample in a clean,  dry,  weighed,  covered Petr i dish of approx i
mately 100 mm in diameter and 15 mm high and  weighed with  cover in 
place to the  closest 0.01 g. T he  Pet ri dish and fluid shall the n be placed 
on the inverte d Petr i-dish cover in a 210 -(- 5 F air  b ath , free from draf ts, 
for 48 hr.  After  this time, the  Petri dish and  cover sha ll be removed 
from the  air  bath, allowed  to cool in a desiccator, and  reweighed to



102 MOTOR VE HI CL E SAFETY STANDA RDS

det erm ine  the weight of fluid  remaining.
The  per cent evaporatio n shall  be calcu lated  as follows:

W — RPer cent  evapo rat ion  — ^ - X  100
where

R =  weight of res idue after hea ting  
W =  initial weigh t of sample

Qualit y of Residue—The  residue rem aining  after the test out line d 
in section  4.5 (percentage)  sha ll be exam ined  for liquid ity  and  for the 
am ount and  na tur e of the  precip itat e. Th e residue shal l then  be held  
at a tem per atu re of 32 2 F for 2 hr  and  then examin ed for liqu idity .

4.6 Wa ter Toleranc e—Tw o 100-cc samples of fluid  shall each be 
mix ed with  3i/2 cc of disti lled  water.  One sample shall  be mainta ined at 
a tem perature  of 140 F and the  oth er at —40 F for a period of 24 hr  
each, and both shall be examin ed for strati fication and  prec ipita tion . 
At the  end of 24 hr, the  —40 F sample bott le is to be tilted from a 
vertical to a horizontal pos ition, and the fluid shall begin  to flow with in 
5 sec.

4.7 Neu tral ity—Th e PH shall be dete rmined by the  electrometric 
method. To  the fluid is add ed 5% (by volume) of dist illed  water and 
100% (by volume) of an 80% ethyl alcohol, 20% water mix, which mix 
shal l have been adju sted  to 7.0 pH.  The pH is to be taken at a fluid 
mixtu re tem peratu re of 75 ±  15 F.

Alte rnative  Neu tral ity Me tho d—If the fluid is m iscible  with an equal  
volum e of water, then  water may be used in place of the  above alcohol- 
wate r mix ture .

4.8 Corrosion—Th e corro sion test shall be carr ied ou t as follows:
The  test strips’ , each of 20-35 sq cm area (app roximately  3i/£ x i/2 in.),

shall, with the exception  of  t he  t inned -iron  st rips, be cleaned by abrading 
them  with 320A waterproo f car borund um paper and Stoddard solvent, or 
equ iva len t, un til all surface scratches, cuts, and pits are removed from 
the  strip s. A new piece of pa pe r is to be used for each different type of 
metal. They, shall then  be given a medium high polish  by means of 00 
steel wool and alcohol,  the n washed in alcohol, then  dried with a stream 
of dry  air,  and then  placed in a desiccator  at room tem peratu re unt il 
equil ibr ium  is a ttained . Stri ps shall be handled  with clean forceps afte r 
pol ishing to avoid finge rtip contaminat ion.

The  strip s shall be weighed to nearest 0.1 mg. Th e weighed strips,  
arra nged in the order of tin ne d iron, steel, alumin um, cast iron,  brass, 
and  copper, shall be joined  in metal-to-metal contact by fastening with 
a steel bolt  or cotter pin  passed  through  holes dril led nea r one end of 
each strip. Th e strips shall be so bent that , except for the  small terminal  
area nea r the bolt or cot ter  pin , the strips  shall not be in direct contact 
one with  ano ther . Strips sho uld  be immersed  in alcohol to elim inate 
fingerpr ints  and  then  hand led  with forceps. Th e strips shall then  be 
inserted  into  a 1-pt Mason ja r in such man ner  tha t the bol ted ends shall

2
tion

Test strips may be procured from Chemical Specialties Manufactu rers Associa
t e . .  50 East 41 St.. New York 17. N. Y.
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res t with in  the concavity  of a new  na tu ra l ru bb er  cu p3 . T he 350 cc of 
the  fluid to be teste d, di lu te d with  5% ( by volum e) of di sti lle d water 
an d he ated  to ap prox im ately 200 F, shal l then  be po ur ed  in to  the test 
ja r to subm erg e tot ally the tes t str ip  assem bly. T he glass  cove r shal l 
the n be clamp ed on in a va po r tigh t man ne r wi th the aid of a con ven 
tio na l Mason-jar ru bb er  gas ket an d the  test  vessel held fo r 120 h r in ai 
oven  at 210 ±  5 F. At  the en d of the  tes t pe rio d the str ips are  to be 
rem ove d, the ad he rin g fluid flu shed  off w ith  wa ter , the individu al  str ips  
diseng age d one  from  th e o th er  and cleaned to rem ove  any  ad he rin g 
cor ros ion  pro ducts .

T he str ips sha ll first be washe d wi th a clo th wet  wi th a 1:1:1 mix ture  
of alcoho l, ace tone, and benzol to remo ve varni sh,  lac qu er , an d sim ila r 
coa tings. Coarse abra sives such as wire bru she s or  steel wool  sha ll no t be 
used for  cle an ing  foll owing  th e cor rosion test,  bu t a mild  nonab ras ive  
soap  or  solven t is pe rm itt ed . Cl eaning  is comp leted  by rins ing in water,  
then  in alcoho l, dryin g wi th a je t of air , and br inging  to eq ui lib riu m 
in the des iccato r. T he cleaned str ips sha ll then  be weighed to nea rest  
0.1 mg. Corrosion loss is de te rm in ed  by d ividing  the dif fer enc e in weight 
of each  specim en before  an d af te r the test  by the tot al exp ose d surface  
are a of the spec imen as measu red in square centime ter s.

T he ave rag e of three  tests  shall  be the  cor rosion loss.
4.9 B oil ing  P oint  C hang e—A 60-cc sample of  fluid  is p lac ed  in boi ling 

po in t eq uipm en t, as des cribed  in  sect ion 4.3, an d he ld at  295 F for  2 hr.  
After  being  he ld at  295 F for 2 hr , the  boilin g po in t shall  no t be less 
than  295 F.

4.10 R ub be r Swelling—Ab sorp tio n of liq uid by ru bb er  cup s and  
washers  used in the hy drau lic  brak e systems sha ll be tes ted  as follows:

Cups—T he cup s used  sha ll be li^- in . na tu ra l ru bb er  cu ps 3 and should  
no t be mo re than  nin e mon ths old from  da te of prod uc tio n.  Cups shall  
be free of lint  and di rt,  the bas e diam ete r de term ined  to the nea rest  
th ou sa nd th  of an inch wi th a micro me ter , an d the di am eter  recorded.  
In measu rin g base diam eter  of a cup , care  sha ll be tak en  th at  the  
micr om ete r does  no t ex tend  more than  *n - bey ond  th e bo tto m edg< 
of the cup. T he diam eter  shall  be taken as an average of  two readings 
at  rig ht  ang les  to each othe r. If  thes e two diam ete rs dif fer  mo re tha n 
0.003 in.,  th e cup sha ll be disca rded .

Proc ed ure—Tw o cups, who se base dia me ter s hav e bee n measu red , 
sha ll be imme rsed in 75 cc of th e fluid un de r test , in an 8-oz screw-cap 
glass bo ttl e an d he ld at  a te m pe ra tu re  of 158 ±  2 F fo r a pe rio d of 
120 hr . Afte r 120-hr exposure,  th e cups sha ll be rem ove d from the  
bo ttle, washe d quickly wi th alc ohol,  dri ed  with the clean clo th,  and 
me asu red  across the  base with a micromete r as befo re.  T hi s me asurem en t 
sha ll be w ith in  10 min af te r taking  the  cup ou t of the flu id.  T he su r
face of th e cup s sha ll be vis ually  exa mined.

3 Go od ric h co mpo un d 15 M 800 or ex ac t eq uiva lent . Th is  m at er ia l m us t be use d 
to as su re  u ni fo rm ity of  tes tin g and ma y be  procu red fro m Ch em ica l Sp ec ial tie s M an u
fa ct ur er s Asso ciati on , In c. , 50  Ea st 41 S t. , New York 17? N. Y.
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TABLE 1—  REQ UIRED TESTS

Tests Test Limits

Viscosity (Kinematic) at  —4 0 F, max 18 00  Centistokes
Viscosity (Kinematic) at  130  F, min 4.0 Centistokes
Cold Test A (6 days at —40  F) Shall begin to flow within 5 sec af te r the sample

Cold Test B (6 hr a t - 6 0  F)

bott le is tilted from the vert ical to horizontal 
position. Shall be transparent, however, a slight 
opalescence is permissible. No stratification, 
separation, precipitation, or crystal lization.

Shall begin to flow within 5 sec af te r the sample

Boiling point, F, min

bott le is tilted from the vert ical to horizontal 
position.

30 0
Flash point, F, min 145
W ater  tolerance (3.5 cc of distilled 

wa ter at  140 and —4 0 F) Shall begin to flow within 5 sec af te r the sample

Neutrality

bottle is tilted from the vertical to horizontal 
position. No stratification— a lig ht* prec ipita te 
allowed .

pH 7 to 11
Neutrality  (a fte r corrosion test) pH 6 to 11

•T he following ar e definitions for types of  precipitates:
A trace precipitate shall be flocculent and remain in suspension.
A light precipi tate  shall be flocculent, may  settle, but possess no crystalline formations. 
A medium prec ipita te shall be primarily  flocculent material with a few  small crystals.
A heavy precipi tate  shall be large in volume and contain both flocculent and crystalline 

materia l.

4.11 Comp atibil ity—Pre pare a mixtu re consis ting of 50 par ts, by 
volume, of the  brake fluid under test, and 50 part s, by volume, of the  
Standard Com patibil ity Test Brake Flu id.5 100 cc of this  fluid mix
tur e shall  be placed  in each of two 125 cc oil sample bott les. One 
bot tle shall  be held  for 24 hr  at 140 F and  the  oth er for 24 hr  at 
140 F and  the  oth er for 24 hr  at —40 F. Th e bottle  which has been 
ma intain ed at —40 F shall be quickly wiped with  a clean lint-f ree 
cloth  satura ted  with  alcohol or acetone and then quickly placed  against 

TABLE 2— CORROSIO N LOSSES

Test Strip *
M ax Permissible
Corrosion Loss, 

mg sq cm of Sur face

Tin coated iron cut from 1.19 lb per base box  minimum sheet (Type 1, 
Grade  1 of Federal Specification Q Q -I -7 06A ) 0.2

Steel, SAE 1010  (cold rolled) 0.2
Aluminum, SAE 24 0.1
Cast iron, SAE 1 11, or strips from housings of wh eel brake cylinders 

(smooth machine surface) 0.2
Brass, SAE 70 A 0.5
Copper, SAE 71 0.5

‘ Test strips may  be procured from Chemical Specialties Manufacturers Association, Inc., 
50  East 41 St., N ew  York 17, N.  Y.

6 The Standard Compatibility Test Brake Fluid is a composite mixture of repre
sentative brake fluids meeting SAE 70R used in new car production. Standard Com
patibility Test Brake Fluid may be procured from Chemical Specialties Manufac turers 
Association, Inc.,  50 East 41st St.,  New York 17, N. Y. Use of this fluid or its equiva
lent promotes uniformity of test results.
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a standa rd hid ing  pow er test chart .6 Th e diag ona l black con tras t lines 
on the cha rt shall  be deary  disce rnible whe n viewed through the  
fluid -mixture in the  bot tle.  Both  test mixtu res  shall  be visually ex 
amined for evidence of strat ifica tion , separa tion , pre cip itat ion  an d 
crystal lization .

4.12 Lubricat ion —The  following test procedure  is inte nde d for  use 
in evaluating  the lub ric ati ng  qualit y of the brake fluid.

4.12.1 A typica l ap pa ra tus consists of:
(a) One hydraulic brake system master cylinder of li%-in. diame ter.
(b) Four  brake  assemblies having li ^  or li^ -in . diameter wheel cyl

inders, toge ther  with brake drums.
(c) A pressure reli ef or  safety valve set for opera tion at a pressure  of 

500 ±  50 psi.
(d) A pressure gage satisfactory for ope rat ion  at  a pressure of 500 ±  

50 psi.
NOTE: A diagra mm atic  sketch of a suit able form  of apparat us  is 

shown in Fig. 2. Addit ion al info rma tion  on sui tab le strok ing equip me nt 
may be found in Fig. 6 of SAE Standard, Ru bb er  Cups for Hydra ulic 
Actuati ng Cylinders (SAE 60R).

4.12.2 Th e master- an d wheel-cylinder  castings  shal l be of cast iron, 
and  the pistons shall be of an unanodized alu minum alloy.

4.12 3 Fifteen feet of 1%-in. OD copper tub ing  sha ll be used in assem
blin g the app ara tus .

4.12.4 Th e ap pa rat us  shal l be enclosed in a h eated  a ir ba th control led 
to a tem peratu re of 158 ±  5 F in the fluid in the  master cylinder 
reservoir.

NOT E: When str ip hea ters  are used, they shal l be placed 6 or more  
in. from cylinders on test.

4.12.5 Mechanical app lication of pressure to the  maste r push-rod 
shall be employed to simulate ope ration on the  vehicle as closely as 
possible.

4.12.6 All rub be r pa rts  sh all be of natu ral  rubb er  m eeting SAE 60R1.7

NOTE: New master- and  wheel-cylinder un its  shall be purchased
unassembled and  must no t be used for more tha n one test. No par ts 
shall be used in any test unless these are in satisfactory cond ition  on 
inspection  prior to assembly of the app ara tus . New rub ber cups which 
shall  not be more  than  nine  mon ths old from date of manuf acture  
mus t be employed for each test.

4.12.7 Tes t Procedure—The  test procedure to be employed is as 
follows:

(a) Th e rub ber  and  met al test par ts shall be washed or flushed with  
alcohol,  dried , and  inspected for corrosion or othe r defects.

(b) Th e fluid lines shal l be cleaned and flushed  with alcohol and  
blown dry with dry air.

8 The standard hiding power test chart must be used to assure uniformity  of 
testing. A suitable hiding power chart is described in ASTM D 344-39 and D 406-39.

1 For information on rubber  parts contact Chemical Specialties Mfg. Assn., Inc ., 
50 East 41st St., New York 17, New York.
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(c) Im me diate ly  af te r inspec tio n, the  test  pa rts  shall  be dipp ed  into  
an d coate d with the  fluid to be tested, the  ap pa ra tu s asse mbled, an d 
the tes t conduc ted  prom pt ly .

(d) T he test  fluid sha ll th en  be in tro du ce d in to  the ap pa ra tu s an d 
the system bled free  of air .

(e) T he stro ke of the ma ste r-cyli nder pus h-rod sha ll be ad justed  to 
be as nearl y as poss ible  alo ng  the cente rline  of the  cylinder, to avoid 
side th ru st  and excessive wear.

(f) At  the star t of the tes t, the bra ke shoes  sha ll be ad justed  con 
centr ic wi th the  bra ke assembly  axis  to pro vid e a di am et ra l clearance  
of 0.080 in.  betw een  the shoes an d the  drum s (0.040 in.  clearance  on 
each  side ).

(g) T he stro ke sha ll be ad ju st ed  to give a maxim um  pre ssu re of 500 
±  50 psi as me asu red  by a pressure  gage ins tal led  in th e fluid line .

(h) Str oking  sha ll be at  th e ra te  of 1000 ±  100 stroke s pe r hr , and  
the  tests  sha ll be co nt inue d fo r a tot al of 150,000 strokes.

(i) At  the end  of the test , th e cond ition  of the pa rts  as disasse mbled 
sha ll be no ted , foll owing  wh ich  the pa rts  sha ll be washed  with alco hol 
an d fu rt her  inspec ted  im me dia tel y.

(j) If  me cha nic al diff icultie s which  cannot be at tr ib ute d  to the fluid  
are  en co un tered du ring  the tes t, the test sha ll be repe ated .

4.13 Re sid ue an d Co rro sion —A com ple te bra ke whe el cyl ind er as
sembly (1%  in.  in diam eter ), exc ept  boots, having  an  iro n hou sing, 
na tu ra l ru bb er  test cups3 , an d alum inum  pis tons sha ll be used  for  the 
test. It  sha ll be car efu lly  cle aned  to rem ove  all traces of res idu al bra ke 
fluid or  rust pre venti ve  oil . Afte r cleaning,  the pa rts  shall  be rin sed  
wi th alc ohol an d dri ed.  All pa rt s sha ll the n be assembled using a wire 
or  cla mp  to hold the  pis ton s ap prox im ately i% in. ins ide  the cyl inder. 
Whil e assemblin g, each  pa rt  shall  be dipp ed  in to  the  brak e fluid un de r 
test. Af ter assem bly, 5 ml or  th e bra ke fluid un de r test  shall  be added 
to th e asse mbly th roug h th e in le t con nec ton . The  bleede r op en ing 
shall  be tig ht ly  closed. W ith  th e in le t connect ion  fit tin g rem ove d, the 
assembly  shall  be placed  in an  ove n wi th the bleede r conn ectio n in an  
up wa rd posit ion . T he asse mbly shall  be ke pt  in the oven at tempe ra
tu re  of 158 ±  5 for  14 days. Afte r the  14 days, the asse mbly shall  be 
carefully disassembled to obser ve  confo rmanc e wi th the requ ire men ts  
spec ified  in sec tion  3.6.

MODERATE DUTY TYPE (SAE 70r2) HAS BEEN DISCON TINUED

HEAVY DU TY  TYPE (SAE 70R3)
5.0 T yp e—Th es e specif ica tion s cover bra ke fluids of th e no nm inera l 

oil type for  use in the atmos ph er ic  range  of  a pp roximately 140 to —60 F, 
in hig hw ay vehicles  where  the brak e fluid is e xpo sed  to seve re op erat ing 
conditions.

6.0 Mater ia l—The  mater ia ls used sha ll be such  th at  the resu lting  
comp ou nd  will con form to th e requ ire men ts  of these spec ifications.

3 Goodrich compound 15 M 800 or exact equivalent. This material must be used 
to assure  uniformity  of testing and'm ay  be procured from Chemical Specialties 
Manufacturers Association, Inc. , 50 East 41 St., New York 17, N. Y.
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TABLE 3— REQUIRED TESTS

Tests Test Limit*

Viscosity (Kinematic) at  —40  F, max 1 80 0 Centistokes
Viscosity (Kinematic) at 130  F, min 4.0 Centistokes
Cold Test A (6 days at —40  F) Shall begin to flow within 5 sec af ter the sample 

bottle is tilted from the vertical to horizontal 
position. Shall be transparent, however, a slight 
opalescence is permissible. Shall show no stratifi
cation, separation, precipitation, or crystallization.

Cold Test B (6 hr a t —60  F) Shall begin to flow within 5 sec af ter the sample 
bottle is tilted from the vertical to horizontal 
position.

Boiling point, F, min 37 5
Flash'point, F, min
W at er  tolerance (3.5 cc of distilled

180

wa ter at  140  and —4 0 F) Shall begin to flow within 5 sec af ter the sample 
bottle is tilted from the vertical to horizontal 
position. Shall be transparent, however, a slight 
opalescence is permissible. Shall show no stratifi
cation, separation, precipitation,  or crystallization.

Neutral ity pH 7 to 1 1
Neu trality  (afte r corrosion test, . pH 6 to 1 1

TABLE 4— CO RR OS ION LOSSES

Teat Strip*
M ax Permis sible
Corrosion Loss, 

mg  sq cm of Surface

Tin coated iron cut from 1.19 lb per base box minimum sheet (Type 1, 
Gra de  1 of Federal Specification Q Q-I -7 06A ) 0.2

Steel, SAE 1010  (cold rolled) 0.2
Aluminum, SAE 24 0.1
Cast iron, SAE 111 , or strips from housings of wheel brake cylinders 

(smooth machine surface) 0.2
Brass, SAE 7 0A
Copper, SAE 71

0.5
0.5

•T est strips may be procured from Chemical Specialties Manufacturers Association, Inc.. 
50 East 4 1 St., New York 17, N. Y.

7.0 Detail Requirements—Hyd rau lic brake  fluids covered by these 
specificat ions shall be in accordance  with Table  3, Tab le 4, and sections
7.1 to 7.7, inclusive.

7.1 Corrosion—Th e fluid  when  tested und er conditio ns out lined in 
section 8.8 shall not cause corrosion exceeding the limit s shown in Tab le 
4. Th e fluid-water  mixtu re shal l show no gelling at room temperatu re 
and shall not contain more  tha n a med ium 1 precipitate.

Disco loration or sligh t generalized etching of the test strips shall not 
be cause for rejec tion of the  fluid.

7.2 Boiling Point Cha nge —Th e boiling point shall not  be less than  
370 F a fte r the fluid has been held at 370 F for 2 hr in accordance with 
section 8.9.

1 The  following are definitions for types of precipitates:
A trace precipitate shall be flocculen t and remain in suspension.
A light precipitate shall be flocculen t, may settle, but possess no crystall ine 

formations.
A medium precipitate shall be primarily flocculent material with a few small 

crysta ls.
A heavy precipitate shall be large in volume and contain both flocculent and 

crys talline material.
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7.3 Rubber Swell ing
7.3.1 Natural Rubber Te st Cu p3 Swelling—Th e increase in the base 

diame ter  of the cups after 120-hr exposure to the fluid, as described in 
section 8.10, shall not  be less than  0.005 in. and  not  more than 0.050 in. 
Th e surface of the rubber sha ll not be tacky or show any sloughing as 
ind icated by carbon black on the  surface.

7.3.2 Standard SBR Ru bb er  Test Cup* Swelling—Th e increase in the 
base diameter of the cups af ter 70-hr exposure to the fluid,  as described 
in section 8.10, shall not  be less than 0.005 in. and  not  more than 0.055 
in. Th e surface of the rubb er  shal l not be tacky or show any sloughing 
as indica ted  by carbon black on the  surface.

Th e precip itat ion  characteris tics  of the fluid with  standard  SBR 
rub ber cups shall not  be classified as more than a med ium  prec ipitate.

7.4 Com pat ibil ity—Flu id sha ll be transp arent, however, a slight  
opalescence is permissible. Flu id shall show no stra tific ation, separa
tion,  pre cip itat ion , or crys talli zation when tested under section 8.11.

7.5 Lubricat ion —At the  end of the two stroking  tests out lined in 
section 8.12, the metal  parts  sh all be free from wear, corrosion, or galling 
which would imp air opera tion. Th e rub ber  par ts shall be in a satisfac 
tory opera ting conditio n. Excessive leakage past  the pisto ns shall be 
cause for rejec tion  of the  fluid .

7.6 Residue a nd Corrosion—When tested in accordance with  section 
8.13, the  brake  fluid shall cause no rust or corrosion of the  meta l par ts 
and  shall  show no dry, hard,  or  gummy residue.

7.7 Evaporation
Percentage—Not more  tha n 80% (by weight) of the hyd rau lic brake 

fluid shall  be evap orated when it is subjected to the test described in 
section 8.5.

Qualit y of Residue—The  res idu e from the evaporation test described 
in section 8.5 shall be liquid  an d shall not  contain  more tha n a small 
am ount of precip itat e. Any such  precipitate shall break up  under rub
bing  with  the  fingertip to form  a smooth nonabrasive paste or a smooth 
nonabrasive  semifluid subs tance . Th e residue shall rem ain  liquid  -while 
held at 32 ±  2 F for 2 hr .

8.0 Methods of Tes t—The fluid  sample shall be tested , using the 
methods presc ribed  in sections 8.1 to 8.13, inclusive.

8.1 Viscosity—Th e viscosity of the fluid shall  be determ ine d in a 
capi llary  pip ette accord ing to procedure  outlin ed by ASTM D 445.

8.2 Cold Tests
(a) Cold Tes t A shall be determ ine d by ma intain ing  two 125 cc oil- 

sample  bott les, each con tain ing  100 cc of the  fluid, at —40 F for six 
days. At the  end of this per iod  one  bott le shall be tilt ed  from the 
vertical  to the horizontal  position  and  the time that flow begins shall  
be recorded. Th e second bottle  shall  be quick ly wiped with  a clean

3 Goodrich compound 15 M 800 or exact equivalent. This material  must be used 
to assure uniform ity of testing and may be procured from Chemical Specialties Manu

fac turers  Association. Inc.. 50 East 41 St.. New York 17. N. Y.
4 Goodrich compound 15 JM 581 or exact equivalent. This materia l must be used 

to assure uniformity of testing and may be procured from Chemical Specialties Manu
facturers Association, Inc., 50 East 41 S t., New York 17, N. Y.
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lint-free cloth sat ura ted  with  alcohol or acetone and then  quickly 
placed  against a standard  hiding power  test cha rt.6 Th e diagonal 
black contrast lines on the cha rt shall be clear ly discernible  when 
viewed thro ugh  the fluid  in the bott le. Th e fluid  shall also be visual ly 
examined for evidence of strati ficat ion, separat ion , precipitat ion , and 
crystallization.

(b) Cold Tes t B sha ll be determined  by ma intain ing  two 125 cc 
oil-sample bottles, each  contain ing 100 cc of the  fluid, at —60 F for 
six hours. At the end of this  period one bot tle shal l be tilt ed from the  
vertical to the hor izonta l position, and the time  that  flow begins shal l 
be recorded. Th e second bott le shall be quick ly wiped with a clean  
lint-free cloth  sa tur ate d with alcohol or acetone and then  quickly 
placed against a standard  hiding power test chart .6 Th e diagona l 
black contrast lines on the cha rt shall be clearly discernible  when  
viewed thro ugh  the fluid  in the bottle. Th e fluid shall also be visually  
examined for evidence of strati fication, separat ion, prec ipit atio n, and 
crystallization.

8.3 Boiling Po int—Th e app ara tus  required (Fig. 1) consists of a 
100-cc round -bottom shor tneck flask havin g a 19/38 female ground-glass 
joint, and a 10-mm OD side-en tering tube, a 500-F thermometer accu
rately calib rated  for 3-in. immersion, and  a stra igh t-tu be 200-mm jacket - 
length Liebig condenser, equ ipped with a 19/38 drip -tip  male ground- 
glass joint at its lower end. Also thre e or fou r pieces of unglazed 
porcelain, each abou t 4 mm in diam eter , are required.  These are made 
by breaking up a p orous plate made of  ung lazed porce lain,  the ir functio n 
being to prevent sup erh eat ing  dur ing  the test.

A 60-cc sample of the  fluid together with thre e o r four  pieces of porous 
plate  shall be placed  in the flask, the condenser attached, and  the  ther 
mometer inser ted through the side tube  to within  \/± in. of the bot tom 
center of the flask. A seal shall be made  aro und the thermom eter  with  
a shor t piece of rubb er  tubing. Th e flask shall  be mou nted  on an as
bestos-centered wire gauze and the whole assembly held in place by a 
clamp. Th e condenser water is t urned on and hea t app lied  by a bunsen 
burne r or electric heate r at such a rate that the  fluid is brough t to its 
boiling  poin t in 10 min . Th e rate  of reflux is then adjuste d over anoth er  
10-min period to app rox imate ly 1 drop  of reflux per  sec. Th e tem pera
ture is then read, and afte r being corrected for barometr ic pressure 
according to ASTM D 86, it is taken as the boil ing point.

8.4 Flash Point—The  flash poin t of the fluid shall be det erm ined 
by the Cleveland open -cup method.

8.5 Evaporation
Percentage—Eva poration of the fluid shall be determ ined by placing a 

10-cc sample in a clean, dry, weighed, covered Petri dish of ap prox i
mately 100 mm in dia me ter  a nd 15 mm high and weighed with cover in 
place to the closest 0.01 g. Th e Petr i dish and  fluid  shall then  be placed 
on the inver ted Petr i-dish cover in a 210 ±  5 F air bath, free from 
draft s, for 48 hr.  After this time, the Petri dish and cover shall be

8 The standard hiding power test chart must be used to assure uniformity of 
testing. A suitable hiding power chart  is described in ASTM D 344-39 and D 406-39.
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removed from the air bath,  allowed to cool in a desiccator, and re
weighed to dete rmine the weig ht of fluid remaining.

Th e per  cent evap orat ion shall be calcu lated as follows:

W - R
Per cent evap orat ion =  ——— X 100

where
R — weight of residue  afte r hea ting  
W =  init ial weigh t of sample

Qua lity  of Residue—Th e resid ue rem aining  afte r the  test out lined in 
section 8.5 (percentage)  shall  be examined for liquid ity  and  for the 
amount and  nature of the  pre cip itat e. Th e residue shal l then  be held at 
a tem per atu re of 32 ±  2 F for  2 hr  and then  examined for liqu idity.

8.6 Water Toleranc e—Tw o 100-cc samples  of fluid shall each be 
mixed with  3i/£ cc of dis tilled water. One sample shall be ma inta ined at 
a tem per atu re of 140 F and  the  oth er at —40 F for a period of 24 hr  
each, and  both shall be examin ed for strat ification and prec ipit atio n. 
At the end of 24 hr, the  —40 F sample bot tle is to be tilte d from a 
vertical to a horizontal pos ition, and the fluid sha ll begin to flow 
within  5 sec.

8.7 Neutrali ty—Th e pH  shall be determ ined by the  elec trometric  
method. To  the fluid is add ed 5% (by volume) of dist illed wate r and 
100% (by volume)  of an 80% ethyl alcohol,  20% wate r mix, which mix 
shall have  been adjusted to 7.0 pH. Th e pH  is to be taken  at a fluid 
mixtu re tem per atu re of 75 ±  15 F.

Alternativ e Neu tral ity Method—If the fluid is miscible with an equal  
volume of water,  then  wate r may be used in place of the above alcohol- 
wate r mixtu re.

8.8 Corrosion—Th e corrosion test shall be carr ied ou t as follows:
Th e test strips1, each of 20-35 sq cm area (approxim ately 3y2 x  *n )>

shall,  with the exception of the  tinned-iron strips, be cleaned by abrad 
ing them with 32QA waterp roo f carborund um pap er and  Stoddard sol
vent, or equ ival ent,  u nti l all surface scratches, cuts, and  pits a re removed 
from the  strips.  A new piece of paper is to be used for each different 
type of metal. They shall  the n be given a med ium high  polish by 
means of 00 steel wool and  alcohol, then  .washed in alcohol, then  dried 
with a stream of dry air,  and then placed  in a desiccator at room tem
perat ure  un til  equ ilib rium is atta ined. Strips  shall be han dled with 
clean forceps afte r polishing to avoid finge rtip con tam ination .

Th e strips shall be weighed to nearest 0.1 mg. The  weighed strips,  
arrang ed in the order of tin ne d iron,  steel, alu minum,  cast iron,  brass, 
and copper, shall be joined  in metal- to-metal contact  by fastening  with 
a steel bol t or cotter pin passed thro ugh  holes dri lled  nea r one end of 
each str ip.  T he  s trips  shall be so ben t tha t, except for the  small term inal  
area  nea r the bolt  or cott er pin , the strips  shall not  be in dire ct contact 
one with ano the r. Strips  sho uld  be immersed in alcohol to elim ina te 
fingerprints and then  hand led  with forceps. Th e str ips  shall  then  be

2 Test strips may be procured  from Chemical Specialties Manufacturers Associa
tion. Inc ., 50 East 41 St., New York 17, N. Y.
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inse rted  into  a 1-pt Mason  ja r in such manne r that the  bolted ends shall 
rest within the concavi ty of a new na tur al rub ber cu p3. T he  350 cc of 
the  fluid to be tested, di lu ted with 5% (by volume) of disti lled water  
and hea ted to app rox imate ly 200 F, shall  then be pou red  into  the test 
ja r to submerge total ly the  test strip assembly. Th e glass cover shall then 
be clamped on in a vapor tight man ner  with the aid of a conven tional  
Mason- jar rub ber  gasket an d the  test vessel held  for 120 hr  in an oven 
at 210 ±  5 F. At the end  of the test period the strips are to be removed, 
the adh erin g flu id f lushed off with water,  the individ ual  s trips  disengaged 
one from the oth er and  cleaned to remove any adh ering corrosion 
prod ucts .

The  strips  shall first be washed  with a cloth  wet with  a 1:1:1 mix ture 
of alcohol , acetone,  and  benzol to remove varnish, lacquer, and similar 
coatings. Coarse abrasives such as wire brushes or steel wool shall not 
l>e used for clean ing following  the corrosion  test, bu t a mild nonabrasive  
soap or solvent is permitte d. Cleaning is completed  by rinsing in water, 
then in alcohol, dry ing with a jet  of air, and  bringing to equ ilib rium 
in the  desiccator. Th e cleaned strips  shall then  be weighed to nearest 
0.1 mg. Corrosion loss is de termined  by dividing the  difference in weight 
of each specimen before an d aft er the test by the total exposed surface  
area of the specimen as measured in square cent imeters.

Th e average of thre e tests shall be the corrosion loss.
8.9 Boiling Point  Chang e—A 60-cc sample  of fluid  is placed in 

boil ing point equ ipm ent , as descr ibed in section 8.3, and  held at 370 F 
for 2 hr.  After being held at  370 F for 2 hr, the boi ling  point shall not 
be less than 370 F.

8.10 Rubber Swelling—Absorpt ion of liquid  by rubber cups and 
washers  used in the hydra uli c brake systems shall be tested  as follows:

Na tural  Ru bber Swelling
Cup s—Th e cups used sha ll be li^ -in . na tur al rubb er  cups3 and should 

not be more than  nine  mo nth s old from date of pro duction. Cups shall 
be free of lin t and  dir t, the  base diam eter determ ined to the neare st 
tho usa ndth of an inch with a micrometer, and  the  diameter recorded. 
In measuring base dia me ter  of a cup, care shall be taken that the 
mic rometer  does not  ex ten d more  tha n 1/32 beyond the  botto m edge 
of the  cup. Th e diameter shal l be taken as an average  of two readings 
at rig ht angles to each othe r. If these two diam eter s differ  more than 
0.003 in., the cup shall be discarded.

Procedure—Two cups, whose base diam eters have been measu red, 
shall be immersed in 75 cc of the  fluid under test, in an 8-oz screw-cap 
glass bot tle and  held at  a tem perature  of 158 ±  2 F for a period of 
120 hr. Afte r 120-hr exposure,  the  cups shall be removed from the bott le, 
washed quickly with alcohol, drie d with a clean cloth, and measured 
across the  base with a mic rom eter as before. Th is mea suremen t shall be 
within 10 min after taki ng the cup  ou t of the fluid. The  surface of the  
cups shall  be visually examin ed.

Standard  SBR Ru bber Swelling
Cups—Th e cups used sha ll be 1%-in. stan dard SBR cups4 and  should 

not be more  than nin e mo nth s old from date of pro duction. Cups shall
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be free  of lin t and  di rt,  the base and  lip  diameters  determ ine d to the  
nearest thousandth of an inch with  a micrometer , shad owgraph , or 
othe r suitable  a ppara tus , an d the  d iameters recorded . In  measuring base 
dia me ter  of a cup, care sha ll be taken  that  the  mic rom eter does not  
extend  m ore than %2 *n - beyond  the bottom edge of the  cup. Th e dia m
ete r shal l be taken  as an average of two read ings  at  rig ht  angles to 
each oth er.  If these two diameters  differ  more than  0.003 in., the cup 
shall  be discarded.

Procedure—Two cups, whose  base and  lip  diameters  have  been meas
ured, shall  be immersed in 75 cc of the  fluid  un de r test, in an 8-oz 
screw-cap glass bot tle and  he ld  at  a  tem perature  o f 250 ±  5 F for 70 h r. 
After 70-hr exposure, the  c ups  shall be removed from  the  bott le, washed 
quick ly with  alcohol , dri ed  with  a clean cloth , and measured across 
the base with a micrometer , shadowgraph, or  othe r sui tab le app ara tus . 
Th is mea suremen t shall be within 10 min  after tak ing  the  cup out of 
the  fluid.  Th e surface of the  cups shall be visual ly examined.

Pre cip itat ion  Cha ract eris tics—Two li^ -in . standard  SBR cups shall  
be placed in a tigh tly sealed 8-oz screw-cap glass bottle , toge ther  with 
75 cc of the fluid under test and held  a t a tem perature  of 250 ±  5 F for 
70 h r. After removal from  the oven, the  cups  shall rem ain  in the  fluid 
at room  tem peratu re for 24 hr , and  the res ult an t preci pit ate  classified1 
as none,  trace, ligh t, medium, or heavy. It is recom mended that a blan k 
be run on the fluid with  each series of tests.

8.11 Co mp atibil ity—Prepare  a mixtu re cons isting  of 50 part s, by 
volum e, of the brake fluid  un de r test, and  50 par ts, by volume, of the  
Sta nda rd Compatib ility  Te st Brake  Flu id.5 One  hu nd red cubic cen ti
meter  of this fluid mi xtu re sha ll be placed in each of two 125 cc oil 
sample bottles. One b ott le sha ll be held  for 24 h r at 140 F  and the  ot her 
for 24 hr  at —40 F. Th e bo ttle which has been ma intain ed at —40 F 
shall  be quick ly wiped wi th a clean lint -free cloth satura ted  with  
alcoh ol or  acetone and  the n quickly placed against a standard  hid ing  
power test cha rt.6 * 8 The  diagonal  black con tras t lines on the  chart  
shall be clearly discernib le when viewed through the  fluid-mixture in 
the bot tle.  Both test mixtu res  shal l be visually examined for evidence  
of strat ification, separat ion, pre cip ita tion, and  crystalliza tion.

8.12 Lubri cation—Th e follo wing  test procedures are  intend ed for 
use in eva luat ing  the  lubr icati ng  quality of the  brake fluid.  Two pro 
cedures shall be used: (A) to determ ine  the  effect on na tur al  rub ber 
cups, and (B) to determ ine  the effect of the  fluid at hig her tem pera ture s 
with  sta ndard  SBR cups  where  high  tem per atu re resistance rubber is 
more suitable .

6 The Standard Compatibility Test  Brake Fluid is a composite mixture of repre
sentative brake fluids meeting SAE 70R used in new car production. Standard Com
patibility Test Brake Fluid may be procured from Chemical Specialties Manufacturers
Associat ion, Inc., 50 East 41 St., New York 17, N. Y. Use of  this fluid or its equivalent 
promotes uniformity of test results .

8 The standard hiding power test  chart must he used to assure uniformity of 
testing. A suitable hiding power test  chart is described in ASTM D 344-39 and 
D 406-39.
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Te st Procedure  A—150,000 strokes at 158 ±  5 F and  500 ±  50 psi 
with na tur al rub ber  cups*.

Te st Procedure B—70,000 strokes at  250 ±  5 F and 1000 ±  50 psi 
with stan dard SBR ru bb er  cups 3 4 .

8.12.1 A typical ap pa ratus consists of:
(a) One hydraul ic brake system mas ter cylinder  of li/£-in. diam eter .
(b) Four  brake  assemblies having li% or li%-in. diame ter  wheel cyl

inde rs, together with  brake drum s.
(c) A pressure  relief or  safety valve:
Te st Procedure  A—Set for ope ration at a pressure  of 500 ±  50 psi.
Te st Procedure B—Set for opera tion  at a pressure  of 1000 ±  50 psi.
(d) A pressure gage:
Te st Procedure A—Satisfacto ry for ope ration at  a pressu re of 500 ±  

50 psi.
Te st Procedure B—Satisfactory  for ope ration at  a pressure of 1000 ±  

50 psi.
NOTE:  A diagrammatic  sketch of a suitable  form  of apparatus is 

shown in Fig. 2. A ddi tion al inform atio n on suitable  stroking  eq uipment 
may be foun d in Fig. 6 of SAE Stan dard , Ru bber Cups for Hydraul ic 
Actua ting  Cylinders (SAE 60R).

8.12.2 Th e master- and wheel-cylinder  castings shall  be of cast iron,  
and  the  pistons  shall  be of an unanodize d alu minum alloy.

8.12.3 Fifteen feet of l^- in.  OD copper tub ing  shal l be used in assem
blin g the  appara tus .

8.12.4 Th e appar atu s sha ll be enclosed in a hea ted  air  bath, con
tro lled  to a specified tem perat ure  in the fluid in the  master cylinder 
reservoir.

Test Procedure A—158 ±  5 F.
Test Procedure B—250 ±  5 F.

NOTE:  When stri p heate rs are used, they shall be placed  6 or more 
in. from  cylinders on test.

8.12.5 Mechanical appli cat ion  of pressure to the  master push-rod 
shal l be employed to sim ula te ope ration on the vehicle as closely as 
possible .

8.12.6 Rubber par ts for Procedure  A will meet  SAE 60R1.
8.12.6 Rubber parts  for test Procedure A will meet  SAE 60R1.
Ru bb er  par ts for test Pro ced ure  B will meet SAE 60R2.
NOTE: New master- an d wheel-cylinder uni ts shall  be purchased 

unassembled and mus t no t be used for more  than one  test. No par ts 
shall be used in any test unles s these are in satisfactory cond ition  on 
insp ection pri or to assembly of the  app ara tus . New rubb er cups which 
shall not  be more tha n nine  mon ths old- from dat e of manufactu re 
mus t be employed for each test.

3 Goodrich compound 15 M 800 or exact equivalent. This material  must be used to assure uniformity of testing and may be procured from Chemical Specialties Manufacturers Association, Inc., 50 East 41 St., New York 17, N. Y.
4 Goodrich compound 15 JM 581 or exact equivalent. This material must be used 

to assure  uniformity of testing and may be procured  from Chemical Specialties Manufacturers Association, Inc.,  50 East 41 St., New York 17, N. Y.
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8.12.7 Test Procedures—The  test procedures  to be employed are a.* 
follows:

(a) The  rub ber and  metal par ts shall be washed or  flushed  with 
alcohol, dried, and  inspe cted  for  corrosion or othe r defects.

(b) The  fluid lines shal l be cleaned  and  flushed with alcohol and 
blown dry  with dry air.

(c) Immedia tely  after insp ection,  the test par ts shall  be dip ped  into  
and coated with the  fluid  to be tested, the apparat us  assembled, and 
the  test conducted  promptly.

(d) The  test fluid shall  then  be introduced into  the  apparatus  and 
the  system bled free of air.

(e) The  stroke of the maste r-cylinder push-rod shall  be adjusted to 
be as nearly as possible along the  centerline of the cylinder, to avoid 
side th rust  and  excessive wear.

(f) At the  sta rt of the  test, the  brake shoes shall  be adjusted con
centric with  the brake  assembly axis to provide a dia me tra l clearance of 
0.080 in. between the shoes an d the  drum s (0.040 in. clearance  on each 
side).

(g) Stroke  shall be adjus ted  to give a specified maxim um pressu re as 
measured by a pressure gage installed in the fluid line.

Te st Procedure  A—500 ±  50 psi.
Te st Procedure B—1000 ±  50 psi.

(h) Stroking  shall be at the  ra te  of  1000 ±  100 strokes per hr,  and  the 
tests sha ll be con tinu ed for the  specified time.

Te st Procedure  A—To ta l of 150,000 strokes.
Te st Procedure B—To ta l of 70,000 strokes.

(i) At the  end of the test, the condition of the  par ts as disassembled  
shall  be noted, following which the  parts shall  be washed  with  alcohol 
and fu rthe r inspec ted imm edia tely .

(j) If mechanica l difficul ties which  cannot be at tr ibuted  to the fluid 
are enc ounte red  during the  test,  the  test shall be repeated.

8.13 Res idue  and  Cor ros ion—A complete brake wheel cylinder as
sembly (1% to 11% in. in diame ter ), except boots, hav ing an iron  housing  
and  alu minum pistons shall  be used for the  test. It  sha ll be carefully 
cleaned to remove all traces of residual brake fluid  or rust preventive  
oil. After cleaning, the parts  sha ll be rinsed with  alcoh ol and  dried. 
All parts  shall  then  be assem bled using a wire or clamp to hold the 
pistons app roxima tely  i% in. inside the cylinder. While assembling, each 
pa rt shall  be dip ped  into the  brak e fluid under test. Af ter  assembly, 
5 ml of the  brake  fluid u nd er  te st shall  be added to the  assembly thro ugh  
the  inl et connection. Th e bleede r open ing shall be tightly closed. Wi th 
the  inl et connection fitting removed , the assembly shall be placed in an 
oven with the  bleeder connection  in an upw ard posi tion . The  assembly 
shall be kep t in the oven at tem perat ure  of 158 ±  5 for 14 days. Afte r 
the  14 days, the assembly sha ll be carefu lly disassembled to observe 
conformance with  the req uir em ents specified in section 7.6.
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CENTRAL SYSTEM FLUIDS (SAE 7 1 R)

SAE Recomm ended Practice

Report of Fuels and Lubr icants Technical Committee and Nonmetallic Materials 
Committee approved June 1960.

General  Informat'on—Specificat ions for a central system fluid, both  
petroleum base and  synthet ic, are given to permit the development 
and use of ten tra l hyd rau lic systems in highway vehicles. Fluids 
mee ting  these specifications are suitable for use over a wide range of 
applica tion s in tha t they combine  many of the characteristics  of both  
power  steer ing and brake  fluids. Because of the power  steering re
qui rem ents, the central system fluid has many of the charac teristics 
needed in an auto mat ic transm ission fluid; it is, there fore,  possible 
that the  fluid may be used in the development of automatic  transmis
sions. Th is versatil ity is necessary for a central system fluid. A cent ral 
system may use the same fluid for actu atin g power  steering, star ting  
motor, hydro-pneumatic  suspension, brakes, seat actuators, windshield  
wipers  and window regu lators.

Scope—The specifications cover fluids designed to ope rate  in the 
circula ting  system from —40 F thro ugh  275 F. Because of the rela 
tively recent  avai labil ity of these  fluids, the ir requirements are based 
not only  on limited direct experien ce but also on a com bina tion  of the 
estab lished specifications for fluids used in power steering  and brake 
systems.

It will be noted that com pat ibil ity  between the  petroleum (SAE 
71 Rl ) and synthe tic (SAE 71R2) is not required since mix ing the fluids 
is not foreseen, in addition, it should be emphasized that different 
TYPE BRAKE SEALS ARE REQUIRED; SBR FOR SYNTHETIC, AND NITRILE RUB
BER FOR PETROLEUM

PETROLEUM BASJE CENTRAL SYSTEM FLUIDS (SAE 71R1)
TABLE 1— SPECIFICATIONS FOR PETROLEUM BASE CENTRAL SYSTEM FLUIDS (SAE 71 R l) 

The latest ASTM test meth od shall be used unless otherwise noted.

Tests Test Limits

V IS C O S IT Y -
KINE MA TIC

2000 cs max at —  40 F (before  and after  shear,.  5.5 cs min at 
210 F (a fte r shear).
The —40 F viscosity of the fluid shall be determined by actual 
test (not ex trapolat ion ) using Low Temeprature (—40 F, Vis
cosity— Brookfield Procedure*.
The 210 F viscosity of the fluid shall be determined by pro
cedure outlined by ASTM D 44 5.

SHEAR TEST The shear stab ilit y of the fluid shall be determined  by Shear 
Test for Fluids— Pump*.

The flash point shall be determined by the ASTM D 92 method.FLASH PO INT
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TABLE 1— SPE CIFICATIONS FOR PETROLEUM BASE CENTRAL SYSTEM FLUIDS 

(SAE 71 R l ) -----C ontin ued .
The latest ASTM test method shall be used unless otherwise noted.

Tests Test Limits

IN IT IA L BO ILING 
POINT
COLD TEST (a)

COLD TEST (b,

FO AM ING

AN TI-WE AR

OXID ATION
STABILITY

CORROSION
RESISTANCE

SEAL COM PATIBILIT Y 
(Rubber Swelling)

40 0 F min. T h e  initia l boi ling point shall  be determined by 
ASTM D 158  Method.
—50 F min (6 days at —50 F). The cold est (a)  shall be deter 
mined by SAE 70R3 brake fluid test 8 .2 b .
—70  F min (6 hours at —70 F). The cold test (b ) shall be deter 
mined by SAE 70R3 brake test 8 .2 b .
100 ml foam volume max at end of 5-minute blowing period.
No foam at end of 4-m inute settling period. The foam tests 
shall be determined  by ASTM D 892 method except tha t the
settling per iod  shall be 4 minutes instead of  10 minutes.________
Pump de livery at  700 rpm and 600 psi discharge shall not de
crease more than 0.2 gpm during 100  hr as indicated by 
measurements on Standard Reference Fluid at start and end of 
test as determined by Wear and Pump De livery  Test*.
Pump parts, by visual inspection, shall show no signs of ex 
cessive we ar . Parts should be burnished and show no signs of
ga llin g.
Rating 80  min. The oxidation sta bil ity shall be determined by 
Ox idation  Test— Automatic Transmission".
No vis ible  rust. The corrosion resistance shall be determined by 
ASTM D 66 5 turb ine oil test with a steel test specimen using 
procedure “ A "  for distille d water .

The increase in the base diameter of ni tri le  rubber cups after 
70 hr exposure to the fluid at 250 ± 5  F shall not be less than 
0.005  in.  nor more than 0.05 5 in.  The surface shall not be 
tacky or show any sloughing as may be indicated by carbon 
black on the surface.
This test shall be similar to SAE 70R3 brake fluid test 7 .3 .2 b .

(Lubrication)

WATER TOLERANCE

COM PATIBILIT Y

Pass SAE 70R3 brake fluid  test 7 .5 b .
This test sha ll be determined by SAE 70R3 brak e fluid test pro
cedure " B ” , section 8 .1 2b  except tha t ni tri le  rubber cups shall 
be used both in wheel cylinders and master cylinder. Steel 
tubing 3 /1 6  in.  dia shall be substituted for copper tubing and 
steel fittings used.

Test Procedure B
Part Part Nu mbe r'

Wh eel Cylinder
Master Cylinder
Primary Cup
Secondary Cup
Residual Check Valve  Seat
Residual Check Valve  Seal
Wh eel Cylinder Cups

NX A-1821 0
NXA -182 09
NX A-18212
NX A-18213
NX A-1821 4
NX A-1821 5
NXA-1821 1

Water  tolerance is not practical  for petroleum base fluids. Pro
vision must be made in the system for the elimination of water 
or prevention of its entrance.

No liquid  stratification or precip itat ion shall be eviden t.
The test shall be the same as SAE 70R3 brak e fluid test 8 .1 1b . 
On ly petroleum base central system fluids meeting al l other 
SAE 71 R1 specifications are to be used. Co mpatib ilit y between 
petroleum base and synthetic fluids is not req uired.

* See SAE Recommended Practice,  Tests for Central System Fluids. 
b See SAE Standard, Hydraul ic Brake Fluid (SAE 70R).  \
c These parts or exact equiv alent should be used. The test parti , can be ordered from 

Bendix Products Divis ion, Autom otiv e Sales Dept. , 401 Bendix Dr ive,'So uth Bend, Ind ian a.
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SYNTHETIC CENTRAL SYSTEM FLUIDS (SAE 71R2)
TABLE 2— SPECIFICATIONS FOR SYNTHETIC BASE CENTRAL SYSTEM FLUID (SAE 71 Rl , 

The latest ASTM test method shall  be used unless otherwise noted.

Tests Test Limits

V IS C O S IT Y -
KIN EM ATIC

180 0 cs max at  —40  F (before  and af ter shear).
5.5 cs min at 21 0 F (afte r shear) for  oils containing VI im
prover; or 4 .5  cs at 210 F (afte r shear, for oils not containing
VI improver.
The —40 F viscosity of the fluid shall be determined  by actual 
test (not ex tra po lat ion, by ASTM D 445 method.
The 210 F viscosity of the fluid shall be determined by pro
cedure outlined by ASTM D 445.

SHEAR TEST The shear stab ili ty  of the fluid shall be determined by Shear 
Test for Fluids— Pump*.

FLASH PO INT 205  F min.
The flash point shall  be determined by the ASTM D 92 method.

BO IL IN G PO INT 400 F min. The boiling point  shall be determined  by method 
used for SAE 70R 3 brake fluid test 8 .3 b .

COLD TEST (a) —50 F min (6  days at —50 F). The cold test (a , shall be deter
mined by SAE 70R3 brake.f luid test 8 .2 b .

COLD TEST (b) —70 F min (6 hours at —70 F). The cold test (b)  shall be deter
mined by SAE 70R3 brake test 8 .2 b .

FO AM ING 100 ml foam va lue  max at end of 5-minute blowing period. No 
foam at end of  4-m inu te settling period. The foam tests shall be 
determined by ASTM D 892 method except tha t the settling 
period shall be 4-minutes instead of 10-minutes.

AN TI-WE AR Pump delive ry at  700 rpm and 600 psi discharge shall not de
crease more than 0.2 gpm during 100 hr as indicated by 
measurements on Standard Reference Fluid at start and end of 
test as determined by Wear and Pump Del ivery Test*.
Pump parts, by visual  inspection,  shall show no signs of ex 
cessive wear.  Parts should be burnished and show no signs of 
gallin g.

OXID ATI ON
STABILITY

Rating 80 min. The oxidation stabil ity shall be determined by 
Oxida tion Test— Automatic Transmission*.

CORROSION
RESISTANCE

The fluid when tested under conditions out lined for  SAE 70R3 
brake fluid 8 .8 b shall not cause corrosion exceeding the fol low 
ing limits:

Permissible Loss 
mg per sq cm

Test Strip of surface, max
Tin Coated Iron cut from 1.1 9 lb per base box

min. sheet (Type 1, Grade 1 of Federal Spec. QQ.
1-706A ) 0.2
Steel, SAE 1010 (cold-rol led) 0.2

Alum inum , SAC 24  0.1
Cast Iron, SAE 111, or strips from housing of

wheel brake cylinders (smooth machined surface) 0.2
Brass, SAE 70 A 0.5
Copper,  SAE 71 0.5

SEAL COMPATIBIL ITY  
(Rubber Swelling)

The fluid mixture shall show no gelling at  room temperature 
and shall not contain more than a medium0 precipi tate. Dis
coloration or slig ht generalized etching of the test strips shall 
not be cause for rejec tion of the flu id.
The increase in the base diameter of both natural*1 and SBRe 
rubber cups af te r 70 hr at 250 ± 5  F exposure to the fluid shall 
not be less than 0.0 05  in. nor more than 0.05 5 in. The surface 
shall not be tacky or show any sloughing as may be indicated 
by carbon black on the surface.
This test shall be similar  to SAE 70R3 brake fluid test 7.3 .2 .
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TABLE 2— SPE CIFICATIONS FOR SYNTHETIC BASE CENTRAL SYSTEM FLUID 

(SAE 71 Rl)  .— Continued .
The latest ASTM test method shall be used unless otherwise noted.

Tests Test Limits

(Lubrication) Pass SAE 70R3 brake fluid test 7 .5 b .
This test shall  be determined by SAE 70R3 brake fluid test pro
cedure “ B ", section 8.12  except that 3 /1 6  in. dia  steel tubing 
shall be substituted for copper tubing and steel fittings used.

Test Procedure B
Part Part Num ber

Master Cylinder Primary Cup

Master Cylinder Secondary Cup

Compensator Check Valve
Wh eel Cylinder Cups

FD -2398-(AA)  
(Compound W -6 73 0- B)'  

FD-2399-JAA ) 
(Compound W-673 0-B)*

FC-14424
1674080-A A  

(Compound W -6 100)*

WATER TOLERANCE 
COMPATIBIL ITY

Pass SAE brake fluid 70R3 water toleranc e test 8 .6 b .
No liquid  stratification or precip itat ion shall be eviden t.
The test shall be determined by SAE 70R3 brake fluid test
8.1 l b . On ly synthetic central system fluids meeting al l other 
SAE 70R3 specifications are to be used. Comp atibi lity  between 
synthetic and petroleum base fluids is not required.

“ See SAE Recommended Practice,  Tests for Central System Fluids. 
b See SAE Standard, Hydraul ic Brake Fluid (SAE 70R ). 
c  The following are definitions for  types of precipitates:
A trace precipitate shall be flocculent and remain in suspension. A light precipitate shall 

be flocculent, may settle , but possess no crystalline formations.
A medium precipi tate  shall be pr im ar ily  flocculent mater ial with a few small crystals.
A heavy prec ipita te shall be large in volume and contain both flocculent and crystalline 

mater ial .
d  Goodrich  compound 15 M 800 or exact equivalent.  This mater ial must be used to assure 

uni form ity of testing and may be procured from Chemical Specialties Manufacturers Associ
ation , Inc ., 50 East 41 St., New York 17, N.  Y.

e Goodrich compound 15JM 581  or exact equiv alent.  This ma ter ial  must be used to 
assure uniform ity of testing and may be procured from Chemical Spec ialties Manufacturers 
Association, Inc ., 50 East 41 St ., New York 17, N. Y.

, de pa rt 1 . co

4  H A S
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TESTS FOR CENTRAL SYSTEM  FLUIDS 

SAE Recomm ended Pract ice
Re port of  Fue ls and  Lu br ica nts Tec hn ical  Comm itte e and Non meta lli c Ma ter ials  

Co mm ittee  appro ved Ju ne  1960 .

SHEAR TEST FOR FLU IDS-PUMP
Th is shear test is designed prin cipally  to dete rmine the  shear resistance 

as measured by viscosity change  of cent ral system fluids. (SAE 71R1 Pe
troleum and  SAE 71R2 Synthetic), und er condi tions  simula ting  end use. 
See SAE Recommended Practice, Cent ral System Fluids (SAE 71R). 
Pump ou tput  measurements before and afte r shear are also dete rmined 
as an add itional  indic ation  of viscosity loss due  to shear.

1. Purpose—The  SAE 71R1 cen tral  system fluids will have very high 
viscosity indices to meet both the  required —40 F and 210 F viscosities. 
Fluids of this type often  decrease in viscosity in use due to mechanical 
shea r caused by the ir passing throug h a vane pum p or  oth er shear ing 
mechanism used in the system. Because of this possible loss in viscosity 
due to norm al use, the viscosity of the unused fluid is not a reliab le cri 
terion  of pum ping efficiency. If the fluid becomes too “l ight”, impaired  
power steering assist can resu lt. This will be most noticeable at low 
vehicle and concomitant pump  speeds when adequa te boost is most 
needed , as in a p arking maneuver.

Th is test has been designed to subject  the  fluid to shea r condit ions 
which will reduce the fluid to its permanent end use viscosity. It has 
been foun d tha t the viscosity of a f luid will decrease most during the in i
tial period of use and tha t the  rate of viscosity decrease will diminish to 
essentially zero with  prolo nged use. T he  actual time req uir ed to stabilize 
viscosity will depend on the rela tive  severity of the  shear mechanism and 
the character istics  of the fluid.

2. Equipment For Shear Tes t—Typical test equ ipm ent  consists of the 
following or equivalent .

(a) One hydraulic  pump,i-2  equ ipped with a one -quart  standard  
reservoir.

(b) A suitable  pum p drive , such as a 10 hp electric motor with belt 
conn ectio n to drive pum p a t 3000 rpm.

(c) A thermocouple.
(d) A temperatu re con troller  such as West “Ga rdsman”, Model J A.2
(e) A low pressure control valve.
(f) A 0-150 psi pressure gage.
(g) A cycle timer, such as Eagle Signal Flex-O-pulse 120 sec cycle.2
1 Fo r pe tro leu m base  fluid use  E at on  Mfg. Co. p ower s teer ing pu mp No. ER-1 0919-6 

with  ni tr ile rubb er  seals. Fo r sy nt he tic base fluid use  Ea ton  Mfg. Co. powe r ste er ing 
pu mp  No. ER-1 0919-7 sea ls ma de of  Mic higa n Prec isi on  Mo ldin g Co mp ound No.  
8008  sil ico ne .

2 C er tai n specific  prod uc ts are  re fe renc ed  in orde r to insu re  un ifor mity  in tes tin g 
and to make the recom me nded prac tic es  mo re pre cis ely  un de rs to od . Th e exac t 
aq uiva lent  will be sa tis facto ry .



MOTOR VEHICLE  SAFETY STANDARDS 121

(h) A 0-1000 psi pressure gage to measure pump  discha rge.
(i) A high pressure  solenoid valve, such as Autom atic  Switch Co., 

“Asco” catalog No. 82233,2 3/s  in. pipe, in. por t, oil, 25-1000 psi.
(j) A relie f valve, such as Vickers, Model CT06C10, 500 -  2000 psi.
(k) A heat exchanger  to ma intain  oil tem per atu re (150-170 F) in 

reservoir.
(l) A heat  element on the  re tu rn  line to rapidly  raise tem per atu re in 

reservoir up to the  (150-170 F) range.
(m) A cold water  solenoid valve, such as Skinner,2 i/8 in. orifice, 100 psi.
(n) Necessary steel tub ing  and connec tors to pipe  pump ing  circu it as 

shown in Fig. 1—Shear, Wear , and  Flow Test .
3. Equ ipment—Flow Test—Typical add itional  equip me nt for flow test 

consists of:
(a) A han d tachometer such as a Hasler,2 to determ ine  pum p shaft 

rpm by inse rtin g the rub ber  drivin g member into  the cen ter hole pro 
vided in the pulley-to-shaft ret ain ing  cap screw.

1. CLOSE VALVES A
2. OPEN VALVES B
3. ACTUATE HI-PRESSURE 

SO LENO ID VALVE
4. RUN FOR 20 HR

1. CLOSE VALVES B
2. OPE N VALVES A
3. CLOSE BY-PASS LINE

1. SAME AS FOR SHEAR AND 
FLOW TEST EXCEPT 
RUN FOR 100  HR

FIG. 1-SHEA R,  WEAR, AND FLOW TEST DIAGRAM

1 Ce rta in  spec ific pr od uc ts are re fe re nc ed  in or de r to in su re  un ifor m ity  in tes tin g 
and to ma ke the rec om me nded pr ac tic es  mo re pre cis ely  un de rs tood . Th e exact 
qu ivalen t will be sa tis facto ry .
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(b) A turb ine- type flow meter, such as the Waugh Model FL6S.2 
cali bra ted  for 67 SUS oil, together with  a Hew lett Packard Model 450-A 
amplifie r,2 3 and Hew lett Packard Model 521-A elect ronic  cou nter2 to 
determ ine  the pump  discharge flow rate.

(c) Three  shut-off valves.
(d) Necessary steel tub ing  and  connections  to pipe add ition al pump 

ing circuit as shown in Fig. 1—Shear, Wear,  and Flow Test.
4. Test  Procedure—It the  same equ ipm ent  is to be used for runn ing  

tests on petro leum  base and synthetic fluids, the system must  be thor
oughly cleaned when cha nging from one base fluid  to another.

4.1 Flow Me asurem ent—Reference Flu id—Connect pum p ou tput  
line  to flow measuremen t system as shown in the accom panying d iagram. 
Connect pum p drive to give pump  speed of 700 ± 5  rpm. Inspec t res
ervo ir and clean, if req uir ed, and fill with three pin ts of the Standard  
Reference Fluid.2>3 Flush system by pump ing  fluid thro ugh  with relief  
valve wide open and  the  re tu rn  line disconnected  from the reservoir.

onnect return  line to reservoir and fill reservoir with  40 oz. of the 
sta nd ard Reference Flu id. Start pum p and  run  un til  fluid in the res
ervo ir reaches the tem perature  which will give a viscosity of 67 ±1  SUS. 
Th is tem peratu re shall be in the range of 150-170 F. Set relief valve 
to give a pum p discharge  pressure of 600 ± 5  psi. Record flow in gpm. 
Any new or used pum p which will not give at least 1.8 gpm discharge 
under these conditions  sho uld  not be used.

4.2 Flow Measurement—Test Flu id—Sta rt of Te st—Remove reser
voir and  clean thoroughly of all traces of Standard Reference Fluid . Re
place  reservoir and fill it  with about thre e pin ts of the  fluid to be tested. 
Flush system by pump ing  the test fluid thro ugh  it with  relief  valve 
wide open,  and the re tu rn  line disconnected from the reservoir. Th e 
flushing procedure is repeated again to thoroughly remove traces of 
reference fluid. Th e re tu rn  line is then  connected to the  reservoi r and 
the reservo ir is filled with 40 oz. of test fluid. Ma inta in pum p speed 
sett ing  at 700 ±5  rpm. Sta rt pump  and run  unt il fluid in the reservoir 
reaches same tem per atu re at which the reference fluid was run.  Set 
reli ef valve to give a pump  discharge pressure of 600 ± 5  psi. Record 
flow in  gpm.

4.3 Shear Test—Tes t Fluid—Operating  Conditions :
Pump speed cons tant  a t 3000 rpm ±50  rpm
Pump discharge pressure: Cycle 800 ±20  psi for 1 minute 

75 ±  10 psi for 30 sec
Fluid inlet  t em perat ure  constant at 170 ± 5  F 
Tes t du rat ion —20 hr

2 C ert ain  specific prod uc ts  ar e re fe renc ed  in orde r to in su re  un ifo rm ity  in tes tin g 
and to mak e the recomme nded  prac tic es  mo re pre cis ely  un de rs tood . Th e exact  
eq uiva lent  will be sa tis facto ry .

3 F or tes tin g Pe tro leu m Base Cen tra l System Fluid s the St an da rd  Re ference Flu id 
is a paraf fini c d ist illate  w ith no  a dd iti ve s c or respon ding  to  SAE 70R 3 in SAE Standa rd , 
Hyd raul ic  Brake Flu id (70R ) wi th lubr ici ty  comp ara ble  to an SAE 10 para ffinic 
di st ill ate and co ntaining  no VI ad di tiv es . Ma ter ial me eting  the se  requ ire men ts may  be 
ob tai ne d fro m Un ion  Carbide  C he mica l Co..  270  P ark  Ave.,  New York 17, New York.
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Connect pum p to the circui t as shown on the atta ched diagrammatic 
sketch for Shear Test. Check reservoir to make sure  no fluid has been 

'St du rin g the flow test. Th e tim er and tem per atu re con troller  are now 
arted. Th e timer holds  the bypass solenoid valve open for 30 sec, then  

closes i t for 1 minute.  Th e tem perature  c ont rol ler reads  the  tem peratu re 
in the reservoir, via thermo couple,  and controls the  flow of cooling water 
throug h the heat  exchanger by actuat ing  a solenoid valve in the water
inle t line.

Th e pump  may now be sta rted. The relief valve may need rea dju st
ment du rin g warm -up, to ma int ain  800 psi. When the  ope rat ing  tem 
perature  of 170 F (reservoir ) is reached, system pressure shou ld drop to 
70-80 psi when the bypass valve is open. If the pressure  is less than 70 
psi or greater  than 80 psi, the low pressu re con trol  valve should be 
adjusted . Run as follows:

(a) Retain  one pin t of unused test fluid.
(b) Take  one ounce samples at 5 hr, 10 hr, and 20 hr  for viscosity 

tests.
(c) Stop test at 20 hr.
(d) Retain  the used fluid .

4.4 Flow Measuremen t—Te st Flu id—End of Te st—After completion  
of the  20-hr shear test, change pulleys to give p um p speed of 700 ± 5  rpm. 
Close shut-off valves from the she ar test system and open  shut-of f valves 
to flow measuremen t system. Using the test fluid from preceding 20-hr 
shear test, run  pum p until fluid  in reservo ir reaches the  same tem per a
ture  which was used for flow measuremen t at the  sta rt of the test. Set 
relief  valve to give a pump  discharge pressure of 600 ± 5  psi and record 
the flow in gpm.

4.5 Flow Measuremen t—Referen ce Flu id—End  of Te st—Drain test 
fluid from system and reta in the  used fluid. Remove reservoir and clean. 
Replace and  fill reservoir with abou t 3 p t of unused Standa rd Reference 
fluid. Th is fluid is pumped throug h the system and  is discarded as it 
comes ou t the return line disconnected from the reservoir. Repeat to 
insu re thorough flushing. Th e re tu rn  line  is connected to the  reservo ir 
and  the reservoir filled with 40 oz of unused reference  fluid. Run pump  
at 700 ± 5  rpm until fluid in reservoi r reaches a tem perature  which will 
give a viscosity of 67 ±1 SUS. Th is  tem peratu re shall be in the range  
of 150-170 F. Set relie f valve to give a pum p discharge pressure  of 600 
± 5  psi. Record flow in gpm.

5. Viscosity Loss Due To Shear—This is indicate d by the  210 F vis
cosity (measured in  centistokes)  o f successive samples. T he  210 F viscosity 
of 20-hr sample shall not be below the specified m inim um.  A curve illu s
tra tin g the  shear loss can be made by plo ttin g the viscosity of the  new, 
5-, 10-, and  20-hr samples versus the ir respective times. Viscosity is de
term ined by ASTM D 445-53T procedure.

WEAR AN D FLOW TES T
This wear  test may be run concurr ently with  the Shear Te st—Pum p 

for cen tral  system fluids. It is intended to determine the effect of cent ral 
system fluids (SAE 71R1 Pet role um and SAE 71R2 Synthetic) on pum p 
wear as indic ated  by hydraul ic efficiency under cond ition s simulat ing 
end use. See SAE Recommended  Practice , Cen tral  System Fluids (71R).
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1. Purpose—The  SAE 71R1 and  71R2 Cent ral System Fluids are 
inte nded for use in power  stee ring  components and in pumps similar 
to those used for power steer ing. These fluids shou ld have sufficient 
lubrici ty to insure  satisfac tory pum p life. In a power steering  system, the 
most dem anding conditio ns are  those enco untered at low engine speed 
when good pum p delivery at high  pressure is requ ired  to give designed 
assist during a parking maneuver. If the pump  is worn, its low speed 
hydraul ic efficiency will result  in inadeq uate delivery. Th is test is de
signed to indicate if the  test fluid will lubrica te the pump  properly, thus  
ma intain ing  hydraulic  efficiency for the expected life of the pump.

2. Equipment For Wear and Flow Tes t—Typical test equ ipm ent  c on
sists of the following or equ ival ent:

(a) One hydraulic pump , i»1 2 equippe d with a 1-qt standa rd reservoir.
(b) A suitable  pum p drive , such as a 10 hp electric  motor with belt 

connection to drive at 3000 ±50 rpm.
(c) A thermocoup le.
(d) A temperatu re con troller , such as West “Ga rdsman”, Model JA.2

(e) A low pressure  cont rol valve.
(f) A 0-150 psi pressure gage.
(g) A cycle timer,  such as Eagle Signal Flex-o-pulse,2 120 sec cycle.
(h A 0-1000 psi pressure gage to measure pum p discharge.
(i) A high pressure solenoid valve, such as Automatic Switch Co., 

"ASCO” Catalog No. 82233,- 3^ in . pipe, \/2 in. por t, oil, 25-1000 psi.
(j) A relie f valve, such as Vickers, Model CTO6CIO,2 500 to 2000 psi.
(k) A heat  exchanger  to ma intain  tem peratu re in reservoir.
(l) A heat element on the  re tu rn  line to rapid ly raise the tem pera ture  

in the  reservoi r up to the (150-170 F) range.
(m) A cold water soleno id valve, such as Skinner,  i/j in. orifice,2 100 

psi.
(n) Necessary steel tub ing  and connectors to pipe pumping  circu it 

as shown in Fig. 1—Shear, Wear, and Flow test.
3. Equ ipment—Flow Test—Typical  add ition al equ ipm ent  for flow test 

consists of:
(a) A hand tachometer such as a Hasler , to determ ine  pum p shaf t 

rpm by inserting  the rubb er driv ing  member into  the center hole pro 
vided in the pulley- to-shaft  ret ain ing  cap screw.

(b) A turbine- type  flow meter,  such as the WAUGH Model FL6S,2 
cal ibrated for 67 SUS oi l, together with a Hewlett Packard Model 450-A 
amp lifie r,2 and Hewlett Pack ard Model 521-A electronic cou nte r2 to de. 
term ine the pum p discharge flow rate.

(c) T hree  shut-off valves.
(d) Necessary steel tub ing  and connec tions to p ipe add itional  pum ping 

circuit as shown on the diagramm atic  sketch—shear, wear, and flow test.

1 For petroleum base fluid use Eaton  Mfg. Co. power st eer ing pum p No. ER-10919-6 
with nit rile rubber  seals. For  synth eti c base fluid use Eaton Mfg. Co. power steering 
pump No. ER-10919-7 seals made of Michigan Prec ision Molding Compound No. 
8008 silicone.

2 Ce rtain  specific p roducts  are referen ced  in order to insure  unif orm ity in test ing 
and to make the recom mended prac tices more  precisely und ers tood. The exact 
equ ivalent will be satis factory.
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4. Te st Pro ced ure—Il  the sam e eq uipm en t is to be used for  runn in g 
test on pe tro leum  base an d sy nthe tic  fluids , the system mus t be thor
oughly cleaned whe n ch an ging  from  one base fluid to an othe r.

4.1 Flow Measurem ent—Re feren ce  Flu id —A new pu m p is used tor  
each  wea r test.  Inspec t res erv oir  an d clean if requ ire d bu t do not dis 
assem ble. Mou nt  pu mp on test stan d and  con nec t the ou tp u t line to the  
flow me asurem en t system as sho wn  in the  accom pan yin g dia gram . The n 
con nec t pu m p drive to give a pu m p speed  of 700 ± 5  rpm . Fil l reservoir  
wi th ab ou t th ree pin ts of St an da rd  Reference  Fluid.2, 3 Flu sh  system by 
pu m pi ng  thi s fluid th roug h it  with  the  rel ief  valve wid e op en  and the  
re tu rn  lin e disconnec ted  from  th e rese rvoir. T he re tu rn  lin e is the n 
con nec ted  to the res ervoir  a nd  th e res ervoir  f illed wi th 40 oz of Sta nd ard  
Referenc e Flu id.

Start  pu m p an d ru n un til  flu id  in  the  res erv oir  reaches the tempe ra 
tu re  which  will  give a viscos ity of 67 ±1  SUS. Thi s te m pe ra tu re  sha ll 
be in the rang e of 150-170 F.

Set re lie f valve to give a pu m p discha rge  pre ssu re of 600 ± 5  psi. Re 
cord  flow in gpm . Any new pu m p which will no t give at  least 1.8 gpm  
discha rge  un de r these co nd ition s shou ld not be used.

4.2 Flow  Measurem ent—Tes t Fluid—Star t of Tes t—Rem ove  res er
voi r an d clean tho roug hly  of al l traces of Re ferenc e Flu id.  Replace res
erv oir  an d fill it wi th ab ou t th re e pints of test fluid .

Flush system by pu m pi ng  the test  fluid th ro ug h it wi th  re lie f valve 
wid e open an d the  r et ur n lin e d isconnec ted  f rom the reservoir.  The flush , 
ing  p roce du re  is re peate d aga in to thorou gh ly remove  t races of Referenc e 
Flu id. T he re tu rn  line is then  con necte d to the reserv oir  an d the  res
erv oir  filled  wi th 40 oz of test flu id.  Main tai n pu mp speed se tting  at 
700 ± 5  rpm. Sta rt pu mp an d ru n  un til  fluid in the  res erv oir  reaches 
same tem pe ra tu re  at which  the refere nce  fluid was run.  Set re lie f valve 
to give a pu m p discharge  pressure  of 600 ± 5  psi. Record flow in gpm .

4.3 W ea r Tes t—Te st  Flu id —Ope ra tin g Co nditio ns:
Pu mp  speed constan t at 3000 rpm ±50 rpm
Pu mp  dis cha rge  pressure:  Cycle  800 ± 20 psi for 1 m in ut e 

75 ± 10 psi for  30 sec
Flu id in le t tempe ra tu re  co ns tant  at  170 ± 5  F
Te st dura tion—100 hr
Thi s test  may  be ru n co nc ur rent ly  w ith  Shear  T es t for  Flu ids . The  two 

tests are  ru n un de r sim ila r co nd ition s except  for tim e an d in the We ar 
Te st sam ples for  viscosity measuremen ts are  no t requ ire d.  T he We ar 
Te st eq uipm en t is the  same as use d in She ar Te st  for Flu ids  (see Fig. 1 
—Shear, Wear, and Flow Test).  T he We ar Te st can be ru n wi th the  
test fluid used  in me asu rin g th e flow in sect ion 4.2.

1 Certain specific products are referenced in order to insure uniformity in testing 
and to make the recommended practices more precisely understood.  The exact 
equivalent will he satisfactory.

3 For testing Petroleum Base Central System Fluids the Standard Reference Fluid 
is a paraffinic distillate with no additives corresponding to SAE 70R3 in SAE Standard, 
Hy draulic Brake Fluid (70R) with lubrici ty comparable to an SAE 10 paraffinic 
distillate and containing no VI additives. Material meeting these requirements may be 
obtained from Union Carbide Chemical Co.. 270 Park Ave., New York 17, New York.
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Change pulleys to obta in 3000 ±5 0 rpm pump  speed.
Th e timer and tem per atu re control ler are now star ted . Th e timer 

holds the bypass solenoid valve open for 30 sec, then closes it for 1 
minute.  Th e tem peratu re con tro lle r reads the tem per atu re in the res
ervoir , via thermocoup le, and controls the flow of cooling wate r through  
the hea t exchanger  by actua tin g a solenoid  valve in the  wate r inle t 
line. Th e pum p may now be s tart ed.  Th e relief valve may need readjust
ment  durin g the warm-up to maintain  800 psi. When the operating 
tem per atu re of 170 ±5  F (reservoir) is reached, system pressure should  
drop to 70-80 psi when the bypass valve is open. If the pressure is less 
than 70 psi or grea ter than 80 psi, the low pressure control  valve should 
be adju sted .

4.4 Flow Measuremen t—Te st Flu id—End of Te st—Afte r completion 
of the  100-hr Wear Test , change pulleys to give pum p speed of 700 ± 5  
rpm. Close shut-off valves from the shear test system and  open shut-off 
valves to flow measurement system. Using the test fluid from preceding 
100-hr Wear Test, run  pump  until fluid in reservoir reaches  the same 
tem per atu re which was used for a flow measurement at the  star t of the 
test.

Set relie f valve to give a pump  discharge pressure of 600 ± 5  psi and 
record  the flow in gpm.

5. Flow Measurement—Reference Fluid—End of Test—Drain test flu id 
from system and reta in the  used fluid. Remove reservoir and clean. 
Replace and  fill reservoir with  about 3 pt of unused Standa rd Reference 
Fluid . This fluid is pump ed thro ugh  the system and is discarded as 
it comes out the ret urn line  disconnected from the  reservoir. Repeat 
to insu re thorough flushing. The  return line is connected to the reser 
voir and the reservoir  filled with 40 oz of unused reference  fluid. Run  
pum p at 700 ± 5  rpm un til  fluid in reservoir reaches a temperatu re 
which will give a viscosity of 67 ±1 SUS. Te mp era tur e shall be in the 
range of 150-170 F. Set reli ef valve to give a pum p discharge pressure  
of 600 ± 5  psi. Record flow in gpm.

6. Inspection—Drain  fluid and  remove pump  from test stand. Th e 
pump  is then dismantle d, cleaned with a ligh t solvent and  visually in 
spected for evidence of wear. Par ticu lar  atte ntion should  be given to:

(a) Th e shaft and its bearings.
(b) Th e flat sides of the  rotor or carrier.
(c) Th e inside per iphery  of the  cam ring.
(d) Th e pum p body and cover.

OXIDATION TEST- AUTOMA TIC  TRANSMISSION
Th is test is designed pr imari ly for the det erm ina tion of high tem

perature  oxidation stab ility of cen tral system fluids (SAE 71R1 Pet ro
leum and  71R2 Synthetic), an d can be run  with the Mercomat ic2 trans
mission. See SAE Reco mmended Practice, Cen tral  System Fluids (SAE 
71R).

* Certain specific products are referenced in order to insure uniformity in testing 
and to malce the recommended practices more precisely understood. The exact 
quivalent will be satisfactory.
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1. Purpose—Central System Fluids are used prima rily  to trans fer 
energy or work from the mechanic ally driven pump  to a motor or piston 
some distance from the source. Mod ulat ion or cont rol of the  motor is 
often  accomplished  by diss ipa ting  the excess energy. Th e fact tha t thi; 
type of control  is possible is on e of the main  advantages of a hydraulic 
system. Th e energy dissipated  in this man ner  combined  with that lost 
by norm al friction is converted  into  heat which first heats  the fluid 
and is th en transferred to the ambie nt air by conduc tion  and  convection 
from the hydraul ic tub ing  a nd /o r heat  exchanger. Cen tral  system fluids, 
therefore, must  tolerate  rela tively high tempera ture s, 100 to 150 F above 
ambient to produce a prac tica l A T . In add ition, when the  fluid is used 
in a brak e system, it will be heated in the wheel brake cylinders by the 
heat  dissipated  from the adjace nt brake shoes and drums.  It is im
portant,  there fore , tha t the cen tra l system fluid have a high  degree of 
oxidat ion stability  and that it not produce varnish, gum, sludge or 
oth er produc ts of det eriora tion which will impai r the pro per functions 
of the system components.

This test procedure , orig inal ly designed to test automatic  transmission 
fluids, has been found  to give a relia ble indication of the high  tempera- 
tur e (275 F) stabi lity of a cen tra l system fluid.

2. Test  Equ ipment—Mercomat ic Transmission—Th e test equ ipment 
consists essentia lly of the following  main items arra nged as shown in 
the diagramm atic  sketch:

2.1 Transm ission—Th is un it is a 1958 Mercomatic Tran smission As
sembly No. PBL-7OO3-M,£ and  is obtainable from Ford Service. Th e 
modif ication of this transmission consists of:

(a) Rep lacing its exist ing coarse-splined inpu t shaft  by a fine-splined 
inp ut shaf t, Ford Service Part No. PBM-7015-A.2 and

(b) The  add ition of a small pet-cock to the oil pan  facil itate  re
moval of oil samples durin g test. (See section 3.5—Inspection  Procedure).

2.2 Con ver ter—In ord er to faci litat e testing and the  inspec tion o f 
the torque converter,  the welded converter  norm ally supplie d with th 
above mentio ned  transm ission cannot  be used. Instead, a bolted con
ver ter should be assembled,  usin g the following Ford Service Parts,2,* 
and used with  the transm ission in this test.

2.3 Electric  Motor—7.5 hp  min .
2.4 Ins ulati ng  Box—Made of i/2 in. plywood and line d with  1 in. 

Fiberglas insu laton.
2.5 Blower and  Moto r Assembly

a. Blower—Squi rrel cage type capable  of moving 108 cfm of air at 
1760 rpm .

b. Motor—110 v ac, 1760 rpm .

* Certain specific products are referenced in order to insure un iformity  in testing 
and to make the recommended practices more precisely understood. The exact 
quivalent wil l be satisfactory.
4 I f  a synthetic fluid is used in this test, all nitrile  rubber seals must be replaced by 
seals made of  Michigan Precision Molding Compound No. 8008 Silicone.
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PART NAME
SERVICE PART

N O .1

Flywheel  assembly B5A-6375-A
Cover assembly B5A-7950-A
Wa sher,  converter thrust IP-796 2-A
O-Rin g, converter covers B6A-7963-A
Turbine  assembly, converter B9AP-7920-A
Stator assembly, converter B5S-7932 -A
Race, converter stator IP-7947-B
Clutch assembly, converter stator 6BA-7940-A
Snap ring, converter stator clutch reta iner—

2 required IP -794 5-A
Race, converter stator clutch-inn er IP-794 6-A
Wa sher,  converter impeller, thrust B6A-7 7909-A
Impelle r assembly, converter B6A-7908-A
Bolts converter cover to impeller 5 /1 6 " —

24 x 13 /3 2"— 18 required
Lock nut,  hex. 5 /1 6"— 24, im pe lle r to 

converter cover— 18 required
Bolts 20 31 0-S
Lock washer 34 806-S
Cover assembly, converter housing MB -7985-A
Housing assembly B6A-7975-A
Cover B6A-77979-A
Bolt 20 242-S
Lock washer 35 7625 -S

2.6 Temp era tur e Rec order Poten tiom eter and Blower Con troller—
Leeds and Northrop  “Speedomax H ”.2

2.7 Pressure Gages— (a) Conve rter  Outlet , 0-200 psi
(b) Main line  pressure,  0-200 psi
(c) Governor Pressure, 0-200 psi

2.8 Thermo cou ples—(a) Tran smission Oil Sump
(b) Con ver ter Outlet

2.9  Multip le-Switch for  The rmo cou ples
3. Tes t Procedure— Mercomat ic Transmission

3.1 Prepara tio n for Te st—The  test shall be run  preferab ly with a 
brand new converter -transmiss ion assembly for each fluid tested. Th e 
transmission  shall be completely  disassembled before ins tall atio n on the 
test stan d, and all part s shall be thoro ughly cleaned with  petro leum  
spirits . Th e transmission shall then be reassembled under cond itions of 
cleanliness and according to manuf acture rs specifications, bu t with the 
stator reversed  from its normal position.

A used transm ission -converter assembly could be used. It shou ld be 
disassem bled and thoro ughly cleaned of all gum, varn ish, sludge, and 
the like, accumula ted from previous  test. Petroleum spir its and  varn ish
removing solvent should be used. Th e transmission should then  be 
rebuil t according to ma nufac turers  specifications with  the  following 
replacem ent parts:

2 Certa in specific products  are referenced in order to insure uniformity in testing 
and to make the recommended prac tices  more precisely understood. The exact 
equivalent will be satisfactory.
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PART NAME

129

FORD SERVICE 
PART N O ?

Kit, gaskets and seals 
Wa sher,  converter impelle r, thrust  
Washer,  converter, thrust 
Screen assembly
Front clutch— steel plates
Front clutch— bronze plates
Rear clutch— steel plates
Rear clutch— bronze plates
Washer, rear  clutch sun gear,  counterthrust
Washer,  rear clutch sun gear,  thrust
Washer, front clutch sun gear,  thrust
Washe r, front clutch sun gear,  thrust
Wa sher,  output shaft,  thrust

MJK-7153-B
B6A-77909-A
IP-79 62-A
B7S-77 488-A
I P-7757 3-A
B5A-77519-A
IP-77518-A
B6A-77519-A
B5S-77524-A
B5S-77525-A
B5S-77 545-A
B6A-7 7548-A
B5A-77067-

K or L or M

Washe r, output shaft,  thrust

(select fit) 
B5A-77066-A

3.2 Te st Set-Up—Equip me nt should be arra nge d as shown in the 
sketch, with  the converter  housing bolted  to a steel sup port plate which 
forms a vertica l plane. Th e mo tor  is coupled to the converter shaft. 
Th e insula ting box shou ld cover  the  transm ission -converter  assembly 
comple tely. Th e blower  is located so tha t it can direct air  at the area of 
the converter . Th e blower is con trol led  by the transmission oil sump 
tem per atu re to with in ±2  F via a thermocouple anti the  tem peratu re 
controlle r. Insta ll all gages, ther mocouples and wiring as shown in Fig. 2 
—Oxidat ion le s t.

3.3 Op era ting C ond itions—The  equipm ent  shall be op era ted  a t 2150 
rpm ±50  rpm and at a tem perat ure  of 275 F.

3.4 Te st Procedure—(a) Int rod uce 5-qt of fluitl into  transm ission at 
star t of test run  for 5 min utes .
(b) Shu t down unit and int rod uce ano ther 5-qt of fluid.
(c) Shift transmission into drive and insta ll insula ting lx>x over 
equ ipm ent .
(d) Sta rt motor and opera te at  required speed until test tem peratu re 
of 275 F is reached.
(e) Continue  to ope rate  at this speed and tem perature  un til  300 hr 
are logged. 24-hr per day opera tion is preferred but 16 hr  per  day is 
acceptable as a min imum, provided only test time at 275 F is logged.

3.5 Insp ection Pro cedure— (a) Remove a 2-oz fluid sample, while 
unit is run nin g, every 50 hr  an d replace with fresh fluid.
(b) Shut down unit at 100 and 200 hr of logged time  for visual in

spection of unde rside  of unit.
(c) After completion of test at 300 hr, shu t down and disassemble  

completely  transmission and  conver ter for inspection.
(d) Ra te the  individual com ponents  accord ing to CRC Deposit.

* Certain specific products are referenced in order to insure uniformity  in testing 
and to male the recommended practices more precisely understood. The ex4ct 

quiva lent will  be satisfactory.
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Ra tin g Scales for varnish an d area-depth  method  for sludge. 10 rep
resents a perfectly  clean pa rt;  zero (0) repre sents  a very dir ty part .

3.6 Ra tin g Procedure
(a) Record the  sludge and  varn ish ratin gs in the following manner:

PART NAME VARNISH SLUDGE

Converter  outer surface X
Converter housing, outer X
Sprag clutches X X
Screens, oil X X
Steel clutch plates X
Va lve  body— Outer surface X

Separator pla te X
Spools X
Cavities X X

Clutch pistons X
Clutch cylinder X
Sun gear shaft X
Oil pan X X
Bottom of transmission before disassembly X

FIG. 2—OXIDA TIO N TEST
(b) Record the cond ition  of the  following:
Oil Seals—Cracking, flexibility, and  the like 
Bronze Washers—Corrosion, wear  
Bearings—Corrosion, wear
5 The Rating Scale may be obtained from the Coordinating Research Council, Inc., 

30 Rockefeller Plaza, New York 20, New York.
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(c) Photograph in color, if possible, as many par ts as is practicable.
(d) Rep ort  the pro per ties  of used fluid samples as follows:

Petro leum eth er inso lubles—ASTM D 893-52T method 
Chloroform insolubles —ASTM D 893-52T m etho d
Viscosity at 100 F —ASTM D 445-53T me thod
Viscosity at  210 F —ASTM D 445-53T method
Acid Num ber —ASTM D 664-54 method
Base Num ber —ASTM D 664-54 method

4.5 Req uiremen ts for Pass—Th e following items shal l be rate d and 
summ ed for the purpose of dete rmi ning a pass or failu re.

PART NA ME VARNISH SLUDGE

Converter outer surface X
Converter  housing, outer X

Screen X X

Steel clutch plates X
Va lve body— Outer surface X

Cavities X

Clutch pistons X

Clutch cylinder X
Bottom of transmission before disassembly X

TOTALS XX XX

A perfectly clean transmis sion would  rate 50 varn ish and 50 sludge 
for a tota l of 100.

LOW TEMPERATURE (—40 F) VISCOSITY-BROOKFIELD

Th is low tem peratu re viscosity method is offered prin cipally  to de
term ine  the  viscosity of new and  used petroleu m base Cen tral  System 
Fluids . See SAE Reco mmended Practice, Cen tral  System Fluids  (SAE 
71R)

1. Purpose—Th e SAE 71R1 petroleum base cen tral  system fluids 
have very high viscosity indices to meet both  the req uir ed —40 F and 
210 F viscosities. Generally  fluids of this type contain  relatively large 
amoun ts of VI improvers which may cause the  fluid to become non- 
Newtonian in characte r, especially at low tempera tures. This precludes 
satisfac tory end use cor rela tion  with the usual type viscosity measure
men t (ASTM D 445). This  m ethod,  which uses a Brookfield  viscosimeter, 
has been found by cold room and  actua l road  tests to give satisfactory 
indication of the petr oleum base fluids abil ity to opera te at low tem
pera ture s, down to —40 F.

2. Apparatus—Typical  apparatus  will consist of the  following items:
(a) Brookfield viscosimeter and  stand, Model LVF or  Model LVT.2 -
(b) Spindle, Brookfield viscosimeter No. 4,2 with  standard  guard.
(c) Cell (test tube) out side diam eter 25 mm, leng th 100 mm.

1 Certain specific products are referenced in order to insure uniformity in testing 
and to malce the recommended practices more precisely understood. The exact 
quivalent will be satis factory.
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(d) Cell wood s topper (Fig. 3).
(e) Insu late d cell carr ier (Fig. 4).
(f) Ro tat ing  cell rack and  base assembly (Fig. 5).
(g) Cold cabinet with air  circulation device. (Ford cold cabinet)2
(h) Pyro mete r pot ent iom ete r—Lewis, Model 14PO.2

BALSA WOOD 
TO P AND BODY

Certain specific products are referenced in order to insure uniformity in testing 
and to make the recommended practices more precisely understood. The exact 
equivalent will he satisfactory.
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TURNTABLE

FIG 5—RO TA TIN G CELL RACK AND BASE ASSEMBLY

3. Procedure
(a) Fill cell with app rox imate ly 27 ml of the fluid under test.
(b) Pu t stopper on cell and insert  spindle.
(c) Place cell assembly in rack.
(d) Place rack assembly in oven at 120 F for a half -hou r.
(e) Place rack on base assembly and put these and cell carrie r in cold 

box.
(f) Establ ish cons tant (±0.5  F) test tem per atu re in cold lx>x.
(g) Rotate  rack at 25 to 35 rpm . (The rack may be rot ate d by the 

circ ula ting  air  in the cold box, bu t oth er meth ods of rack rot ation may 
be used.)

(h) Allow the cell to remain exposed  to the test tem perat ure  for a 
period of 16 hr.

(i) Place cell in carr ier and  immedia tely  tran sfer the  un it to the 
Brookfield viscometer for analysis.
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(j) Attach  spind le and adjust  height so tha t the  spin dle  is immersed 
to the  mid poin t of the neck as viewed throug h the plastic windows of 
the  cell carrie r.

(k) Center the spindle in the hole at the  top of the  wood stopper.
(l) Select the highest spindle speed possible to analyze the sample.
(m) Repeat  taking read ings  until three consecutive and  identical read 

ings are obtained.
(n) Use the value of these  identical  readings to compute viscosity in 

the  following manner:
Viscosity in centipoises =  (scale reading) x 100-4(1
Viscosity in centistokes — viscosity in centipoises

specific gravity  of fluid at test temperatu re
NOTE:  Th e specific gravity of the test fluid should be determined 

by ASTM D 1298-55 method .
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Mr. Schenck. I would just like to make this  comment: We are glad 
to have Mr. Richards here, and his associates this morning. I would 
like to sincerely commend all members of the automobile industry, the 
Automobile Manufacturers Association, the Society of Automotive 
Engineers, and all of the associated organizations for thei r wonderful 
work and their  fine work, and the indus try’s cooperation by exchang
ing all sorts of engineering data  and testing data on safety devices, 
and making these safety specifications available to each other. I 
think tha t is eloquent testimony of the exercise of responsibility in 
the field of safety by all branches of the automobile industry and by 
all professional organizations associated with the automobile industry.

Mr. Richards. Thank you.
Mr. Schenck. I believe tha t you have a very definite feeling of pub

lic responsibility in these matters. I think that the industry and every
one connected with it is to be most sincerely commended for their  
exercising of all of these responsibilities and for the ir cooperation.

Mr. Richards. Thank you again, Mr. Schenck. We appreciate  that.
Mr. Roberts. The gentleman from Pennsylvania.
Mr. R hodes. Mr. Chairman, I would like to ask how important the 

control of the sale and use of brake fluid is to highway safety. To 
what extent does substandard brake fluid contribute to highway acci
dents?

Mr. Richards. It would be difficult, probably, to segregate specifi
cally the relative importance. We know tha t all brake action is very 
important in safety. We recognize in this specific field tha t fact.

We have found evidence of accidents resulting from brake failures, 
and an investigation has indicated that  the brake failure was, prob
ably, caused by substandard brake fluid, the use of tha t substandard 
brake fluid. We feel it is a very importan t subject.

Mr. Rhodes. Do you have any figures on the number of accidents 
that  have resulted from the substandard brake fluid ?

Mr. R ichards. Let me ask Mr. Sherman if he has any information. 
This is one of the weaknesses of  our  current safety program. We do 
not have as much physical breakdown as would be desirable.

Mr. S herman. There is not in the accident pic ture enough investi
gation of the detail of an accident to answer your question. Very 
often the presence of a substandard  brake fluid, for example, which 
might result in high tempera ture buildups and the failure  of the fluid 
to perform and bubbles, so to speak, in the brake fluid line, spongy 
brake action—these are not part icularly  evident in accidents. And 
as you will not from the copy of the SAE standards which have been 
submitted, the chemical laborato ry tests, and the o ther tests to deter
mine whether the fluid in tha t automobile was substandard or not, 
is a very complicated procedure. The most tha t could be said is that  
early indications were that  as much as 50 percent of the brake fluid 
on the market was inadequate for the purpose. And this has been 
reduced in every area where legislation has been adopted by the 
States. In fact, the  benefits go over into adjoining States .

One of the references to the Chemical Specialty Manufacturers 
Association figures would indicate  that at one time as much as 50 
percent of the brake fluid was inadequate and now it is, probably, 
down to 5 percent overall.
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So the problem is one you cannot answer in terms of automobile 
accidents statistics, but you have to look at what is happening in the 
market in the servicing area.

Mr. Rhodes of Pennsylvania. Thank you, that  is all.
Mr. Roberts. Mr. Rogers.
Mr. Rogers of Florida. Mr. Richards, I thought  your testimony 

made a very definite contribu tion. We are all pleased with the indus
try' s action taken on the question of seat belts.

Mr. Richards. Thank you.
Mr. Rogers of Florida. A great deal needs to be done in the way of 

education, of course, but certainly, the leadership was taken there 
and it very well will be helpful, I am sure.

How much would you say has been designated by the industry for 
safety as such ? How much has been spent by them ?

Mr. Richards. I would like to have Mr. Isbrandt comment on this 
subject, because I  think th is is one that has been commented on before. 
Safe ty is such an integra l part  of our operations that  segregating it 
dollarwise may be a problem, but Mr. Isbrandt  has had intimate 
association with that, and we should let him comment.

Mr. I sbrandt. Mr. Chairman , and Mr. Rogers, it is difficult for us 
in the industry to assess either dollars or manpower to the efforts 
expended in safety. The reason for this being that  the entire auto
mobile and all of its components must be analyzed from the safety 
standpoints. So, consequently, let us take as an example a new front 
piece suspension system which, in essence, is a means of producing 
more comfort to the owner of the vehicle. As we go through the 
design of a new front suspension you might say that  there are no 
areas that pertain immediately to safety that the customer can rec
ognize, but yet we, as an industry, from an engineering standpoint, 
must evaluate every item of design in detai l of tha t suspension. So, 
consequently, looking at it from the standpoint of safety alone you 
would say tha t the entire  suspension group was contributing toward 
safety.

If  you try to assess dollars to that it is very difficult to do.
Mr. Rogers of Florida. I can understand that.
Mr. Isbrandt. If  you are referring specifically to areas of safety 

improvements, added features,  let us take seat belts as an example— 
if you are suggesting that.  We in the industry, generally—and I am 
sure this is the case in all of the manufacturer's organizations, which 
are directly under either the vice president of engineering or a director 
or engineering, who have a staff assistant, a man who is at the top level 
of the  engineering organization, report ing directly to the director and 
has the  responsibility of overall safety in the vehicle and its design.

He will develop information as the result of our committee activities 
within the automobile manufacturers associations that will offer areas 
of improvement or areas  of new development. We have in tha t area 
now the simple matter, you might say, the matter of attaching the 
seat belts, as an example.

We have all standardized on the manner in which seat belts will 
lie attached,  so that you will be able to buy a package and that package, 
except for its  length, is adjustable,  will attach to any one of the auto
mobiles that you might care to purchase, because a means for attach
ment into the vehicle is identical.
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Mr. Rogers of Florida. Could you give us, say, your budget for 
research, from the automobile industry standpoint, for safety im
provements that directs all of its efforts just to new sjifety devices 
and improvements alone ? That was the point I was try ing  to ge t at.

Mr. Isbrandt. I would not be able to.
Mr. Rogers of Florida.  Probably, you do not have that informa

tion.
Mr. I sbrandt. I do not have it available. I think that  it would be 

difficult to obtain. We will take the question in hand and see what we 
can develop.

Mr. Rogers of Florida. We need the amount they put in a budget, 
as i t applies to a certain research group working on safety improve
ments alone. Perhaps,  you do not have tha t information. Tha t is 
what I was thinking of. I have been impressed as to how little we 
are doing in our governmental departments on research for safety 
features. I just wanted to have some information on that.  I think 
tha t we are letting  you do all of the work. I wonder if it is not a 
proper  function for some of our effort here to be done on research by 
the Government along this line, as we are doing in the matter of ai r 
pollution.

Mr. Richards. Yes, sir.
Mr. Rogers of Florida . It  has been pointed up that  the main cause 

of death—about 40 percent of the deaths, is due to lack of safety 
features. If you could supply  those figures I think  that it would be 
helpful to give us a proper perspective on that subject.

Mr. Richards. We will try  to get you a statement on that. You 
recognize that this question has come up many times.

Mr. Rogers of Flor ida. Yes.
Mr. Richards. I have talked to the chief engineers of practically 

all of our companies. I might add that thei r answer in looking at 
this problem is, “ Is not the whole vehicle and all of the research a 
par t of our safety program ? Can you point out anything  that does 
not have some bearing on th at ?”

For example, we asked the Society of Automotive Engineers in 1946 
during the Automotive Golden Jubilee to make an exhibit on safety 
developments. And some people were a little astounded to find the 
cigaret te lighte r included and yet that was a very important safety 
item. Because you did not have to get your two hands off the steering 
wheel while ligh ting your ciga r or cigarette. And there are such items 
as windshield wipers and windshield washers, and air  conditioning 
systems, that go into the vehicle. It it difficult to find anyth ing that 
does not contribute in some degree to safety.

Mr. Rogers of Florida.  I realize that. I think that  the committee 
can understand tha t.

What we want to know is w hat the funds are for the specific prob
lem of research for safety improvements.

Mr. Richards. I believe, Mr. Chairman, that  it might be well at 
this point  to  come back to y our  comments with respect to  II .R. 1341, 
because this is where our great concern lies in all of these measures, 
that is, that standards as we have them now in the industry developed 
along a very definite line and have a definite virtue to be preserved if 
we are going to continue this  process of building bette r and safer 
automobiles.
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Mr. Roberts. I apprecia te tha t fact and I certainly  want to com
mend your industry for coining forward here today and taking this 
big step forward. I would natural ly say that, because of my bill, that  
it is a big step they have taken in the safety field.

I think  it is highly commendable tha t the indus try has done this. 
It  gives me a feeling of misgiving to see the governmental depart
ments who are reluctant apparently to move in th is field. And it is 
very refreshing to me to have the automotive industry come in today 
and say, “We want the Government departments to be able to require 
minimum standards of safety in cars which they purchase.”

I think tha t statement is very clear. I think it is a great day in 
this country when priva te enterprise is tak ing a big step forward, as 
the manufacturers  have taken in endorsing this legislation.

I am very grate ful to you. I am sure that I speak for the subcom
mittee when I say tha t we feel deeply obligated to you fo r taking this 
forward step. I certainly  believe tha t it speaks for a better day in 
safety not only throughout these United States, but in other places.

I repeat, we are very gratefu l to you for taking this step.
Mr. Richards. Thank you.
Mr. R oberts. Our next witness is Mr. John O. Moore, who has been 

connected with the research group at Cornell University . He is one 
of the best known and best qualified men in this field of highway 
safety.

I would like to say tha t Mr. Moore has made a tremendous contri
bution to the work of this committee. He has always been available 
to us at very short notice, and glad to do so at his own expense. He 
has always been a dedicated worker in this field of saving human lives 
and trying to avoid as much human suffering as possible.

Mr. Moore, we are glad to have you before us today.

STATEMENT OF JOHN 0. MOORE, NEW YORK, N.Y.

Mr. Moore. Mr. Chairman and gentlemen of the committee, it is 
a great pleasure to be given this opportun ity to appe ar before your 
committee again and to discuss these problems with which you are 
concerned and have been concerned with for many years.

I would be forced to address my major comments, if I may, sir, 
to H.R. 1341, because I think tha t some of the o ther bills are merely 
additives  to the overall problem to which you are addressing your
self in your proposed legislation.

There is little room for doubt at this point that  accidents per se do 
produce injury and death.

There is li ttle room for doubt at this point that accidents are the 
thi rd leading cause of death in the United States of America.

There is little  room fo r controversy that the motor vehicle, which 
is our  means of living, produces an unproportionate amount of death 
and injury in population groups  whom we can least afford to spare.

There is no room for controversy th at 42 percent of all of the 13- to 
25-year-olds in America who have died in the last 10 years have died 
inside a motor vehicle.

It  is most pleasant for me to have the opportuni ty, sir, to hear t hat  
the industry is willing and in the position of endorsing a concept tha t 
we are now in possession of enough known scientific knowledge th at
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we can begin to write some intelligent standards for  protecting and 
packaging  the passenger who must use the motor vehicle in our 
country as a way of living.

1 think anything  less than  th is very blunt description is obfuscating 
(he issue.

People have to move to live. People have accidents because they 
are human, and we as a society must look for the most intelligent 
means available to protect those people in our society from the re
sults of this disease.

If  we did less than this, we would not be discharging our obliga
tions to our fellow man.

We know that 56 percent of the people we have seen injured in 
automobile accidents are injured by contact with four  components, 
or the hick of functioning of four components, to protect this pas
senger during his sudden stoppage.

We are in the position a t the moment where we have no standards 
or crite ria for meeting this, in having this knowledge, in any other 
place other than the Society of Automotive Engineers Committee 
on Seat Belt Standards.

We do not know at the present time what is the definition of a 
safety pad. We do not know what is a good definition of a safety 
door lock, and we do not know what is a good definition of the per
formance of a steering wheel on contact with the chest during 
deceleration.

It  is my special plea—and  I will be as brief as 1 can—that without 
the existence of some criteria  or standards we are all lost. We do not 
know what to provide, we do not know what we have to pay for it, 
or what price penalties we shall assess to the public.

I do not believe tha t there is the possibility—and I have spent over 
20 years of my life in the field of doing research on the concept of 
packaging the man, both in airc raft  and automobiles—I do not 
sincerely, honestly believe there is any hope th at we will acquire these 
necessary criteria except through action by the Federa l Goverment.

I do not believe that this  is a problem which is specialized for the 
community, the  munic ipality,  or the State. I think it is a national 
problem. And I think it can best be addressed by a national committee, 
empowered to request tha t certain agencies of the government arrive 
with the cooperation of the best informed sources at a set of reasonable 
crite ria which will assure the motoring public that for a price they can 
be given a guarantee tha t they are buying a device which will give 
them a reasonable chance of survival when they do the things  which 
humans are well documented and known to do, to make mistakes.

If  I thought tha t this could be done at the State level, being a 
southerner by birth and a man dedicated to the concept of Sta te rights,  
I would plead for it, I would plead for  the cause of States to do it.

I have not yet seen any improvement in any criteria or any device 
which is offered to the public  since 1956. And if I  multiply the 30,000 
lives of occupants of vehicles by sixths, and if I multiply the 4 ^  
million injuries by 6 years, and if I multip ly 200,000 permanent disa
bilities by 6 years, I am compelled to confess that we have delayed too 
long.

Research is not done by committees. Research is done by agencies 
designated with this obligation. They need resources. They need 
funds.
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An d to my way of th inking , H .R.  1341 will give  us th e best hope t ha t 
we ha ve fo r es tab lishin g a reas ona ble  set of cri ter ia.

I hav e been privilege d to be involved in meetin gs of the  American 
St an da rd s Associa tion , t he  Soc iety  of Autom otiv e Engin eer s com mit 
tees, and all of these  o ther  agencies, and  I would be less tha n honest  if
1 cam e b efore th is com mit tee  at thi s time , with  the  k nowledge I have, 
th at  you can cont rol death s an d inj ur ies  in automobi le accidents, and  
did not plea d tha t we need passage o f such a bi ll, and we do not need it
2 yea rs from now. We  have de layed too lon g alread y.

I wou ld place  b efore you  my creden tia ls as a resear che r, a m an who 
has  examined  in the  Cor nell prog ram over 45,000 i nju ry -produ cing  ac
cident s, over 100,000 peo ple  involved in those  acc idents,  over 400,000 
ph otog raph s o f tho se acc idents , and. the  record of all of  the da ta in the  
ha nd s of the industry, on th ei r own pa rt icul ar  ca rs. An d I am most  
exc ited  th at  the  indu str y has tak en such a wonde rful forward  step  
toda y in supp or tin g the facts th at  we need some p lace where the y can 
come an d the  Federal  agencie s can come and look fo r guidance  and  
cr ite ria,  so that we know wh at we buy, how much we pay fo r it, and  
wha t we shou ld be re aso nab ly expec ted to be given in p rotect ion  ag ain st 
the most common disea se which  exists  in ou r younger age group in 
Am erica today.

I wou ld conclude my sta tem en t on th is  p oin t, sir.  I rea lize  you are 
pres sed  for  tim e a nd you have  a numb er of  o the r witnesses.

The sea t belt  is on ly one  of  a b at te ry  of  th erap eu tic  devices which can 
control a m ajo r disease in ou r m idst . The sea t be lt works best  when it 
is com bined wi th a good ste er ing wheel to absorb the ene rgy of the  
chest, and a good  d ashb oard  and a p add ed hea der  s tri p.

We have no cr ite ria  fo r an ythi ng  othe r than  the seat belt at  the  
mom ent.  I believe tha t we need Federal  leadersh ip here . An d we are 
merely  in  H.R. 1341 askin g f or  Fede ral  le ad er sh ip ; we a re  not at tempt 
ing to  regulate  inte rst ate  commerce.

Mr.  C hairma n, if there are  any  questions th at  you or  members of 
the  com mit tee should like to  ask me, 1 will lie glad to ans wer them.

Mr.  Roberts. Wha t wou ld be yo ur  opinion abou t the  ind us try  
sug ges tion of an adv isory com mit tee  to  advise the ap pr op riate Fe d
eral  agency charg ed wi th th e responsibil ity  of the admin ist ra tio n of 
H.R.  1341, in the  event  of  its  pa ssage a t the pre sen t t ime?

Mr.  Moore. I do no t th in k th at  you can poss ibly  car ry  ou t th e in ten t 
of  H .R . 1341 witho ut the  consent and advice aqd  pa rti cipa tio n of the 
indu str y,  because cert ain ly the se men are  the m ost e xp er t on whom you 
cou ld call for advice in the  developm ent  of  the cr ite ria and s tan dards .

I  thi nk  as I rea d H.R.  1341, the int en t o f th e b ill is n ot that  we sha ll 
pre scr ibe  for them how they  sha ll build  th ei r cars . We  merely say 
th at there  are  certa in basic th in gs  which should not be vio late d at  a 
fu tu re  time. I f  we need 25 percen t elongatio n in the seat belt , and  
the indu st ry  th ink s we need 30, th e ind us try  w ith  research tools  is cer 
ta in ly  in  the most u nusua l posit ion  to  consult and  adv ise with us.

Anyone who enacts the  ad min ist ra tio n decis ion wi tho ut the  advice 
and c onsent o f the  in du str y,  I  t hink  would be very  foolh ard y. I would  
just hope, M r. C ha irm an, a t th is  time such a g roup  co nvened would in
vite those of us who have spent a num ber  of years  i n research  to par 
tic ipate wi th them and to share  know ledge which has not yet become 
avail able in  the  norma l ch annels of  lit era tur e.
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Mr. Roberts. Would not tha t information naturally  come into the 
picture, because 1 know that  Cornell University,  along with studies 
made through industry grants, has been doing some research work for 
the Federal  Government.

Mr. Moore. The Cornell g rant  and the acquisition of the knowledge 
we have now about accidents, first the accidents which cause injury or 
death, and second the accidents, has been made possible only because 
of bipart isan participation of both Government and industry.  And 
it is certainly, I believe probably  the largest mass of data in existence 
in the free world anywhere today.

Without any support th is program could not have been undertaken.
We have at Cornell—and I say “we,” although I am no longer 

there—become aware of the importance of lea rning how to work with 
industry, how to supply them with the known information on which 
they can predicate their  decision of making an improvement in their 
product, but I do not like to have my leg pulled by people who discuss 
with me product improvement versus the question which Mr. Rogers 
asked about the safety improvement of that product. I think these 
are two different issues.

A product  improvement may improve the salabili ty of the com
modity, but it may not add one whit to the safety of that  product. I 
think I am entitled to make that  statement.

Mr. Roberts. The genleman from Ohio has a question.
Mr. Schenck. I think Mr. Moore is just reemphasizing his well- 

formulated opinion and well-justified opinion that the Federal Gov
ernment, if it is to establish standards for safety for automobiles, 
ought to take full advantage  of all of the industry and professional 
people who already have had all of these experiences and all of this 
information. It would be impossible in time and in money to duplicate 
that by any governmental agency.

Mr. Moore. Mr. Schneck, I could not agree with you more. I think 
it would be the most foolish attempt in the world if II.R. 1341 did 
become law of the land, that  we did not convene, as we have the 
precedent in similar acts of th is sort, to take advantage  of the existing 
body of knowledge of the indus try and the research people who would 
be more than g lad to gather thoughts to such work to the  Government.

So at such time as criter ia would be written, they would be entirely 
in agreement with the position of the best-known knowledge that has 
been obtained.

Mr. Roberts. The gentleman from Florida.
Mr. R ogers of Florida. I certainly appreciate  your testimony. It 

has been most helpful.
What was the figure that you gave about the 6-year period of the 

deaths in accidents?
Mr. Moore. Mr. Rogers, in th at 6-year period we have had the best 

estimate I am able to obtain from the national health survey and the 
Bureau of \  ital Statistics  between 28,000 and 30,000 occupants of 
passenger-type vehicles who have been killed in America.

Mr. Rogers of Florida . About 30,000 a year?
Mr. Moore. Per year. We have an estimate, according to the na

tional health survey, of about 4.5 million people annually who have 
been injured  in motor vehicle accidents; approximately 200,000 of 
these 4.5 million have received permanent disabilities. And if I multi-
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ply t hese figures by six, I see wluit we have not accomplished since 
we have introduced the changes of standard equipment for door locks 
and steering whels and optional equipment for seat belts and padding 
material  on the dashboards and the header strips.

Mr. R<k;ers of Florida.  I have just one question about the proposed 
Government group to work on highway safety. You probably heard 
the testimony this morning about the interdepartmenta l agency for 
highway safety. Does that  seem to you to be a proper approach, in 
trying to get some real research work done on this subject?

Mr. Moore. I would have to go back to the testimony, as 1 said 
before, of Mr. Roberts’ committee on this subject. I pleaded at the 
time that  these hearings were held in 1958, I believe that man in 
America so depends on the modern automobile that we have the 
paralle l which is of such magnitude and importance that we perhaps 
need a comparative agency such as the National Advisory Committee 
for Aeronautics was, which put America in a preeminent leadership 
position in air transportation.

I was convinced afte r presenting my testimony, which is a matter 
of record, that Congress was not particu larly interested in estab
lishing any other independent governmental agency, tha t this matter 
then was best designed to go to that governmental agency which was 
best equipped to work on it.

I am convinced from testimony this morning and conversations I 
have had over the last several years there is some confusion at the 
moment as to where in the governmental structure,  as it is now estab
lished administra tively, this  responsibility lies.

I would not back off one moment from the things I have said in tha t 
initial testimony before Mr. Roberts’ committee, that we have a 
need—we cannot afford to buy the injury and disability and cost which 
is presently associated with the world's greatest concept of t ransporta
tion, and we must have some agency to handle it.

I believe that at the root of our problem of the first and second 
accidents lies the human equation.

As to which of the  governmental agencies is best qualified to work 
adequately with the human equation, 1 am not prepared to state. 1 
am not an engineer. I am not qualified as a physician, although 
my vocation has been in medicine. This I would leave to the judg
ment of the committee and in conference with prope r governmental 
agencies.

Mr. Rogers of Florida. Thank you very much.
Mr. Roberts. Thank you, Mr. Moore.
Mr. Moore. Thank you.
Mr. Roberts. Our next witness is Mr. Leonard AV. Mayo, executive 

directo r of the Association for the Aid of Crippled Children of New 
York City.

AVe are glad to have you here, Mr. Mayo.

STATEMENT OF LEONARD W. MAYO. EXECUTIVE DIRECTOR, ASSO
CIATION FOR THE AID OF CRIPPLED CHILDREN, NEW YORK,
N.Y.

Mr. M ayo. Mr. Chairman and members of the committee, I  must 
confess at the outset that I come before th is committee as a tyro, as



MOTOR VE HI CL E SAFETY STANDARDS 143

a newcomer  in a Held in which th is  comm ittee has al read y esta blished  
its  in ter est s an d its exper tise .

Now, m y name ha s been ann ounced.
1 will  sta te  br iefly the  func tio n and the  prog ram o f the  Associa tion  

fo r the  Ai d of  Cr ipple d Ch ild ren in orde r th at  you may have some 
knowledge of  our inte rest  in tes t ify ing a t th is  time.

We  star ted 11 yea rs ago in s up po rt of basic  r esearch  wi th respect to 
the  causes of dea th befo re b ir th  and  du ring  the  bi rth  process. At 
that  tim e very lit tle  money, ei th er  pub lic or pri va te,  was being spe nt 
in the  pu rsu it of th is very difficult research  in th is  c ountr y. A gr ea t 
deal of  money is now being s pent in t his  p ursuit and in pu rsu it of such 
research .

As we saw some pro gress in rese arch in th is are a, ou r att en tio n was 
call ed to the  fac t that whe reas  we probab ly lost more  ch ild ren  before 
bi rth  th an  af te r bi rth , the  g reates t singl e cause of  dea th af te r bi rth  in 
most age  groups  among  ch ild ren occu rs in rel ati on  to automobi le ac
cid ent s and is due  to autom obile accidents. Th ere fore we were com
pelled to give some att en tio n,  unde r ou r ma ndate , nam ely  the  pr e
ven tion  of  cr ip pl ing diseases and con ditions  among  ch ild ren , to an 
area which up  to now had been outside  of  our area, and in which  we 
stil l con sider ourse lves lea rn ing .

I came to th is  meeting th is  m orning  prim ar ily  not to spe ak,  but p ri 
ma rily  to learn, and  I am learnin g.

I may  say,  Mr. Ch airm an , th at  the  acco unt of  the  he ar ings  of  thi s 
subc omm ittee , pa rti cu larly  the one I hold  in my hand, un de r dat e of 
Ju ly  7, 8, an d 9, 1959, has becom e a  tex tboo k ami a g uide, a m otiv atio n 
and  an insp ira tio n to us in the developmen t of ou r prog ram .

In  stu dy in g the  whole are a of  accident  preven tion, we fou nd, as I 
sta ted , t hat  the  causes of cr ip pl in g and  p ar tic ul ar ly  of de ath  as caused 
by automobi le aciden ts mad e it necessary fo r us to inq uire into th is 
Held. It  has not been an easy  exp loration . One finds int ere sti ng  
th ings  an d a lack o f in tere st in s ur pr is in g places.

I want to complim ent th is  com mit tee  in its  persis tence in stic king 
to a sub jec t w hich  is w ithout the  gl am or of c rime a nd  wh ich does no t as 
yet  enjoy the  str on g pub lic ba ck ing  of such issues as the  rack ets.

As  ye t, th is is an un po pu lar cause, and  it is gr at ifyi ng  to a pr iva te 
citizen  to know  that  a com mit tee of  the Congress is a pp ly in g itse lf to 
th is kind  o f purpose and  th is  kind  of cause so a ssid uously and with a 
sch ola rly  in ten t.

I have  h ea rd  th is mo rni ng  some int ere sti ng  commen ts with respect 
to  the ex ten t to which the  U.S. Government  should pa rti cipa te  in 
research in t hi s field.

Con gressm an Rogers from Flo rida , let me say t ha t I w as par tic ul ar ly  
intere sted in your  comment on th is  point. As a newcomer to th is 
field I can  only  say that  ha ving  spent the  last  11 years  wo rking  with  
research  sc ien tis ts in the fields of  bio logical sciences, in canc er research  
and neu rological  diseases and the like,  it  has been establ ished th at  the  
pa rti cipa tio n of  governm ent  in medical research , fa r fro m dr ying  up 
the  sources of  pri va te rese arch in pri va te organiz ati ons which cor
resp ond  to indu str y in the  field of  automotiv e saf ety , has increased 
both the int ensit y, the  numb er of  personnel invo lved , and the num
ber  of dol lar s spent.

70706 0 —61----- 11
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So 1 think we have a precedent of some dis tinction and importance 
to the effect tha t the leadership of government, not just its in terven
tion and par ticipation, but its leadership, properly  expressed in a field 
of research, benefits the entire field.

There are just three points that I would like to make briefly with 
respect to I LIT 1341.

The record of the saving o f the lives of children over the past quar
ter of a century is one where great progress has been made not only 
in the saving of life before birth , particu larly during birth, but great 
progress has been made in the saving of lives from children’s dis
eases. These so-called miracle drugs, better obstetrical care, im
proved knowledge in pediatrics,  improved additional knowledge on 
the par t of parents, have all led to a very dramatic  decrease in the 
death of children from the diseases of childhood and related causes.

The same advance has not been seen, unfo rtunate ly, in the field of 
automobile accidents. And it  is this field tha t all of  us, the automotive 
indust ry, the engineers, social scientists and all of the public owners 
and parties join hands in wishing to see research go forward.

If  I might comment briefly on the whole question o f standards, it 
seems to me obvious that there must be too in this field, as in other 
fields, that adequate standards cannot be set without adequate research. 
And I th ink there is no one in this room or in the United States who 
would claim tha t adequate research has yet been undertaken with re
spect to any of the three major  areas of automotive safety research, 
namely, highway and driv ing conditions, the state and condition and 
competence of the driver, and the relationship of driving to human 
behavior in general. And third, but far  from least, in our humble 
opinion, research having to do with the extent to which automotive 
design can help to prevent accidents and serious accidents, even when 
one has a driver who is not well prepared, one has a driver  who is ill, 
one has a driver who finds himself in the situation where no human 
being could th ink his way out of it fast enough.

Of these three areas of research that appeal to commonsense, I be
lieve tha t whereas we have over 70 million cars, and heaven knows 
how many drivers and new cars  coming up each year and a new crop 
coming up each year—whereas we have multiple problems when it 
comes to research in the othe r areas 1 mentioned, namely, highway 
research—this, of course, must go forward. The key to a further  
creative basic and applied research in automotive design can be un
dertaken, intensified greatly and improved in the next 10 years by 
increased efforts on the part of a rela tively few groups in the United 
States.

The U.S. Government and private  organizations, of course, and 
the automotive manufacturers themselves can do this work.

I was very pleased to read in the proceedings of last summer on 
page 55, in the summary given by Mr. William Sherman, the secretaiy, 
I believe, of the Engineering Advisory Committee of the Automobile 
Manufacturers Association tha t he strongly approved and supported 
the partic ipation on the pa rt of the  Federal Government in such re
search. And I believe in that  statement he mentioned two of the 
areas of research which I have mentioned, namely, dr iver  re lation to 
the machine and the highway.
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I think  in that parti cular summary statement did not mention con
tinued research in car design, but I am sure that he supports such 
research. Previous statements  I think carry that  out.

This law applicable to all makes of vehicles would remove safety 
devices from the Held of competition among manufacturers if, in
deed, this is a major problem. I understand that  some manufac turers 
have argued that price competition discouraged them from installing 
sometimes inexpensive safety devices. If  they were required of every 
manufacturer, competition would no longer exist. I am not sure 
that the manufactu rers hold that view.

The leadership that they show in so many areas in giving advances 
to the American people would lead me to the conviction that  the sup
position, at least, that they would not be too concerned about the 
matter of competition when it comes to a mater of safey and the pro
tection of the public health would be correct. Many members of the 
general public hold Federa l specifications and practices in high re
gard. It seems to me th at when i t became known tha t certain safety 
devices were required in Federal automobiles that  many citizens would 
follow the example of the Government and many companies and 
corporations, too, and demand these devices in their  own vehicles.

And finally, the passage of such legislation, I  believe, would consti
tute official recognition of the value of these devices develop it largely 
by the manufacturers themselves, and that  it might encourage fu rthe r 
development on the ground  tha t other devices might similarly be the 
subject of legislation, instead of our having to wait the slow process 
of public acceptance.

Gentlemen, our interests in this field is such that we have asked 
the Consumer Union to join with us, our association, in the conduct 
of a conference which will be at West Point the middle of May on re
search in automotive safety design to which I have invited engineers, 
the manufacturers, scientists, and a number of  o ther people who are 
vitally interested in this field.

Thank you very much for this opportunity to express a view.
(The prepared statement of Mr. Mayo follows:)

Asso cia ti on  for t h e  A id of  Cri pp le d  C h il d r en ,
New York, N.Y., March 2J,, 1961.

Sta te m ent in  C onnec ti on  w it h  H .R . 1341

Th e A ssoc ia tio n fo r th e Aid  of  C ripp le d Chi ld ren,  an  en do we d fo un dat io n de di 
ca te d to  th e  re du ct io n of  fa ta li ti e s  an d di sa bi li ti es  in  ch ildr en , is deep ly  con
ce rn ed  ov er  t he  de aths , dis ab le m en ts , an d di sf igur em en ts  pr od uc ed  in  ch ildr en  by 
th e au tomob ile . To da y,  th e au to m obi le  is  th e lead in g ca us e of  ac ci den ta l dea th  
in  ch ildr en  of  mos t ag e grou ps . As  fu rt h er ad va nc es  a re  m ad e in  ob st et ri c 
pr ac tice s,  th e use of  antibio ti cs  and  oth er med ical tech ni qu es , it  see ms  cl ea r 
th a t th e le ad er sh ip  of  au to m otive  deat hs wi ll be no t mer ely m ai nta in ed  bu t 
ad va nc ed .

A ft er  a ye ar -lon g st ud y of  th e  re se arc h  an d th e  ac tion  pro gra m s de sig ne d to 
redu ce  th e  au to m ot iv e dea th  to ll , th e  Assoc ia tio n fo r th e  Ai d of  Crip pled  
Chi ld re n is conv inc ed  th a t m od if icat io n of th e ve hicle is one of th e mo st im 
po rt an t an d mo st ne glec ted  m ea ns  of  ac hiev ing such  re du ct io n in  a re la tive ly  
sh ort  tim e.  Obvio usl y it  is no t th e  on ly  means , bu t, eq ua lly  ob viou sly , it  is  th e 
on ly one who se  im pl em en ta tion  de pe nd s upon  h a lf  a dozen m anufa ctu re rs  
an d no t on  th e ch an gi ng  of  a tt it u d e s  an d pr ac tice s of man y th ousa nds of law - 
en fo rc em en t pe rson ne l an d man y m il lion s of  dr iv er s.  Most sa fe ty  de vice s can 
be buil t in  so th a t nei th er  th e ir  pre se nc e no r th e ir  fu nc tionin g de pe nd s on th e 
a tt it ude , co nd iti on , or whim of  th e  us er .
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The  effectiveness of most of the  safety devices cur ren tly  proposed for in
corp orat ion in Government  vehicles  has been clearly  proved by the Cornell crash  
injury  resea rch projec t and by oth er studies . But  the  importance of H.R. 1341 
extends fa r beyond protecting  Government personnel from dea th or disablement. 
Among the  less tangible  effects ar e the  following:

(1) Passage of H.R. 1341 would set  an important precedent of Federal regula
tion of an area of ac tivity  that  is of nationwide concern.

(2) Enac tmen t of a law applicable to all makes of vehicle, would remove 
safe ty devices from the field of competition  among manufacturers. Some manu 
fac tur ers  have argued that  pric e competit ion dete rs them from instal ling even 
the most inexpensive  safe ty devices. But if such devices were  required of every 
manufactu rer,  competi tion would no longer exist.

(3) Many members of the general  public hold Federal specifica tions and prac 
tices in high regard . When it  became known that  cer tain  safety  devices were 
required in Fede ral vehicles, many  citizens would follow the example  of the 
Government and demand these  devices in t he ir own vehicles.

(4) The passage  of such legis lation would cons titu te official recognition of the 
value of these devices, developed largely by the  manufacture rs themselves, and 
might encourage furth er development  on the grounds that  other devices might 
similar ly be the subjec t of legislation instead of having to aw ait  the slov 
process of public acceptance .

For all these reasons, in add ition to the immediate and obvious desirabili ty 
of protectin g Government personnel, as executive director  of the  Association 
for  t he  Aid of Cripped Children, I strongly urge the passage of H.R. 1341.

Leonard W. Mayo, 
Exe cut ive  Director.

Mr. Roberts. Thank  you, Mr. Mayo, for your very encouraging 
statement and for expressing the concent of your organization in the 
field of crippled children. We know about that organization and we 
are deeply gratefu l to you for your appearance here today. The 
Chair has no questions.

Mr. Schenck. I want to join in that commendation of your s tate
ment.

Mr. Rogers of Florida. I want to say, too, that it has been helpful 
to have your views here and those of your organization, and to know of 
this interest in this field.

In beginning these hear ings, and in going into some of this prob
lem, it appeared to me t hat  we are not doing anything in the field 
which accounts for the greatest death factor of young people in the 
age bracket of 1 to 35. It also accounts for 40 percent of the third  
largest cause of death  in this country, not to speak of the millions who 
are injured. Here is a tremendous loss in our communities every
where. And here we are doing nothing about it. Yet the automobile 
manufacturers are doing all they can. It is a field in which we can be 
helpful in try ing to point out some leadership in research.

Mr. Mayo. In such a mat ter of such basic health concern it would 
appear th at the Government could hardly  fai l to partic ipate  in it to a 
grea ter degree.

Mr. Rogers of Florida.  Thank you very much. That  is all.
Mr. Roberts. We thank you again, Mr. Mayo.
Mr. Mayo. Thank you.
Mr. Roberts. Our next witness is Mr. Edward A. Tenney, of Barton 

City, Mich. We are glad to have you before us, Mr. Tenney. You 
may proceed.
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STATEMENT OF EDWARD A. TENNEY, BARTON CITY, MICH.

Mr. Tenney. Mr. Chairm an and gentlemen, 1 am a private citizen 
by the name of Edward A. Tenney who has on intense interest in this 
subject, and because of that intense interest 1 ask the Ch air if 1 might 
enter a bit of testimony.

The history of auto making an d auto advertising for the last 6 years 
illustrates the fact that the auto industry  is incapable of legis lating for 
itself laws which promote our common safety. Because of this histor
ical fact and because the indust ry shows no inclination to change, 
Federal legislation is needed.

In 1955 the horsepower race among our leading manufacturers  led 
to a severe criticism of the practice  of putting motors designed for 
racing cars into ordinary stock cars. At that time it was considered 
contrary to the public welfare on public highways to have cars which 
were capable of speeds over 90 miles per hour. On .June 6, 1957, the 
leading manufacturers reached a gentlemen's agreement—and this 
committee is well aware of what that  agreement was—that they would 
cease to emphasize tremendous speed and enormous power and- would 
call off the horsepower race so as to lessen the entirely human tempta 
tion to drive at speeds way beyond what is reasonable and prudent for 
boys and girls, men and women.

In 1960 General Motors p lastered the billboards across the Nation 
advertis ing the Chevrolet as “Sixties Sizzler" and showed it streaking 
down a road. One of the 1961 Chryslers  was announced in Motor News 
as having a motor which would propel it at 140 miles per hour or bet
ter. I have here the announcement for Motor News for . January 1961, 
page 25, which states tha t the 300-G can reach a top speed of over 140 
miles per hour. This speed is almost tha t of the racing cars at the 
Indianapol is Speedway 500-mile Memorial Day race.

Such speeds sometimes kill even the expert drivers and sometimes 
the spectato r also. The historical fact is that the gentlemen's agree
ment appears to have been broken. In 10 years’ time these 140-mile- 
per-hour cars will be purchasable  by teenagers at a hundred dol lars or 
so. And when a teenager soups up one of them it will be a sizzler in the 
seventies.

Present legislation has to consider future  consequences. The car 
which the general rides in today may be the car which the child pilots 
10 years later. All racing cars should have bucket seats, safety  har 
nesses, and the like not only for  the present protection of important 
people but for the safety of the little people 10 years hence. Our 
Government owes it to the next generation to purchase only those cars 
in which the safety features are equal to the potential speed.

Another reason why the auto makers must be encouraged to design 
and produce safer cars is their attitude which appears  to me to be 
hypocritical. In 1960 General Motors ran  a series of very expensive 
full-page ads in many popu lar magazines with the head “The Gars are 
Safe r—The Roads are Safer—The Rest Is  Up to You.’’ These adver
tisements are addressed to boys and girls. They may be obtained from 
General Motors free for posting on bulletin boards in driv er education 
classrooms. As we all know, it is truer to say th at in 1960, according 
to the statistics of the National Safe ty Council, “The cars were 1 per
cent more dangerous, the roads were 1 percent more dangerous, and 1
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per cent more  of us  was kil led  in 1960 th an  in 1959.” I t  a ppear s to me 
to  be hyp ocr itic al to be qu iet ly  pu tt in g more pow er unde r the hood 
whi le p rea ch ing  the g reat er  saf ety of the  car.

A th ird reason is t ha t the  a uto  m ake rs have h elped sh if t the  r espon
sib ili ty  fo r accidents  f rom  them selves to the  public  schools by prom ot
ing  dr iver  education. Ca rs are  don ated or  loaned to schools by auto 
dealers . Ha ving  pro mo ted  teenag e dr iv in g and ca r own ership  by 
th is device , the  auto  ma kers advertis e th at  those who  ki ll themselves 
are to  blame. To the pa re nt s of  the  dead th is may  ap pe ar  doubtfu l, 
especially  to the  p aren ts  who  did  not want th ei r ch ild ren enco uraged 
to dr ive  u nti l they were ou t o f h igh  school and  more  m atu re.

Th e auto indu str y spe nds mi llio ns pu tti ng  c hildren  on the road, age 
14 and up,  by mean s of  dr iv er  education. Th is is the mos t doub tfu l 
education  we have. In  1956 in Mic higan we made dr iv er  education 
man da tory  fo r the  16-18 age  gro up. One hund red  per cent of the  
po ten tia l gro up  enro lled . In  1958 we Michi gan ites kil led  1,334 of 
u s; in 1959, we killed  1,440;  in  1960, we kille d 1,545.

The se deadly  sta tis tic s which  show a 16 perce nt increase  of  1960 
over  1958 suggest, first , th at  the roads are  no sa fe r;  second, th at  the  
car s are  no sa fer; th ird , th at  dr iver  ed uca tion kil ls more than  it pre
serves ; and , four th , th at  t he  a uto  m ake rs ough t no t to pro mote dr iver  
edu cat ion  in t he  public  schoo ls but  should assum e th ei r own sha re of 
responsi bil ity  for  accidents.

I th ink that  bills  like  th e Bennett  bill and the Roberts  bill will 
hav e a  wholesome ten den cy to  sober up the  auto m ake rs and  cause them 
to spen d the ir money not on so questionable a th ing as dr iv er  educat ion 
but on so certai n a li fesaving  device as the seat belt.

Th ey  are  boring holes, as I underst and, in the bottom floor of care 
to p ut  in these fas ten ings.

Th ere are  dr iver  education  classes in opera tio n at th is  mom ent in 
whi ch the boy is being ta ug ht  to dr ive  wit hout a safety belt. I could 
say  a lot more  about th is,  bu t my time  has  r un  out. I have made my 
sta tem en t, and 1 tha nk  you, Mr. R ober ts.

Mr.  R oberts. Th an k you , Mr.  Tenney. We  alw ays  appre cia te the 
contr ibuti on  of pr ivate cit izens to our hea ring s. We  are  gla d and  
ha pp y to have yo ur  sta tem ent.

I have before  me a l et te r fro m the  G eneral Service s Ad minist rat ion 
da ted Ma rch  28, 1961, which I  will  make a pa rt  of  the record  at  thi s 
po int , wi tho ut objec tion.

(T he  le tte r da ted  March 28,1961,  fo llo ws :)
General Services Administration,

Washington, D.C., March 28,1961.
Hon. Kenneth A. Roberts,
Chairman, Subcommittee on Health and Safety,
Committee on Interstate and Foreign Commerce,
House of Representatives, Washington, D.C.

Dear Mr. Chairman : This  is with furth er reference to you r let ter  of March 
13, 1961, requesting the General Services Administ ration to furnish your sub
committee a stateme nt for  the  record in connection wtih  H.R. 1341 containing 
certa in information concerning Government-owned, passenger-car rying  motor 
vehicles.

Accordingly, attache d hereto is a stateme nt which sets  forth  the following 
requested inform ation :

1. Number of passenger-carry ing motor vehicles purchased by GSA for 
Feder al agencies during  the p as t 3 years.
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2. Number of passenger-car ryin g motor  vehicles boug ht by Federal  agen
cies during  the past 3 years .

3. Number of p assenger-carrying motor vehicles op era ted  by Federal civil 
ian agencies as compared  to  the D epar tmen t of Defense.

We are happy to furnish you thi s stat ement  and trus t that  the inform ation  
contained there in will be helpful to your subcommittee. In  addition  to this  
sta tem ent  we have • furnis hed  you this  agency’s comments on the  subject leg
islat ion by separate lette r.

Sincerely yours,
J ohn L. Moore,

Adminis tra tor .

Sta teme nt  F ur nish ed  th e  S ub comm itt ee on H ea lth and Safety of th e  H ouse
Com mi ttee  on I nters tate and F oreign Commerce  by th e  Gene ral  Services
Adm inist ra tio n Concerning  P assenger-Carr ying  Motor Veh ic le s in  Con
necti on  W it h  H.R. 1341
1. Number of passenger-carrying motor vehicles purchased by GSA for Federal 

agencies  during the past 3 y ears :

1958 1959 1960

Sed an s __  _______________________________________ ______ 5,265 4,801 3,562
S ta ti on  w ag ons______________________________________________ 1,009 768 701
Bus es  a n d  am bula nce s.................. .  ................................ . ................... 114 86 51

T o t a l . . ............................................. ....................... ........... ........... - 6,388 5,655 4,314

2. Number of passenger-carrying motor vehicles bough t by Federal  agencies 
dur ing the  past  3 y ea rs :

1958 1959 1960

D e p a rtm en t of  D efense :
S edans_______ _________ ________ ______________ _____ _ 1,856 2,531 2,404
S ta ti o n  w ag ons _________________________ _________ ______ 1,008 1,806 1,558
B u s e s .. ................................. ............. ................................................... 216 499 837
A m bula nces...................................................... ......... ................. ....... 178 154 215

T o t a l . . ______ _________ ___________________ _____ _____ 3,25 8 4,990 5,014
Ten ne ss ee  V al le y A u th o ri ty : S e d a n s .. .............. ................... ........... 200 150 200

GSA’s tit le 1 regu lations req uire all Federal agencies, except those  specifically 
exempted, to advise this  agency  of the ir vehicle requ irem ents  for consolidated 
procurement by GSA. Agencies, other than DOD and TVA, purchase  vehicles 
for themse lves only upon specific clearance  from GSA. The  Comptroller Gen
era l monitors  this situatio n very closely to assure  that  the  advanta ges  of con
solidated  procurement are  being obtained. As a resu lt, dur ing  the past 3 years, 
all procurem ent of passenger-carry ing motor vehicles for Fed era l agencies, ex
cept a s ci ted above, has been accomplished  by GSA.

3. Number of passenger-carry ing motor vehicles operated  by Federal  civilian 
agencies as compared to the  D epa rtm ent  of Defense:

1958 1959 1960

C iv il ia n  ............ .........  .  .......................................... ............... 24,752
30,953

25,536 
28,424

26,722
27,630D O D  .....................................................................................................

T o ta l _______________________________ _______ ____ 55,705 53,960 54,352
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(The following additional information was late r submitted by Mr. 
Moore:)

General Services Administration,
Washington, D.C., April 6, 1961.

Hon. Kenneth A. Roberts,
Chairman, Subcommittee on Health and Safety, Committee on Inters tate and 

Foreign Commerce, House of Representatives, Washington, D.C.
Dear Mr. Chairman : By le tte r date d March 28, 1961, I furn ishe d your sub

committee, at  your  request, a sta tem ent for the record in connection with H.R. 
1341 conta ining  the following info rma tion  concerning Government-owned passen
ger-carrying motor vehicles:

(1) Number of passenger-carrying motor veh icles'purchased  by General 
Services Adm inist ration for  Federa l agencies  during the  p ast  3 years.

(2) Number of passenger-carry ing motor vehicles bought by Federal 
agencies during the past  3 years.

(3) Number of passenger-carrying motor vehicles operated by Federal 
civil ian agencies as compared  to the Departm ent of Defense.

With respec t to item No. 2, the state men t covered passenger-carrying  motor 
vehicles bought by the Depar tme nt of Defense and  the Tennessee Valley Au
tho rity during 1958, 1959, and 1960. As a  supplement to item No. 2 the follow
ing information is submitted cover ing passenger-carrying motor  vehicles pro
cure d by t he  government of the D ist ric t of Columbia :

Se dans ...........................................................................................
Sta tion  wagons.......................... . ..................................................
Buses.............. ................... . ..................... .......... ................ ..........
Ambulances. .......................... ........................................ . .............

1958 1959

179 52
8 60
1 8
2 1

1960

74
5
2
1

The above supplemental  da ta completes the info rmation requested in your 
let ter  dated March 13, 1961, concerning Government-owned passenger-carrying 
motor vehicles. We are  happy  to make this information available to you and 
tru st that  i t will be helpful to  your subcommittee.

Sincerely yours,
J ohn L. Moore, Administrator .

Mr. Roberts. We will recess at this time until 2:15 o’clock this 
afternoon.

(Whereupon, at 12:15 p.m., the committee recessed, to reconvene at 
2 :15 p.m., the same day.)

AFT ER NOON SE SS ION

Mr. Roberts (presidin g). The subcommitee • will please come to 
order.

Our  first witnes is Mr. James R. Turnbull, of the National Auto & 
Flat  Glass Dealers Association.

We shall be glad to hear from you now.

STA TEM ENT  OF JAM ES R. TURNBULL, NAT IONAL AUTO & FLA T
GLASS DEALERS ASSO CIATION; ACCOMPANIED BY ROBERT L.
BOUCHARD

Mr. Turnbull. Mr. Chairman and gentlemen, we appreciate  the 
opportunity  to appear before you because conflicting dates would pre
vent a subsequent appearance.

My name is James R. Turnbull, representing the National Auto & 
Flat  Glass Dealers Association, and I have with me this afternoon to
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stage some demonstrations concurrent with my presenta tion Mr. Rob
ert L. Bouchard of  the Glass Distributors, Inc., Washington, D.C., and 
a member of our organization.

I represent the National A uto & Flat Glass Dealers Association, and 
organizations affiliated with them in their efforts to restore to the mo
toring  public the standards of auto glass safety which they enjoyed 
from 19,38 until recently.

We are concerned with the unilatera l, unpublicized changeover in 
the type of glass used in the side windows and vent windows of 
American-made cars of current manufacture. This change has been 
going on since 1956 and became universal for the cars of all manu
facturers in 1960. Yet it was not until February 8 of this year that 
the Automobile Manufacturers Association felt obligated to inform the 
public that the change had taken place.

I am going to ask Mr. Bouchard  to break two pieces of glass, one 
piece of laminated glass and one piece of tempered glass, to  show you 
the characteris tics of the two products.

From triple- thickness laminated safety glass in door windows, every 
maker has now changed to single thickness tempered glass. For some 
manufacturers, this is also true of the vent windows.

We contend that this change, and the nature of the product so 
introduced, confronts the public with new and unusual hazards, not 
solely or necessarily related to the hazards which can be anticipated 
in an automobile accident or collision.

He is holding up a piece o f laminated glass which has been sub
jected to the same type of impact which disintegrated the tempered 
glass.

We are here, therefore, to plead for the inclusion in H.R. 903 of a 
provision which would require motor vehicle manufacturer s to use 
laminated safety glass in all windows forward of seated passengers.

The events of the  past 2 years  have clearly established that there is 
a need for  a national body which will take proper concern for private 
motor vehicle safety insofar  as methods of construction and materials 
are involved.

The individua l States have legislated and are continuing to leglis- 
late on some aspects of car construction and equipment. This is 
especially true of auto glass, and bills are presently  before the legisla
tures of six States. The protection of the public in this  respect is 
certainly a matter of concern fo r State legislatures, but the automobile 
indust ry is able to oppose it effectively a t this level by many means, 
including economic threats.

In the material which we now wish to present to you for  your  delib
erations, I am hopeful that you will agree our case is not only reason
able, but well documented. We are a small organization and our 
resources are limited. We are opposed—and quite strongly opposed— 
by the giants of indus try and by those over whom they exert economic 
domination. This is a challenge, however, that  we have been glad 
to accept in the public interest.

Why did the car makers change the type of glass ?
The motive is clearly established as monetary. A single thickness 

of heat-tempered glass is unquestionably cheaper than two pieces of 
glass bonded together with a layer of tough rubbery plastic. That  is 
the saving the carmakers are enjoying  now. But this is not all they
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are looking for. The physical nature of tempered glass will enable 
them, in subsequent years, to incorporate  metal attachments, handles 
and the like, by drilling holes in the glass prior to tempering. What 
this hardware will do to the glass performance is of less concern than 
the savings in assembly labor tha t it will make possible.

This vent light, with attached hardware,  is representative.
I will ask him to break that. It  is a tempered glass light from a 

current model car.
However, when the glass does break, it will build up the cost of 

the replacement package to the car owner—a minimum of three times 
the present cost, and more likely five times the cost.

Should the car maker's monetary motive be questioned, I  refer you 
to the sworn testimony in the current proceedings of the Federal 
Trade  Commission versus Libby-Owens-Ford Glass Co. and the Gen
eral Motors Corp. In that testimony you will find clearly established 
that  General Motors changed because tempered glass was cheaper and 
because the Chrysler Corp, had already changed to tempered glass 
and, in the words of a h igh General Motors executive, “I t hadn’t h urt 
Chrys ler’s sales any.”

We might add parenthetically,  how could it have hurt Chrysler's 
sales when the public was kept in ignorance of the change?

Laminated safety glass is not under challenge. It has a wonderful 
record of performance over its 25-year history; therefore , we ask the 
ques tion: Is tempered glass as safe as laminated safety glass ?

The car makers say it is. Having already made the change and 
having  decided to give the buyer no option, what else could they say? 
To support their  contention, they will mainly cite accident, that  is, 
collision accident, statistics. I think  all of us know that  on today's 
highways anything that  can happen to the human body and to a 
machine is going to happen in some manner or form. The car  makers 
are on fairly good ground here in arguing about auto glass because 
thei r own statistics prove tha t, up to now, auto glass has been a minor 
factor in collision injuries. The bulk of car mileage involves driver- 
occupancy only. Therefore, depending on the statistical  source used, 
from 35 to 50 percent of all inju ries were caused by the s teering wheel. 
We are not here to outlaw the steering wheel, or the man behind it. 
We want to give him the ultimate protection he deserves from the glass 
that surrounds him.

What are the major safety differences between tempered glass and 
laminated safety  glass? This is the most important one—flying glass. 
If  the human body, or any portion of it, strikes either laminated safety 
glass or tempered glass, i njury can and may result, depending  on the 
circumstances. But tempered glass can reach out to cause injury. In 
other words, the  glass comes to the passenger, not the passenger to 
the glass.

The samples that we are break ing here are contained in a specially 
made box so that  they do not t ravel any significant distance, but I am 
going to ask Mr. Bouchard to break another piece of  tempered glass, 
so that we can observe the breaking  phenomena.

Well, th at one appears to have been improperly tempered, which is 
something we can discuss later on.

I have here, with examples, hundreds of reports collected by mem
bers of our organization on the  breakage of tempered glass. In many



MOTOR VE HI CL E SAF ETY STANDARDS 153

cases, the  glass exploded, showering the interior of the car, sometimes 
in large chunks and spears, such as these examples. Now, our mem
bers are not in the auto body business, we don’t repair  or salvage 
wrecks, so we do not have an opportunity to talk to many car owners 
who had broken glass under collision circumstances. In other words, 
we get to talk to the lucky ones.

As a single example, I should like to cite excerpts from a letter in 
which a father tells of  a typica l recent accident. The complete letter 
is attached.

This was a side or intersectional collision, the most common type, 
and it exemplifies the hazards inherent in the use of tempered glass 
for door and vent windows.

My so n w as  ridin g in  my  ca r,  si tt in g  on th e ri gh t fr on t se at . * * * A no ther  
ca r co llide d w ith  th e ri ght si de  of  xny ca r, an d upon  im pa ct , th e  glas s in th e 
tw o ri gh t do or s of  my car sh a tt e re d  as  if  th ey  had  ex plod ed . The  in side  of  
my  car w as  show ered  w ith  sm al l jagg ed  pieces  of  gla ss , an d th e ri gh t side  
of  my  so n’s fa ce  was  like wise sh ow er ed  w ith sm al l pie ce s of  gl as s. H is  ear 
w as  sh att ere d  an d pl as ti c su rg er y  w as  re qu ired  im m ed ia te ly . G la ss  w as  foun d 
in  my  so n’s ha ir  an d in side  of h is  clothe s, an d Dr . Su lli va n,  th e  p la st ic  surgeo n,  
ad vi se s me  th a t he  wi ll ha ve  a per m an en tly sc ar re d  ea r.

An oth er:
I w as  dr iv in g a 1958 Pl ym ou th  st a ti on  wa gon, an d a ft e r th e  ac ci den t I fo un d 

gl as s ev er yw he re  in  th e ca r,  on th e  se at s,  und er  th e  se at s,  on  th e floor, on  top 
of  th e  da sh bo ar d,  an d ba ck  of  th e  st or ag e space.

I feel th a t wh en  I bo ug ht  a ne w C hr ysl er  pr od uc t, I ha d de fini te ly  been mi sle d 
in to  be lie ving  th a t th e  car ha d as st andard  eq ui pm en t “safe ty  gl as s.” I t  ha d 
al w ay s been my opinion  th a t th e te rm  “s af et y g la ss ” m ea nt  gl as s he ld  to ge th er  
by p la st ic  bi nd er  in ord er  to  p re ven t sh at te ri ng . The  gl as s th a t is  co nt ai ne d 
in my  pr es en t car shou ld  no t be ca lled  “s af et y gla ss ” bu t sh ou ld  pr op er ly  be 
de si gn at ed  as  ex plod ing glas s. T he  pu bl ic  has  a ri gh t to ex pec t th a t in  th is  
mo de rn  day  an d ag e sa fe ty  m ea su re s wi ll be  ta ke n in  su ch  m an ner  as  to 
fu lly  guard  th e liv es  o f ou r ci tize ns .

This instance clearly illus trates  how, with tempered glass, you 
don't have to wait to be hurled against the glass in o rder to be hurt.  
This glass will qome to get you. In fact, a collision is not necessary. 
Breakage can result from a flying stone, slamming the door, raising 
or lowering the glass, a sudden rain shower—not to mention so many 
explosions of this glass which are completely unexplainable. Re
member, many of those are documented in the testimony which we 
have submitted with this statement.

Remember, when we refer to breakage of  tempered glass, we mean 
complete disintegration.

We have documented the natu re of this product in a summary 
entitled “The 10 Dangers of Tempered Glass /' We have documenta
tion for every point—but we based our original compilation on the 
results of extensive testing  work done in the laboratories of one of 
the largest research-based companies in the United States.

Here are the 10 dangers:
1. The quality and unifo rmity  of tempered glass can and does 

vary.
Why ? Mainly because there is no way to test a piece of tempered 

glass except by destroying it. There is no practical way to tell if a 
light of glass has been tempered  except by breaking it. Result: 
There are already instances where plain untempered g lass has gotten 
out as “tempered safety glass.’’



154 MOTOR VE HI CL E SAFETY STANDA RDS

On behalf of laminated glass, all components of the sandwich are 
regularly checked and tested. Sample laminates and samples cut 
from stock-size sheets are readily available for quality  control check 
tests.

2. Tempered glass is known to be nonuniform.
The propaganda for tempered glass says tha t i t breaks only under  

a certain  kind of impact and then it breaks into small, regular, harm
less fragments. This is just not so, and there is ample documentation 
to prove it. Tempered glass is the offender in the mysterious “blow
outs” which have destroyed back lights in many cars over the past 
years. Poor annealing has left terrific st rains and stresses and slight 
defects leave weak spots which are intensified under changes in tem
peratu re and heat distribution.

Laminated glass is consistent and uniform.
3. Tempered glass fragments are not harmless.
Even the small fragments of what might be called an ideal break 

of tempered glass can cut and cause permanent damage to eyes, even 
though the force that projects the particles is only the force of the 
suddenly released stresses. These stresses can be in the order of 
140,000 pounds per square inch, and tha t is twice the pressure gen
erated in a military rifle bar rel when the shell is fired. However, add 
to the force of the stress a 60-mile-an-hour windstream in a moving 
car and you have a real velocity hazard for passengers anywhere 
within the car, as for example in a vent window.

Worse yet, large fragments are more common th an any proponent 
of tempered glass will admit. We have documented samples of many 
breaks in tempered glass resul ting in sharp-edged fragments from 1 to 
3 square inches in area. We have dagger-shaped fragments several 
inches long, too.

Laminated glass retains most of the fragments.
4. Tempered glass is sensitive to edge break.
To visualize what this means, picture a child at a half-open door 

window. He is leaning against the glass and he has a metal toy 
in one hand. He bangs the toy on the edge of the glass, as children 
will—the glass disintegrates and the child is in the street. The edge- 
break sensitivity contributes to one form of the fallout hazard we 
discuss in item 5.

Laminated glass has no edge-break sensitivity.
5. Tempered glass when broken offers no protection against flying 

objects, missiles, or fallouts.
A flipped stone, a BB shot, an object fa lling from a passing vehicle, 

a piece of gravel tossed by a highway sanding truck—these typify the 
dangers of objects which break tempered glass and pass through with 
velocity almost unchecked. Tempered glass is not adequate protec
tion from dangers outside the car.

Similarly, once broken, tempered glass, in a collision or skidding 
accident, leaves an unprotected opening from which passengers or 
driver can be thrown from the car. To be thrown from the vehicle 
is recognized as greatly  increasing the danger of serious injury  or 
death, especially in “ro llover” accidents.

Laminated glass remains in place and retains energy-absorbing 
propert ies characteristic of the flexible plastic interlayer.

6. Tempered glass gives a thief  split-second entry.
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A tap with a metal punch such as Mr. Bouchard has been using 
here and the thief, afte r car or contents, is in. A quick removal of 
the fragments of tempered glass and there is no readily visual evi
dence to show the car has been tampered with.

It  is possible to break out all of the glass in the average car under 
10 seconds, if it is a tempered glass.

Laminated glass can be “forced” but it takes some time, and the 
cracked laminate remains as evidence that entry has been forced.

7. Tempered glass provides no emergency exit.
If  you are trapped in a vehicle which is burning, or under  water, 

and if the doors and window lift s are jammed by distortion of the 
vehicle body, there is no way out unless you or someone has a metal 
instrument to shatter the glass.

With laminated safety glass, elbows, knees, feet, even your hand 
can be used to force the laminate outward until it is freed from its 
suppo rting channel.

I have introduced with this  testimony a case on February 22 of this 
year where three young people were trapped in a 1961 station wagon, 
while rescuers were helpless outside, and the three burned to death 
because the doors had been jammed in the accident.

9. With blunt objects, tempered glass is practically  unbreakable 
and is unyielding.

Unforunately,  the blunt object most frequently strik ing the glass 
in automobiles is the human head, or o ther parts  of the human body. 
The windshield is most commonly involved, and that is why wind
shields are 100 percent laminated glass. However, in the frequent 
accidents where one car is hit  broadside, it is the side windows tha t 
are involved.

Laminated glass absorbs energy, cushions the impact, reduces or 
prevents injury . Tests with simulated skull structures in drop tests 
conducted by Cornell University have shown that , at the velocity 
which results in a fractured skull with tempered glass, no facture  re
sulted with laminated glass.

Mr. Rogers. What  type of glass was that?
Mr. Turnbull. That is tempered glass and normally does not 

break under tha t type of impact, but it did in this case. Do you have 
another piece of tempered glass, and would you like to repeat that ? 
It  is possible tha t he had another fragment of glass on the instrument 
with which he struck it, and that caused the breakage in the outside 
skin of the glass.

Let us t ry it again. I think  tha t establishes the unyielding char
acteristics o f normal tempered glass.

9. With broken tempered glass, visibility is lost, or protection is 
lost, or both.

In some types of breakage, tempered glass remains in the frame 
temporar ily, but becomes opaque. Visibility is gone. This could at 
the moment of breakage contribute  to the seriousness of the accident 
or cause an accident. When the tempered window dis integrates, as 
is usual, there is no weather protec tion unt il it is replaced.

With laminated safety glass, substantial visibility  is retained in 
most cases of breakage. Complete or substantia lly complete weather 
protection is also maintained in most cases.

I will not give more testimony on that. The evidence just given 
gives the facts of how far  the glass can spread and the sound effect.
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10. Tempered glass has an explosive break.
In  addition to the physical force imparted to the fractured glass 

by the retained stresses, a window-sized area of tempered glass lets 
go, with a star tling  sound. At today 's turnpike speeds and conditions, 
this effect alone is enough to cause or contribute to an accident.

With  laminated safety glass, no sound is generated by the laminate 
itself.

What is the status and function of the American Standards  Associa
tion code on automobile safety glass?

Many people, including some in governmental positions who should 
have reason to be better informed, are under the impression tha t the 
existing ASA code relates to the safety performance of automobile 
glass in use.

Tha t is not the case. In fact, there is substantial ground for stat ing 
tha t the code has nothing to do with safety performance in use, or in 
a given location.

Wha t the code does is to provide a series of test methods by which 
to determine whether any given material, as originally manufactured, 
is a good, bad, or indifferent example of its type. It  enables the deter
mination by a given test of whether a piece of tempered glass is a 
good piece or a poor piece. The same is true for laminated safety 
glass.

Furthermore, there are no s tipulations as to the frequency of these 
tests. In other words, i t is not a quality-control standard, although 
the tests may be used for th at purpose by anyone who wishes to do so.

And the code has nothing to say about what happens to any of the 
products  it covers afte r 1, 2 or 3 years of service. So far as the code 
is concerned, any type of glass, if it meets the provisions of the test 
when made, could fal l a par t a year later and still bear  the designation 
AS1 or AS2.

Now I wish to submit to  th is comittee the findings of the Intersta te 
Commerce Commission in  rendering its decision as to the type  of glass 
to be used in vehicles under  its jurisdiction. Although dated in 1937, 
it has par ticular significance for two reasons:

1. It  is the only full and complete hearing of the same points of 
controversy we are now engaged in, before a truly impart ial public 
body.

2. Since these hearings, laminated safety glass underwent a great 
technological improvement; therefore, the contrast in evidence is all 
the greater. In addition,  laminated safety glass can be fur ther  im
proved by a factor of 200 percent or 250 percent. Tempered glass is 
not capable of improvement.

I will not read the entire  proceedings at this time, but I  feel that  the 
findings on page 12 of this exhibit are pertinent.

You might be interested in looking at this to find tha t the auto
mobile industry in its entire ty appeared in 1937 with much the same 
statement as they will undoubtedly appear and make before this 
subcommittee on the ma tter of glass at a later date.
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Findings of the hearing examiner, docket MC—4, Inte rsta te Com
merce Commission:

A m en dm en ts  to Safe ty  G la ss  R eg ula tions  R ec om me nd ed

Th e ICC , F ri day , F eb ru ar y  25, 1937, m ad e pu bl ic th e  re port  an d o rd er reco m
men de d by E xam in er  R. W. Snow  in  E x  Par te  No. MC -4,  In  th e M at te r of  
Qua lif icat ions  o f Empl oy ee s an d S a fe ty  o f Op erati on  an d E quip m en t o f Comm on 
an d Con trac t Car rier s by  M ot or  Veh ic le . Th e re port  de al s w ith th e  ty pe  of  
sa fe ty  gl as s th a t sh ou ld  be used  in  m oto r ve hicle s su bje ct  to  re gul at io n.

Exam in er  Sn ow  m ad e th e fo llo wing fin ding s of f a c t :
1. T hat la m in ate d  sa fe ty  gl as s w ill  w it hst and  a mor e se ve re  blo w from  a 

sm al l, hard  m is si le  w itho ut  b re ak in g th an  w ill  cas e- ha rd en ed  g las s.

The terminology used in this hearing  was “case-hardened’’ and 
the most commonly used term today is “tempered glass.”

2. T hat whe n a pa ne  of  la m in at ed  sa fe ty  gl as s is fr ac tu re d  fe w er  part ic le s of 
br ok en  gl as s a re  se para te d  t her ef ro m  th a n  is th e ca se  if  a pa ne  of  ca se -h ar de ne d 
gl as s is broken .

3. T hat la m in ate d  sa fe ty  gl as s do es  no t bec ome op aq ue  to  th e sa m e de gr ee  as  
ca se -h ar de ne d gl as s wh en  fr ac tu re d .

4. T hat la m in ate d  sa fe ty  gl as s may  be  brok en  an d remov ed  fr om  th e w in d
sh ie ld  an d windo w fr am es  by a blo w fr om  th e ha nd , elbowT, sh ou ld er , or foo t, 
an d th a t ca se -h ar de ne d gl as s ca n on ly be  b ro ke n by a blow from  a sh ar p- po in te d 
m et al  in st ru m en t.

5. W he n a  se ri ous ac ci de nt  oc cu rs , occ up an ts  of  m ot or  ve hicles  and  part ic u 
la rl y  bu ses may  esca pe  mor e re ad il y  if  la m in at ed  sa fe ty  gl as s is us ed  th an  
th ey  could  if  c as e- ha rd en ed  g la ss  w er e us ed .

6. T hat la m in ate d  sa fe ty  gl as s af fo rd s th e oc cu pa nt s of  a m oto r vehic le 
g re a te r pr ot ec tion th an  does ca se -h ar den ed  glas s an d is of  g re a te r a id  to  th e 
sa fe ty  of oper at io n of  suc h vehic les .

7. T h a t p ara g ra p h  4, sect ion C ( l )  and  para g ra ph  5, se ct ion C (1 ) of  p a r t I I I  
of  th e  m ot or  ca rr ie r sa fe ty  re gula ti ons pr es cr ib ed  by th e Co mm iss ion,  by 
ord er unde r d a te  of  De cembe r 23, 1936, in  th e ab ov e-en tit led case,  be  am en de d 
so as  to  p ro h ib it  th e  us e of  ca se -h ar den ed  gl as s in  an y do or  or  windo w open ing 
in  an y m ot or  ve hicle op er at ed  by co mmon  or contr ac t ca rr ie rs  in in te rs ta te  an d 
fo re ig n comm erc e.

Mr . Snow reco mmen ds  th a t a ft e r Ju ly  1, 1937, ve hicles  be re quir ed  to  use the 
ty pe o f g la ss  he  fo und  mos t s ui ta bl e.

That order was amended to permit  the use of tempered glass pro
vided it was housed in a push-out type mounting, so th at the occu
pants  could readily escape by pushing out the entire glass installa
tion, including  its metal mounting.

In conclusion:
As proper questions to bring before this  committee, I  wish to submit 

the following:
1. On what grounds can some car  manufacturers just ify the use 

of explosive tempered glass in vent windows which project in the 
same plane as the windshield ?

2. On what grounds can the use of tempered glass in the windows 
next to the driver be justified, when an explosion of this glass can 
cause loss of control ?

We have documents on this loss of control circumstance.
3. With  options available on color, trim, even color of glass—and 

options on $1,000 or more of extra s—on what grounds can the car 
makers justify  no option on the type  of safety glass ?

4. With the entrapm ent hazard  compounded by the use of tem
pered glass, on what grounds can the car makers jus tify lack of pro
vision for emergency exit ? Should they not provide either a breakout 
tool, or pushout mountings, as required by the ICC, if they are going 
to continue to use tempered glass ?
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We have endeavored in the past and are continuing to make every 
effort to strengthen the safety  glass laws of all the States, but because 
of limited resources and manpower we are able to work in only a 
few at a time.

The automobile indus try opposition is powerful and well-organized 
and is not above using thre ats and half- truths. For  example, in 
hearings  in the State o f Missouri, Mr. Kar l M. Richards of the Auto
mobile Manufacturers Association told the legislators :

In thi s bill it is provided that  any  vehicles assembled in the Sta te of Missouri 
would have to have this  type of glazing  material . Well now, this is very 
important to motor vehicle manufac turers  because St. Louis in your  Sta te has 
now become the second larg est automobile  motor vehicle section—
I believe it meant production—
in the  United States and there is a possibili ty of rei>ercussions on whether 
vehicles would be assembled in a Sta te that  made such a devia tion from uni
formity or whether  the  assembly would be in some othe r Sta te where  there 
wasn’t tha t deviation.

And ag ain :
Now, the re are several  un fortu na te aspec ts th at  I have referre d to in this  

atta ck.
The attack was the presentation of our organization.
In the  first place, the int egrity  of the American Sta ndard s Code is under 

att ack and, secondly, its nat ion al uniformity is being thre atened  instead of 
being threaten ed instead of following the  correct procedure. Attempts have 
been made by the introduction  of bills in Tennessee in 1957, in Pennsylvania 
in 1958, in Massachusetts in 1959, and in Louis iana in 1960. For tunate ly when 
the  fac ts were presented to these  legisla tive bodies, they e ith er voted the  measure  
down unanimously or  by overwhelming m ajority.

In  this connection, I  should like to quote from a newspaper story 
which appeared in the Haverhill  Evening Gazette at  the time of the 
defeat  of the Massachusetts bil l:

A massive lobbying effort  defeated a bill to requ ire lam inated  safe ty glass 
throug hou t all motor vehicles bu ilt  af ter November 1, a cosponsor  of the  bill 
says.

Representat ive John  J. Moakley, Democrat, Malden, sponsor with former 
Rep rese ntat ive Louis H. Glaser, Democrat, Malden, said every  represen tative 
had  a t lea st one telegram and  many had two, urging they vote against the 
measure.

It  was defea ted on a stand ing  vote, 69 to 8.
Moakley, majority floor lead er, said he didn’t know what organized group 

spea rheaded the  opposition but  thought it was probably “the  manufacturers.”

WOULD CUT  DE AT H8

Moakley said that  af ter  tal kin g with  safe ty experts , he was convinced that  
lam ina ted  safe ty glass in all motor vehicle windows would cut down on dea th 
and in jury  in ease of accident. "I f it  is the  best for the  windshield, then I 
thin k it  is t he bes t fo r the res t of  the c ar,” Moakley said.

Pre sen t law  requ ires laminated glass  only in windshields.
Moakley said he was told by a represen tative of an automobile manufacturer 

th at  if the  bill was passed, it would add about $150 to the  cost of a car  in 
Massachusetts .

Now, returning to the statement of Mr. Karl M. Richards of 
the Automobile Manufacturers Association at the Misouri hearings:

We would certa inly  warn any St ate against dev iating from uniformity because 
of the costs and problems that  it migh t entail.
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It  would seem th at the American Automobile Manufacturers Asso
ciation can use a reverse argument before a S tate body to tha t which 
it would use before a national body, such as th is subcommittee.

Yet the State  of Georgia and other States specifying laminated 
safety glass in the side windows and vent windows o f cars for the 
State patrol are having no difficulty getting  them so equipped.

Fina lly, of course, there is the somewhat embarrasing fact tha t 
tempered glass does not meet the full definition of safety  glass in 
the laws of a number of States. This definition usually rea ds :

Glass  * * * which  * * * whe n s tr uck  or  brok en  su bst an ti a ll y  pr ev en ts  th e  
fly ing  o f g la ss .

It  is obvious to anyone who has seen tempered glass broken tha t 
this product not only does not prevent flying glass, it helps it fly.

In all public statements made by the proponents of tempered glass, 
our organization, the Auto Glass Dealers—individually and as an 
organization—have been singled out as being the sole malcontents 
who are opposed to the use of tempered glass.

This is not the case. We have broad support from organized labor, 
as indicated by the  communications which I  submit. We have active 
support from the National Society for the Prevention of Blindness, 
whose interest was aroused in pa rt by practica l experience with eye 
injuries. In  ASA Code revision proceedings, we have had support 
on many major  issues from the American Society of Mechanical E ngi
neers, the  Manufac turing  Chemists Association, the American Truck
ing Association, and the Insurance Insti tute for Highway Safety.

And so, in closing, we strongly  urge your favorable consideration 
for the addition  to the provisions in H.R. 903 of a requirement to the 
effect that, forward of seated passengers, laminated safety glass shall 
be used in all motor vehicles intended for sale in interstate commerce.

We believe tha t this will most effectively assure the American mo
toring  public of the standards of auto glass safety  to which they are 
entitled and which they enjoyed in all American-made cars from 1938 
until the recent “silent switch” to tempered glass.

Mr. Roberts. I believe tha t you have certain exhibi ts th at you wish 
to submit with your statement ?

Mr. Turnbull. One exhibit is the letter concerning the accident 
case cited, and that was attached to the document I  handed in.

Another is the compilation of the breakage reports fo r a representa
tive period of several months, as our dealers are  collecting them.

A thir d is a recent article from a glass journa l on tempered glass 
and laminated safety glass.

Mr. Roberts. I fieneve, Mr. Turnb ull, without any objection we 
will include the main statement, b ut the exhibits are quite bulky, and 
1 think it would make our record qu ite large to include those.

I will be glad to have these filed for  the information of the commit
tee.

Mr. Turnbull. They were brough t solely for informative purposes, 
Mr. Chairman.

Mr. Roberts. All right. They will be taken care of in t ha t manner.
Thank you for your statement.
(The documents referred to will be found in the files of the com

mittee. )

W 7C S— ,61— 12
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Mr. Roberts. There are several charges that are raised in your 
statement which seem to me to be very serious ones, and I  am sure that 
you have gone into the m atte r of those charges before you made them. 
You mentioned the abandonment of laminated glass made primarily 
for economic reasons, and in disregard of the sa fety of the passengers 
in the vehicles.

Mr. Turnbull. May I  comment on that  ?
Air. Roberts. Yes.
Air. T urnbull. I made reference to the proceedings of the Federal 

Trade Commission. Th at  record now is running very close to 2,000 
pages. This is sworn testimony. I think on that point you would 
find i t perhaps worthwhile to have a member of the staff review the 
testimony and excerpt for you the pertinent statements regard ing 
the cost factor and the savings involved.

Air. Roberts. I will be g lad to take advantage  of tha t suggestion 
and have the staff look into that record.

You have a comment in your statement with reference to H.R. 1341, 
but you directed your statement to H.R. 903, which is somewhat di f
feren t than the proposal made in H.R. 1341, which is to have the 
Secretary of Commerce write standards or to prescribe what general 
safety standards would be in Government-owned cal’s.

How do you feel about the approach in II.R. 1341 ?
Air. Turnbull. I would be in favor of any investigative approach 

of the type which was discussed at this morning’s hearing.
I would certainly welcome the opportunity  to place our informa

tion and all pertinent  information before any group so charged, 
whether it is within the Department of Commerce or it takes some 
other form; in other words, my remarks, while they were aimed p ri
mari ly at H.R. 903, 1 felt  tha t perhaps the informat ion would be 
taken into context in terms  of the intent of H.R. 1341.

Air. Roberts. With reference to the handl ing of tempered glass 
and laminated glass, what is the conventional way of stocking tem
pered glass versus laminated glass?

Air. Turnbull. Speak ing in the historical sense, most glass deal
ers draw thei r stocks from localized or regional distributors who 
carry  reasonably complete warehouse stocks.

However, the stocking of laminated glass—flat laminated glass— 
has been a relatively simple matter, because this g lass can be cut with 
ordinary glass working tools.

Therefore, one case of  flat laminated glass would enable the dealer 
to replace any flat a rea in any car  almost in a matter  of minutes.

Since tempered glass cannot be cut, and since the stocking problem 
is going to grow in  magnitude with each succeeding model year, the 
size of the warehouse depot and the size of the stocks the dealers 
must carry in order to give reasonably prompt service on replace
ments is going to be, well, almost staggering,  which would be one 
means of stating it.

Air. Roberts. Is tha t because the tempered glass has to be sized in 
order  to meet the customer’s demand ?

Air. Turnbull. It  has to fit precisely in the automobile; yes, sir. 
However, there has been a new development on the scene which may 
deserve mention. One of the glass manufacturers has announced a 
sort of do-it-yourself tempering oven, a rather  small unit of low



MOTOR VE HI CL E SAF ETY STAN DARDS 161

capital  cost, which means tha t any glass dealer of average size could 
install a tempering oven, cut his glass from p lain sheet or plate stock, 
heat treat it to temper it, and then he would have a piece of tempered 
glass ready to install in any car.

From a quality control standpoint , with several thousand estab
lishments tempering glass, it makes the chills run up and down my 
spine, because the quality control problem in the present large estab
lishment is a very significant one.

Mr. Roberts. It  was my opinion, from your statement, tha t lami
nated glass is used only in the front windshield ?

Mr. Turnbull. In the windshield , that is correct.
Air. Roberts. Is tha t true  with  all of the manufacturers of auto

mobiles ?
Mr. T urnbull. It is true of all American manufacturers.
Air. Roberts. Is tha t the only  place in the car where laminated glass 

is being used, so fa r as you know, by any manufacturer?
Air. Turnbull. One manufactu rer is still—I am speaking now as of 

the current moment—using laminated safety glass in the forward vent 
w indow7. I believe that  the top General Alotor’s line, Cadillac, may 
still be using some laminated glass in door windows, b ut since I  am 
not quite certain of the absolute current information I would dislike 
to sta te positively tha t tha t is correct, but I believe tha t Cadillac has 
recently been using laminated safety  glass in door windows.

Air. Roberts. I believe you sta ted that  the changeover was made in 
about 1956 ?

Air. T urnbull. To reconstruc t as best as we can establish it, Chrys
ler Corp, began to change some models in 1956. This is the  calendar 
year 1956, for the year 1957. So I guess tha t you would call those 
1957 model cars.

Earlie r than that , during a pe riod when one of the glass suppliers 
was on strike  I am informed that  the Chrysle r Corp, briefly used 
tempered glass in some models for  a short period of time.

General Alotors Corp., according to our information, changed late 
in 1959 for most of their 1960 models.

The For d Alotor Co., to our knowledge, changed dur ing 1960 for 
most of their late 1960 and 1961 models.

American Alotors Corp., changed, to our knowledge, slightly  afte r 
Chrysle r Corp. did.

Air. Roberts. I believe you mentioned tha t there were perhaps two 
types of glass approved bv the American Standa rds group. I believe 
you designated them as AS-1 an d AS-2.

Air. Turnbull. Tha t is correct.
Air. Roberts. Tha t is tempered glass, I take it ?
Air. Turnbull. It  refers to th e use of laminated plate glass w hich 

is required for windshields. The code does not require plate  glass, 
which is the  optica l grind ing and polishing of the glass in locations 
outside of the  windshield. So the “2” designation refers to other than 
windshields.

Air. Roberts. Other than windshields ?
Air. T urnbull. Yes. AS-1 refers to windshields.
Air. Roberts. Xow the AS-1 designation, do you contend tha t you 

get the same type of explosion with it that you ge t from the AS-2  ?
Air. Turnbull. No. AS-1 is only laminated safety glass.
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AS-2  can be either laminated  safety glass or tempered glass. The 
tempered glass can be either tempered plate glass or tempered sheet 
glass.

Mr. Roberts. What you are contending is tha t the manufacturer 
should use laminated glass th roug hout the entire automobile?

Mr. T urnbull. Forward of the seated passengers where there is a 
definite hazard on account of flying glass and including emergency es
capes from the car. We believe tha t the manufacturers should use 
the ir—should use tempered glass where historically  over the years 
they have mainly used it;  namely, in fully enclosed locations which 
are to the rear of passengers. I t would be the rear windows or the rear 
quar ter window or  the rear  panel window in a station wagon type  of 
body.

Mr. Roberts. Well, do you take tha t position because of the fact 
tha t the eyes would be more like ly to be affected in the glass tha t is 
projected in front  of the passenger in contrast to tha t which would 
be behind?

Mr. Turnbull. That  is correct.
Mr. Roberts. Now I believe you made a statement as to the cost 

of the two types, and you used the figure, i f I remember correctly, of 
$8 per unit. What page do you talk about the cost ?

Mr. Turnbull. There are two figures mentioned on cost. I think 
I indicated tha t the saving was in the range of $7 to $14 per unit, 
depending on the size, type, and model of car.

Mr. Roberts. $7 to $14 ?
Mr. Turnbull. Perhaps an average figure somewhere around $9 

to $10 m ight be average for  all private automobiles. This  figure th at 
I mentioned was the ASA statement before various legislatures actu
ally, tha t if they were required to change back they would cost the 
car buyer $150 to have the lamina ted glass.

Mr. Roberts. I s the laminated made as optional on any models at 
the present time, t hat  is for other than  the fron t windshield?

Mr. Turnbull. We have many private corporations who have 
ordered cars equipped with lamina ted glass and have had difficulties 
of ge tting  them.

I cannot speak authoritatively on that subject, but General Motors 
did bring out a parts  bulletin  in Jan uary of this year  offering as 
optional equipment laminated safety  glass on the Corvan, which I 
believe is a light truck of the Volkswagen truck  style. Tha t is the 
only evidence I have seen of any optional choice.

Mr. R oberts. The subcommittee visited Detroit  in 1956. I seem to 
remember some experiments at Chrys ler Corp, where they were trying 
to design or come out with the type of glass that,  on impact, would 
tend to crumble instead of shat tering and shearing. Do you know 
what has been done with reference to that type of glass ?

Mr. Turnbull. I believe tha t may refer to a trend which is now 
going on in actual production  toward  the use of thinner tempered 
glass.

The available literature of the majo r glass manufac turers  until re
cent months has stated tha t glass thinner than  one-quarter inch can
not be satisfactor ily tempered.

We understand the manufacturers have recently deleted tha t s tate
ment from their technical manuals, and glass thinner than  one-quar ter 
inch is now going into some cars, including Chrysler Corp, products.
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I believe the exact thicknesses are seven thirty-seconds of an inch 
and three-s ixteenths of an inch.

Now the thinner glass will break  a li ttle more easily and therefore 
would tend to minimize our service regarding head-concussion-type 
injuries.

However, we do feel from what  we know of this type of glass tha t 
there will be a greater varia tion in the  size of the  partic le that will re 
sult, perhaps more large and dangerous particles. 1 believe th at was 
the experiment that  was brought to  your attention.

Mr. Roberts. Is the heating treatme nt the trick in making the  glass 
less prone to shear and shatter ?

Mr. Turnbull. In the manufacture of tempered glass, the glass 
must first be heated to a relatively precise temperature  and then 
cooled very rapidly so tha t the outside surface of the glass is almost 
most instantaneously cooled, while the inner section of the glass re
mains hot and still relatively soft.

This is what sets up the stresses in compression and in tension which 
makes the glass very difficult to break with a blunt instrument or on 
the normal type of impact you would expect with frac tured glass.

It  is also the determining facto r, the degree of tempering and the 
kind of pat tern of the air jets that  should determine what  size of 
fragments the glass would break into.

But this you will notice, i f you can see, has  broken into small fra g
ments, but they are still agglomerated as a rath er large chunk.

Now the  individual little  fr agment might no t be so bad, but chunks 
of th is size—this is from this glass tha t we broke—chunks of this size 
with these sharp  edges flying around inside a car I thin k you will 
agree could be quite dangerous.

Mr. R oberts. What are the qualitie s of the laminated that you be
lieve make it ideal for protection of  the passenger ?

Mr. T urnbull. The basic pr incip le of laminated  glass is the very 
adhesive plaster interlayer that forms the middle section, which al
lows the glass to break but without shattering into separate frag
ments, unless the force is gre ate r than the plastic inter layer will 
withstand.

In other words, you can break laminated  safety glass under extreme 
impact into chunks and fragments . But bear in mind, Mr. Chairman, 
we are not proponents of the  present construction of  laminated safety 
glass, although we think  it is a much better product than tempered 
glass.

W e would like to see this improvement which is known and is avail
able in the properties of laminated glass by using a heavier and 
tougher interlayer .

Mr. Roberts. Does the industry of whom you speak make all types 
of this glass, laminated and tempered too?

Mr. Turnbull. The major facto rs in the indust ry make both types. 
The smaller factors make only one or the other.

Mr. Roberts. Costwise per uni t, mentioning $7 and $14, with an 
average of $9, how much more expensive would it be to equip all of 
the windows forward of the  passengers with laminated instead of the 
tempered ?

Mr. Turnbull. On a stra igh t materials  cost basis unde r $3.
Mr. Roberts. Under  $3.
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Mr. Turnbull. Under $3, less than $3.
Mr. Roberts. Less than $3 per uni t ?
Mr. Turnbull. I am not  talk ing about any differences in assembling 

labor to p ut the two types of glass in, but  on the stra ight materials 
cost basis.

Mr. Roberts. I  don’t unde rstand , because I thought laminated con
sists of two sheets and a plast ic inside. Why would it  not be more 
expensive than the other type ?

Mr. Turnbull. $3 is a grea t deal of money.
Mr. Roberts. You mean $3 more ?
Mr. Turnbull. $3 more.
Mr. Roberts. I see.
Mr. Turnbull. Yes.
Mr. Roberts. That is all.
Mr. O’Brien ?
Mr. O’Brien. Mr. Chairm an, I would like to ask, do any States 

now require that all vehicles assembled in those State s be equipped 
with laminated glass?

Mr. Turnbull. To my knowledge no State  specifically requires, but  
in the past history of legislation, seven States have had specific ex
clusions of the use of tempered glass, which have been struck out of 
thei r State  laws.

Mr. O’Brien. I notice you said the State  of Georgia and some other 
States  require laminated glass for State patrols.

Mr. Turnbull. Tha t is correct.
Mr. O’Brien. But they don’t go beyond tha t ?
Mr. Turnbull. Not beyond that.
Mr. O’Brien. You indicate  rather strongly in your testimony that 

you believe tha t efforts to bring tha t about in several States were 
defeated by pressure from the manufacturers, is that correct?

Mr. Turnbull. Tha t is correct, sir.
Mr. O’Brien. I note par ticu larly  in the case of the Massachusetts 

bill, which is described as a massive lobbying effort to defeat the 
bill, then I  read on and I  find tha t massive lobbying effort consisted of 
every representative having at least one telegram, some having two.

I might say tha t that might be a massive lobbying effort in Massa
chusetts, but I doubt if  it w ould be much of an impact in Washington, 
because we average bet ter than tha t on most of the  bil ls tha t we have 
before us.

Mr. Turnbull. I am q uite sure you do.
Mr. O’Brien. I have no other questions, Mr. Chairman.
Mr. Turnbull. The words “massive lobbying” were not mine. They 

were that which the newspaper, or should I say the part icular Repre
sentative chose to use. Someone felt tha t it was massive.

Mr. O’Brien. Yes, I understand , it  was a newspaper article. I 
spent some years in that business myself, and I  find tha t an occasional 
exaggeration attrac ted more readers.

Mr. Roberts. Mr. Rogers ?
Mr. Rogers of Florida. Was  there any earlier requirement th at the 

laminated glass be used ?
Mr. Turnbull. Essentially laminated glass was the first safety glass 

introduced to American automobile manufacture. It  would be too 
involved for me to try  to tell you here the history of the evolution
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of  safet y gla ss sta nd ards  b ut  i t ha s been com pile d in a fo rm  whi ch is 
rea di ly read able.

Mr. R ogers of  F lo rid a.  I  wo ndere d if  there were  an  in du st ry  com
mi ttee th at go t t og eth er  a nd  se t sta nd ards  fo r the sa fe ty  glass?

Mr. T urnbull . Th ere  were a nu mb er o f committee s wh ich  grad ua lly  
took fo rm  as the  AS A Code Com mit tee , th at  is cor rec t.

Mr . Rogers of Flor ida.  H as  any such  com mit tee reco mmended 
ag ains t th e use of th is laminated  glass?

Air. T urnbull . In  th e ASA  pro ced ure s a code mus t be reviewed, 
revised, or  reendo rsed at  5-y ear  interv als .

In  1959, th e committ ee con cer ned  wi th automobi le sa fe ty  glass, the  
S-26  com mit tee  held  i ts  5-y ear  review  m eet ing  and by vot e of  26 to 8 
au tomaticall y end orse d the code  fo r anoth er 5-year  period.

Th e eigh t dis sen ting vote s stated  th at  the code nee ded  revi sion  
because, wh ile  the  code ha s ha d ce rta in  th ings  to  say abou t methods 
of  tes t fo r glass, the fact  th a t automobi le m an uf ac tu re rs  in  the pr io r 
5-year pe rio d, th at  is pr io r to  1960, had cha nged th ei r pra ctices in 
th e use of  glass,  moving tempe red glas s fro m the back up  th ro ug h the  
side s an d th ence, ma de a  ful l re view o f the  code necessary  an d desirable . 
The se w ere  the  eigh t d iss en tin g votes.

The p ar en t b ody  of th e A merican  S tand ards  Asso cia tion , in review
ing the vot e as the y mu st, dec ided th at  a consensus of  th e committ ee 
ha d not been  esta blished , an d th a t where in the nume rical significance 
of  th e eigh t dis sen ting votes,  t he y outweighed the 26 in  favo r of  auto
mati ca lly  re in sta tin g the code.

And  the  26 were, of  course , automobi le in du st ry  rep res entat ive s.
In  the eigh t dis sen ting vot es were  our organiza tio n, th e Na tional 

Socie ty fo r Preventio n of  Bl ind ness,  and some of  the organiza tio ns  
whose  names I  hav e men tion ed.

Sin ce th a t date, in lat e 1959, the Am erican  Sta nd ar ds  Code  on 
autom obile  saf ety  glass has been in  a mi ld sta te  of  chaos an d is cu r
rent ly  be ing  reviewed by a tec hn ica l com mit tee and six task  gro ups 
who are re po rt in g on A pr il  11 to the  pa ren t-techn ica l committ ee, 
recom mending  p rob ably a ra th er  b road  scope o f investi ga tio n lea din g 
to  a rev ision  of the code.

T hat  A pr il  11 da te,  Mr . Ch ai rm an , is one of the reason s why  I  
would  not be able  to a pp ea r here on  A pr il 11.

Air. R ogers of Flor ida. Is  th is  a sa fety g roup  comm ittee ?
Air. T urnbull. The code------
Mr.  R ogers of F lo rid a.  You say a st an da rd  ?
Air. T urnbull. Th is is a stan da rd s com mit tee and it  establ ishe s 

minim um  sta nd ards  fo r au to glass and  me thods of  findin g ou t whe re 
the  gla ss as manufac tured in fa ct  meets th at  mi nim um  sta nd ard,  
sim ply  by test ing the  g lass to  see if  it  does wha t it  i s sup posed  to do.

Air. R ogers of Fl or ida.  T ha t is concerned only with  the use of 
glass ?

Air. T urnbull. Tha t is co rre ct,  and it  does not re la te  to  the loca
tio na l req uir em ent o f any  giv en  loca tion  in the c ar  wh ich is  one  of the  
th ings  wh ich  we are  tryin g to  int roduce  in to  the code th at a doo r 
glass sh al l pe rfo rm  th is way , a windshi eld  sha ll pe rfo rm  th a t way , a  
back glass  can  pe rfo rm  a no ther  way.

Air. R ogers of Flor ida.  I  no tice you say th a t abou t 1956 the  au to
mobile man uf ac tu re rs  star te d mo vin g awa y fro m lam inated  glass 
in to the  tem pered  ?
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Mr. Turnbull. Tha t is correct. The Chrysler Corp, was the first.
Mr. Rogers of Florida. Was there any part icular reason that  you 

know of?
Mr. Turnbull. We believe th at the reason prim arily  is cost reduc

tion.
Mr. Rogers of Florida. Wh at are the major glass manufacturers? 

How many are there?
Mr. T urnbull. In  the  automotive glass field the two largest manu

factu rers historically have been the Libby-0wens-Ford  Glass Co. 
and the P ittsburgh  Pla te Glass Co.

Some years ago Ford Motor  Co. began to manufacture a substan
tial  amount of its own glass, and today I  believe it is not  only supply
ing all o f its own requirements but is a nationwide marketer of glass. 
Chrysle r Corp.is now m anufacturing  glass for its own requirements. 
Shatterp roof  Glass Co. in Detroit is the largest manufacturer of both 
tempered and laminated glass, who is not an o riginal equipment sup
plier  to  the automobile indus try, or a t leas t if  he does supply original 
equipment it is relatively small.

Then there is a firm called Permaglass, which makes, I  believe, only 
tempered glass. There is a firm in Philadelphia  called Safetee Glass 
Co. which makes lamina ted glass, and I believe makes some tempered 
glass. From then on down there are perhaps a  hal f dozen small glass 
manufacturers scattered around the country.

Mr. Rogers of Florida. Are all of these members o f your associa
tion?

Mr. Turnbull. No. As a matter of fact, our association is the 
retai l glass dealers, o f whom in the country there migh t be 10,000, 
as members of our association probably around 500.

Mr. Rogers of Florida. Bu t none of the m anufacturers of glass are 
members of your association?

Mr. T urnbull. They are not, sir.
Mr. Rogers of Flor ida. Have they taken any position tha t you 

know of?
Mr. T urnbull. The major  glass manufacturers?
Mr. Rogers of Flor ida. Yes.
Mr. Turnbull. I would say tha t currently they are taking  the 

same position as the Automobile Manufac turers Association, and we 
know this because thei r technical representatives are appearing in 
opposition to our bills in various legislatures of the States.

Pr ior to 1959, I  would say the situation would be the reverse, that  
the two major glass manufacturers were proponents  of laminated 
safety  glass, and members of their organization are so on record, and 
going back even fur the r into  history, in the ICC tran script which I  
have submitted, you will find tha t they were proponents of laminated 
safety  glass.

Mr. R ogers of Flo rida. This group that  you speak of th at is getting 
together in April, is it your association ?

Mr. Turnbull. We will be represented, but it  is the American 
Standards Association.

Mr. Rogers of Florida . I f  they decide tha t lamina ted glass should 
be used, will tha t be a requirement of the manufacturers of auto
mobiles ?

Mr. Turnbull. Inasmuch as the ASA Code is used by many States 
in determining what glass is acceptable within  those States, it would 
have been a very strong influence.
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I would say if the ASA Code is changed, perhaps  then the auto
mobile indust ry, in the interest of what they call uniformity , would 
make a broad-scale change, but tha t is only my personal opinion.

Mr. Rogers of Florida. It. would be determined by State law as to 
whether certain standards were met? That would be the only actual 
requirement by law as f ar  as you know. Whatever States might  have 
as to standards tha t are adopted by the standards committee, tha t 
standard  shall prevail in th at State?

Mr. Turnbull. Presumably the ASA action would have an effect 
on the action of the Uniform Motor Vehicle Code which is, in turn,  
used by the empowered State official, motor vehicle commissioner, or 
State treasurer, in drawing up his annual list of approved types of 
equipment or approved alternatives.

Mr. Rogers of Florida. Is tha t used in all States ?
Mr. T urnbull. Not in all States, but it has a very, very wide influ

ence.
Mr. Rogers of Florida. How many would you suppose it is not 

used in ?
Mr. Turnbull. I think  practically it may be used in every State 

but there are a number of State s ei ther the laws of which or the con
stitut ion of which prevent them from openly recognizing the fac t that  
another body is deciding what they are going to approve.

Mr. Rogers of Florida. Tha nk you. Thank you, Mr. Chairman.
Mr. Roberts. Thank you, Mr. Turnbull.
Mr. Turnbull. Thank you for the privilege of appearing  here.
(The following additional documentation was submitted by Mr. 

Tu rnbu ll:)
Chevrolet D iv is io n ,

Genera l Motors Corp.,
White Plains, N.Y., January  9, 1961.

Bul letin  No. Dis. 0-42 
To All Dealers:

Shown below are  changes and additional prices  affec ting the  1961 Dealer 
Pric e Bullet in which was att ached to lett ers  dated September  20. 1960, October 
6, 1960, and  December 16, 1960. Please  make the  necessary ent rie s on al l copies 
of the pric e bullet in now in your possess ion.

S E C . I I . C O R V A IR  95

O ption
N o.

D ea le r
n e t

L is t
pri ce

F ac to ry  
D . & H .

M a n u 
fa c tu re r’s
su gg es ted

re ta il
del iv er ed

pr ic e

C ust om  eq u ip m en t,  m od el  R12 06------ -------  -------- 431 $152. 00 $200.00 $15.20 $215. 20
W he el  c ov er s:

M od el s R1205, R1244, R1254____________________ 132 7. 60 10.00 .80 10.80
M od el  R12 06 (for us e w it h o u t cust om  equ ip -

m e n t) ....... .................................................... .................... 132 7.6 0 10.00 .8 0 10.80
M od el  R1206  (for us e w it h  cu st om  e q u ip m e n t ) .. 132 6.08 8.00 .65 8.6 5

Glass , la m in a te d , fr ont do or  w in do w s o n ly , R10
serie s-------------- -------------- ------- -------------------------------- 370 3.80 5.00 .4 0 5.4 0

S E C . I I I . T R U C K S

Glass , la m in a te d , side  do or  w in dow s on ly , m odels  
C, K , L1 0- 50 ...................................... ............................... 370 $3.80 $5 .00 $0.40 $5 .40

G en er at or:  35 am per es , lo w  c u t In:
T60, T 60 H , n o t av ai la b le  w it h  pow er  st ee ri ng  

w it h  6 c ylinder  en gi ne ........................ ...................... 1,000 19.7 6 26 .00 2.0 0 28.00
T7 0, T 8 0 - .___________ _________________________ 1,000 14. 44 19.00 1.45 20.45
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Or de rs fo r the above op tions  may  be subm itte d to the  pl an ts  fo r Ja nua ry  
pro duction.

Very trul y yours,
H. B. T axtek, Jr .,

Zone Dis trib ution Manager.
Mr. Roberts. We have representa tives of the manufac turers  group 

present. Would they care to  comment on the  statement made by Mr. 
Turnbull?

Mr. R ichards. We would like  very much, Mr. Roberts, to b ring the 
technical glass experts from the various glass manufactur ing firms 
and to present this whole case because this is a rather  serious matter 
involving not only uniformity  but  involving safety.

Mr. Roberts. I think the subcommittee would certainly  be glad to 
enter tain tha t request.

It  may require f urth er consideration to give you a  da te to  be heard 
but I think certainly we would want you to have tha t opportuni ty. 
We do have some hearings around the 11th of Apri l, and if we can 
work out an additional date about th at time, perhaps the 12th or some 
other date in there, and the clerk of the committee will advise us 
about that.

Mr. Richards. We shall be very happy to be here.
Mr. Roberts. Are there any other witnesses, Mr. Clerk ? I believe 

we had a statement-----
Mr. Moore.

STA TEM ENT  OF JOHN MOORE, CONSULTANT IN  SAFETY RESEARCH

Mr. Moore. Mr. Chairman, my name is J ohn  Moore. I am a con
sultant in safety research.

Mr. Chairman, it was my privilege to publish probably the first 
paper on the technical aspects of the difference between these two 
types of glazing materia ls as it affects injury.

This paper  I will submit to the committee for insertion in its rec
ord. It  was a study of 715 automobile accidents, in which injury was 
observed which had approximate ly 1,600 occupants who were exposed 
to the hazards of the two types of glass which have been discussed.

It  was the finding of this rather  limited piece of research at the 
time, w’hich was read before the summer session of the SAE  at Atla n
tic City, tha t out of the 1,600 occupants approximately 1,200 were 
injured to some degree. Twenty-six of these occupants had injuries 
whose injuries  could be attr ibu ted  to glazing material in the side 
lights  of the vehicle.

One of these was injured by contact, or one of these injuries was 
attributable to contact with heat-t reated  or toughened glass. Twenty- 
five injuries which were of a lacerative nature were associated with 
laminated glass.

It  was my privilege this summer as representative of the U.S. 
Fi rs t International Scientific Conference on Road Safe ty Problems 
to hear a grea t deal of information from the English and the French 
and the European colleagues at this meeting about the method by 
which they had approached the problems, and the difference in the 
production and the control of these two types of glazing material.

I would suggest tha t the committee’s professional staff could avail 
themselves of these technical reports without  my taking your time at 
this point to discuss them.
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I  believe, how ever, th a t th is  po ints up  mo st ap tly the con fus ion  
wh ich  exists in  so man y places  where we are ende avor ing  to rea ch  
fo r s tand ards  or cr ite ria  whic h everyone can observe.

Th e SAE code on sea t be lts  is a nonenfo rcible  code, as an  il lu st ra tio n.  
SA E has no power fo r lob bying  othe r th an  mak ing ava ilable  its  
knowle dge  to St at e bodie s who would  like to leg islate . I f  they  do 
not, th ey  are  no t empowered  to do so.

Th e Am erican  Sta ndar ds Associa tion , by its  ch ar te r, is no t p ri 
m ar ily  emp owered to be a leg islative lob bying  body to  see th at it s 
sa fe ty  codes are  observed . So we are back at  the po in t we were  in in 
ou r discussion th is  m or ni ng  a bout the pr im e im porta nce of  H .R. 1341 
an d the est abl ishment some p lace  of  a  se t o f s tand ar ds  whi ch cou ld be 
usefu l fo r those peop le who wa nt to have some lea de rsh ip  in know ing  
wha t they  should  and sh ou ld n ot  do.

I  am n ot in a p ositio n to  ta ke  an  i ssue on the gla ss  qu estion as such.  
1 would  be de lig hte d to  ma ke ava ilable  to the com mit tee  the tec h
nic al pa pe rs which I  had  the p riv ilege  of  w orkin g on as t he  d ire cto r o f 
Co rnell  Un ive rsi ty crash studie s, an d the tec hn ica l pa pe rs which  ar e 
avail able fro m my E ng lis h col leagues.

Mr. R oberts. You wo uld  say the n, Mr . Moo re, th at H.R.  1341 
offers an o pp or tuni ty  of  ty in g the loose end s to ge th er  an d t he  d iffering  
an d conflic ting  op inions on prac tic all y all  m at te rs  of  autom otive 
sa fe ty , th at  is ty in g the m tog eth er at fe r pr op er  he ar in g fro m th e 
various sta nd ard groups, an d br inging  the se loose ends mo re or  less 
in to one plac e w’here eve ryb ody would know th a t they  could go and 
ge t pr op er  informa tio n as  to c rit er ia  bein g est abl ished.

Mr. Moore. I  wou ld say th a t is t rue, Mr . Cha irm an , provide d th at 
we have  agreem ent  am on g th e admi nistr at ive section s of  t he  Fe de ra l 
Go vernm ent as to  who is go ing to assume th is  res ponsibi lity .

I  do no t believe th is  is a t all  poss ible if  we end  up  wi th  anoth er 
in te rd ep ar tm en ta l comm itte e or  a jo in t com mittee  of  loose sorts  who 
have  no fun ction  an d no  pow er to compel an y act ion  fro m any  
ad min ist ra tiv e bran ch  ot he r th an  call an othe r com mit tee  when  they  
ge t b ack  to thei r own de pa rtm en t.

Mr. R oberts. I  th ink,  as  you  po int ed  ou t th is  mo rni ng , th at  the  
In te rd ep ar tm en ta l Hig hw ay  Sa fety  Bo ard was  sa id to  be a coo rdi
na ting gro up  th at  would  no t have any au th or ity to  make pol icy or  
de ter mi ne  sta nd ards  or  eve n pe rhap s to con sider recommenda tion s 
by va rio us  engin eerin g societies , wh eth er the y be rep res en tat ive of  
the indu st ry  or  of  th e pu bl ic  or  of Governm ent or,  as you  say, wi th 
th at ty pe  of  appro ach you wou ld find yo urse lf sim ply  back  in the  
same old  positi on of  tr y in g  to find ou t where  there is some au thor ity  
to move in  thi s field o f sa fet y.

Mr. Moore. That  is correc t. I  feel  that  com mit tees a re  places where  
ideas are expressed and diff eren ces a re ad jus ted .

I f  we wa nt  to discuss th e confus ion  whi ch ex ist s in the  energy- 
absorbing pa dd ing mater ia ls,  it  is no t a bi t di ffe ren t fro m the confu 
sion which  e xis ts in th e gl az in g field o r the  confu sion which  exis ts in 
wh at a do or lock shou ld or  should  not  do.

I  believe  we ha ve to  come wi th indu str y pa rt ic ip at io n and  rese arch, 
and  p eop le who a re sin cerely and hones tly int ere ste d in the  we lfa re of  
the  m oto rin g publ ic, t o a spot where we c an the n set u p a set o f c rit er ia  
as minim um s, and  no t sha ckl e invent iveness no r prod uc tio n no r cost
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solutions tha t might come at a later  time, provided they do not let this 
protection for the public go below this plateau.

Mr. Roberts. I might  say that  is one reason tha t in H.R. 1341 my 
thought was that  the Secretary of Commerce would be the ideal place, 
because that Department of Government is probably closer to industry 
than  any other depar tmen t of Cabinet level.

And having handled many of industry’s problems and being con
versant with the problems of industry, i t is my feeling that  the Secre
tary of Commerce would be an ideal place for thi s criteria to be decided 
upon.

Certainly , we have to have one place of authority in this  whole pic
ture. I want to thank you again for your testimony.

I  have a statement from Mr. Russell I. Biown on H.R. 903. Mr. 
Brown is president of the Insurance  Inst itute for  Highway Safety, 
and this group is representative of three major segments of the auto
mobile casualty insurance industry , which originally established the 
Insurance Ins titute for  Highway Safety.

The members, that  is, the segments of that  inst itute,  are the Associ
ation of Casualty & Insurance Companies, the Nat ional Association of 
Automotive Mutual Insurance Companies, and the National Associa
tion of Independent Insurers.  This statement will be filed for the 
record.

(The statement of Mr. Russell I. Brown refer red to follows:)
Statement by R ussell I. Brown, March 28, 1961

To : Committee on I nt er state and  Foreign Commerce, House of Representa tives . 
Su bjec t: H.R. 903, a bill to require  certain safe ty devices on motor vehicles 

sold, shipped, or used in in ters ta te  commerce, and  for oth er purposes.

QUA LI FI CA TI O NS

My name is Russell I. Brow n and since A ugust of 1959 I  have been president of 
the  Insurance Insti tu te  for Highway Safety. This  organ izat ion has one and only 
one objective—to reduce  highwa y accidents. The three major  segments of the 
autom obile casu alty insura nce  industry established the  Insurance  Insti tut e for 
High way Safety. They are the  Associat ion of C asua lty & Surety Companies, the  
Nat ional Association of Autom otive Mutual Insurance  Companies, and the Na
tion al Association of Independent Insure rs. This  action combines the highway 
saf ety  efforts of these  three associations and those of thei r more than 500 mem
ber companies which w rite  a bou t 80 i>ercent of the Nation’s autom obile insurance.

Pr ior to my appo intment as pres iden t of the Insurance  Insti tu te  for Highway 
Safety, I was commiss ioner of public safe ty for the  Sta te of Iowa. As commis
sioner of this departm ent  I had  the responsibili ty for the  Iowa  highway patro l, 
the  driver’s licensing  and financial responsibili ty division, the  accident records 
and sta tist ics  division, the motor vehicle reg istratio n division, the automobi le 
dea lers  licensing division, the  bureau  of crim inal investiga tion, the Sta te safe ty 
educ ation  division, and the  pol ice radio communications.

My entire  career  has  been in the  field of traffic safe ty. Before  becoming 
commissioner, I served  as dir ector  of safe ty education for  the Creston, Iowa, 
schools, was a staff  member of the safe ty departm ent of the  Motor Club of Iowa, 
was a staff  member of the  school and  college division of the  Natio nal Safe ty 
Council, and was dire ctor of the  safe ty education division in the  Iowa Depar t
men t of Public Safety . I received my ma ste r’s degree  from  the Center for  
Safe ty Education at  New York University .

Presently , I serve as a member of the board of directors  of the  Nat ional 
Safety  Council and the adv isory committee for  the Center for  Safety Education , 
New York University. I am a special consult ant to the U.S. Public Hea lth Serv
ice and  am on the Advisory Committee for the  Pres ide nt’s Committee  for  
Traffic Safety.
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PO SIT IO N  ST ATE M EN T

My po si tion  h er e to da y is  to op po se  th e  e nac tm en t of  I I.R . 903.
My fo llow in g re m ar ks are  d ir ecte d  pri m ari ly  to  th e top ic of  spee d co nt ro l 

go ve rn or s on m ot or  vehic les , w hi ch  is  cove red  in II .R . 903. Tw en ty -n in e S ta te s 
ha ve  es ta bli sh ed  m ax im um  spee d li m it s by law . In  a ll  bu t on e ca se  th es e 
lim it s a re  se t ap pr ec ia bl y lower  th a n  80 mile s per ho ur . The se  lim it s ha ve  
been  det er m in ed  on th e ad vi ce  of  S ta te  officia ls ba se d on en gi ne er in g su rv ey s 
which  co ns id er ed  th e fo llo wing li m it a ti o n s:

(a ) The de sign  of  high w ay s.
(ft) L im it ations of  au to m ob iles .
(c ) C ap ab il it ie s of drive rs .

R el at iv el y fe w  m ile s of  hi ghw ay  a re  co ns truc te d to  per m it  a pe rs on  to dr iv e 
a t ra te s of  80 mile s pe r hour or ov er . We ha ve  ye t to de sign  a  fo ol pr oo f hi gh 
way  fo r an y spe ed, be ca us e th e d ri v e r an d th e ve hicle a re  si gn if ic an t fa ct ors  
which  h el p de te rm in e th e sa fe  s pe ed .

The  sa m e si tu a ti on  ex is ts  w ith  th e  au tom ob ile  as  do es  w ith  th e high way . No 
mot or  ve hi cle ha s yet  been de sign ed  fo ol proo f sin ce  th e ve hicle is  co nt ro lle d by 
th e dri ver in  re la ti on  to  th e ex is ti ng  hi gh w ay  co nd it io ns  an d th e  mov em en t of 
traffic .

The  d ri ver is  th e mos t im port an t el em en t of  th es e th re e sinc e it  is  ne ce ss ar y 
fo r him  to  de te rm in e ch an ge  of  co ndi tion s of  th e ro ad  an d th e ve hi cle as  we ll 
as  ch an gi ng  co nd iti on s in th e m ov em en t of  traf fic.  H is  ju dgm en t an d hi s ab il ity 
to  m ak e th es e ch an ge s eff ec tiv ely  is  o f pri m e im po rtan ce .

The  ad dit io n  of  a go ve rn or  on a  ve hi cl e wo uld li m it  th e  d ri v e r’s abi li ty  to  
mak e th es e ch an ge s.

I t  is im port an t to no te  th a t th e  I9 60  Acc iden t Fac ts , pu bl ishe d by th e Na
ti onal  Saf et y Co uncil , in di ca te s on  a st at ew id e ba si s on ly 1 per ce nt of  the to ta l 
nu m be r of  ac ci de nt s inv olve d ve hi cl es  tr av el in g  in  ex ce ss  of  70 m iles  per ho ur . 
Sinc e a  la rg e nu mbe r of th es e d ri vers  wo uld  be in th e 71 to  80 m iles  pe r hou r 
br ac ke t, pr ob ab ly  les s th an  on e- ha lf  of 1 pe rc en t wo uld be drivi ng  ov er  80 mile s 
pe r ho ur . T his  is  an  ex trem el y sm al l per ce nt  of  d ri ver s to  us e as a ba si s fo r 
re quir in g  a ll  d ri ver s to  in ve st  in  go ve rn or s.  I t  is co nc eiva ble th a t,  if  al l ca rs  
w er e eq uipp ed  w ith go ve rnor s, th e  lim it a ti ons an d m al fu nc tions of  th es e gov 
ern ors  may  ca us e mor e ac ci de nt s th a n  a re  pr es en tly  re su lt in g from  hi gh  speed.

La w en fo rc em en t re co rd s show  th a t re la tive ly  few d ri vers  a re  arr est ed  a t 
sp ee ds  h ig her  th an  80 mile s pe r ho ur . I ha ve  worke d w ith th es e v io la to rs  an d 
know  th a t th os e ex ce ed ing 80 m iles  p e r hour  ha ve  a de fin ite  in te n ti on  to  br ea k 
th e law  fo r on e reas on  or  an ot her . Peo pl e w ith  th is  a tt it u d e  wou ld  mos t lik ely  
ta m per w it h  a go ve rn or  if  it  w as  on  th e ir  ca r an d th u s th e gove rn or  wo uld  be 
inef fect ive as fa r  as  th e gr ou p it  w as de sig ne d to co nt ro l is co nc erne d.

The  pr op os ed  legi slat io n,  if  en ac te d,  wo uld  lead  to  a da nger ous an d un
w arr an te d  co nc lusio n th a t th e F edera l Gov ernm en t ap pr ov es  sp ee ds  up  to 80 
mile s per ho ur , “o r to su ch  to p sp ee d in  ex cess of  80 mile s per  hour as th e Sec
re ta ry  of  C om merce  d ee ms i t ap p ro p ri a te .”

Mos t peop le in  Amer ica a re  la w -a bid in g cit izen s.  The y des ir e to  comp ly w ith  
re as on ab le  law’s. The  de sign  of o u r high way s, th e vo lum e of  tra ffi c, th e in 
abil it ie s of  hu m an  being s, al on g w’ith  th e av ai la b il it y  of fa s te r metho ds  of  
tr av el , o th er th an  th e au tomob ile , a ll  add  up  to  th e fa c t th a t dri v in g  80 mile s 
per ho ur  i s un sa fe , unw arr an te d , un ne ce ss ar y, an d un de si ra bl e.

I find th a t co ns id er ab le  a u th o ri ty  fo r  a pp ro va l of  sa fe ty  eq ui pm en t on  vehic les  
is  cu rr en tl y  ve st ed  w ith  S ta te  au th o ri ti es.  I be lieve  th a t S ta te s sh ou ld  be re 
spon sib le to  ca rr y  o ut  t h is  a u th ori ty .

To  re du ce  ef fecti ve ly  tra ffi c ac ci den ts  on th e high way , it  is un der st oo d th a t a 
well -b ala nc ed , co mpr eh en sive  tra ffi c sa fe ty  pr og ra m  is th e  ap pr oa ch . Thi s is  
av ai la bl e in  th e  ac tio n pr og ra m  of  th e  P re si den t’s Co mmitt ee  fo r Traff ic Saf et y 
co mpi led  under 10 s pec ific  s ec tio ns . The y are —

1. A cc iden t rec ords .
2. Edu ca tion .
3. Eng in ee ring .
4. U ni fo rm  law’s.
5. M ot or  vehic le ad m in is tr a ti on .
6. O rg an iz ed  ci tize ns ’ su pp or t.
7. Po lic e en fo rcem en t.
8. Res ea rc h.
9. Pub lic in fo rm at io n.
10. Tr af fic  c ou rts .
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My rem arks should not be int erp ret ed  as being opposed to build ing into  auto
mobiles as much safe ty as possible, bu t I am opposed to governors for reasons I 
have indicated.  If legis lation is to be enacted in order to reduce traffic acci
dents, it is recommended that  it  should be enacted  by the Sta tes  and designed to 
allow the  State s, the counties, and the  municipa lities  to implement this action 
program of the President ’s Comm ittee for  Traffic Safety, now being prin ted 
by th e Government Pr int ing  Office.

Mr. R oberts. The record will be lef t open fo r statements  by various 
witnesses who requested tha t authority .

The subcommittee will stand in recess subject to the call of the 
Chair.

(Whereupon, at 3:35 p.m., the subcommittee was adjourned, sub
ject to the  call of the Chair.)
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F R ID A Y , A P R IL  14 , 1961

H ouse of Representatives,
Subcommittee on H ealth and Safety of the 

Committee on I nterstate and F oreign Commerce,
W ashington, D.C.

The subcommittee met, purs uan t to notice, at 10 a.m., in room 1334, 
New House Office Building, Hon. Kenneth A. Roberts (chairman of 
the subcommittee) presiding.

Pres ent:  Representative  Roberts, Rogers of Flor ida,  Nelsen, and 
Thomson.

Mr. Roberts. The subcommittee will please be in order.
We will at this time recess the subcommittee so th at the members 

of the subcommittee and any other interested parties may view an 
automobile owned by Mr. C. W. Heppenstall of Delray Beach, F la .; 
and then we will re turn  here and hear the  industry with reference to 
the tempered versus laminated glass problem.

So, a t this time we will stand in recess fo r about 15 minutes.
(Short recess taken.)
Mr. Roberts. The subcommittee will please be in order.
The Subcommittee on Hea lth and Safety is meeting this morning 

to continue hearings on II.R . 903 and HR. 1341 to provide s tandards 
for passenger-carrying motor vehicles.

We have public witnesses scheduled for this morning.
Monday morning we are to hear the representatives of the Depart

ment of Commerce, Department of Health , Education, and Welfare, 
and of the General Services Administration .

I might  also mention tha t we may be able to continue the  hearing in 
the afternoon for  other witnesses who would like to be heard.

Tuesday we will hear a witness from the Depar tment  of Defense, 
and witnesses from the Bureau of Motor Carrie rs of the Interstate  
Commerce Commission.

I thin k in view of the fac t tha t the hearing on the part of the 
indus try is going to be quite  long, I understand Mr. Heppenstall of 
Heppenstall Indust ries of Delray Beach, F la., has a very short state
ment, and I would like to take  him at this time, and then we can go 
ahead with you.

I low long is your statement, Mr. Heppensta ll ?
Mr. H eppenstall. Mr. Chairman, first, thank you for looking at 

the car for considering the safety features  in it that have been 
included.

I have prepared a presentat ion, and if I could jus t hand it to you 
for distribution to the members, I think that  would-----

Mr. Roberts. That  will be all right, sir.
173
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STATEMENT OF C. W. HEPPENSTALL, HEPPENSTALL INDUSTRIES, 
DELRAY BEACH, FLA.

Mr. II eppenstall. If  it is suitable to you, I  would simply like to 
read from this the main items, and the explanations, I believe, were 
included in the writt en writeup.

Mr. Roberts. All right , sir.
Mr. II eppenstall. The following safety features are incorporated 

in several s tandard automobiles which have been modified by lleppen- 
stall and which are now identified as—

Sa f-T -K ar

1. Sea t be lts (2 fr on t, 2 re a r ).
2. B ay onet  ty pe  do or  loc ks.  (A ll do or  loc ks on st andard  c a rs  a re  un sa fe .)
3. Rol lo ve r ba r. (All stoc k ra c in g  cars  a re  pr ov id ed  w ith ro llov er  ba rs —p ro 

vide  in roof  c on st ru ct io n on  new pr od uc tio n car s. )
4. P added  da sh  on fr on t of  ri g h t fr on t se at . (P re se n t pad de d da sh boar ds in

st an d a rd  c ar s a re  a tr avest y .)
5. Saf -T -T ur n an d em ergency si gnal syste m. (D ri ver in  th e re ar,  d ri ver ab re as t,

and dri ve r ap pr oa ch in g in  th e  fr o n t ca n see an d id en ti fy  sign al.  Am ber 
lens es  a re  used  f ro n t an d b a c k .)

6. R ear vie w m ir ro rs . (M uch b e tt e r re a r vi sion  an d side  vi sion  are  ob ta in ed
th an  th a t prov ided  in s ta n d a rd  c ar s. )

7. A dju st ab le  gove rnor . (G ov er no r is se t fo r 65 mile s per hour fo r F lo ri da
dr iv in g. )

8. A uxil ia ry  ha nd -o pe ra ted th ro tt le .
9. All  e x te rn al da ng er ou s orn am ents  a re  r em ove d.

The following additional safety features are recommended for 
future production cars:
1. Two- he ad ligh t syste m.  (T he pre se nt fo ur -h ea dl ig ht  sy st em  is a haza rd

whe n pa ss in g l ig ht s a re  n ot  us ed .)
2. U ni fo rm  dr um  type  sp ee do m eter . (P re se nt vari et ie s of  sp ee do m eter s are

dif fic ul t to  re ad .)
3. W ell  lig ht ed  od om eter  fi gu res a t le ast  one -hal f inch  h igh .
4. P ad ded  re a r of  fr on t se at s,  pa dd ed  in te ri or side  wal ls , an d pa dd ed  ro of

in te ri o r.  (N oash tr ays,  ha nd le s,  or  or na m en ts .)
5. On tw o-do or  models, pr ov id e m ea ns  of  ho lding fr on t se ats  in  pla ce .
6. Rea l bu m pe r sy ste ms , in corp ora ting  ru bb er . (M an y p re se n t bu m pe rs  a re

or na m en ts .)
7. Pro vid e re al  ho lddo wn in  fr am e so th a t en gine  will  no t ea si ly  be mo ved to  the

re a r in  c ase of  b ad  im pa ct.
8. Us e re al  sa fe ty  gl as s in al l g la ss  are as (l am in at ed  gl as s an d pla st ic .)
9. Re mov e al l do or  h an dl es  an d windo w-o pe ra tin g ha nd le s fr om  side  ar ea . (U se

rece ss ed  h an dl es  o r r ec es se d pu sh bu ttons .)

If  there are any questions about any of these items I would be 
glad to try to answer.

Mr. Roberts. Well, first of all, the Chair would like to thank you for  
coming here, Mr. Heppenstall, and for your interest  in safety and 
for bring ing the Saf-T-K ar to the attention  of the committee.

I would like to know a litle  bit about your training and how you 
became interested in the various  safety features which you incorpo
rated on your Saf-T-K ar.

Mr. H eppenstall. Well, today I  make my living as an inventor and 
as a promoter, but in the p ast  I  have been an engineer and in manu
factu ring, operating port ions of industry in the aluminum and in the 
steel and forging industry .

Mr. Roberts. How long have you had the Saf-T-Ka r?
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Mr. Heppenstall. Well, the first one was modified in 1956, and it 
has been sort of like To psy;  it has grown from a few th ings to some 
additional items.

Mr. Roberts. Do you have any figures as to the cost of the indi
vidual items which you presented in your statement ?

Mr. H eppenstall. No, si r; I do not. But I thin k it would be diffi
cult for anyone outside of the automobile industry to arrive at engi
neering  and development costs. But I  am relatively cer tain tha t once 
those costs a re out of the  road, not one of these items would be very 
expensive.

Mr. Roberts. Tha t is all I  have.
Mr. Rogers.
Mr. R ogers of Flor ida. Thank you, Mr. Chairman.
Of course, I  am delighted tha t Mr. Heppenstall has an interest in 

this  subject and, p articula rly, being from my area. I appreciate  his 
coming up and giving the committee the benefit of a look at some of his 
suggestions about safety in the automobile field.

From my understanding, do you feel tha t it would be wise for the 
industry itself to make a prototype Saf-T-Ka r?

Mr. H eppenstall. An e ffort has been made and contacts have been 
made with all of the major automobile manufacurters to make one 
model that incorporates these safety features.

Now, there have been studie s made tha t would indicate tha t a t least 
one-half of the fata l accidents would be taken from our yearly total 
which, last  year, was about 38,000, if just  the features that are on the 
car now were included.

Mr. R ogers of F lorid a. I see. I was interested in your safety turn  
and the emergency signal system. You have all four of the indicators 
on the  car  where they can be seen easily. They are located in a high  
position on the fenders. Also, I believe, they are yellow or caution 
lights  r ather than  the red, which makes a difference. You pay more 
atten tion to them.

As I  understand it, i f you were to stop on the highway those lights 
would flash ?

Mr. Heppenstall. A separa te switch would operate all four lights, 
and all four lights would flash.

Mr. Rogers of Florida . I  see.
Well, I certainly commend you for your interest  in this field, and 

it has been most helpful  to the committee.
Mr. H eppenstall. If  we get a few automobiles made, it will be well 

worth the while.
Mr. Rogers of Florida.  Thank you.
Mr. Heppenstall. Thank you.
Mr. Roberts. Thank  you very much, Mr. Heppenstall.
The next witness is Mr. Kar l M. Richards.
Mr. Richards is manager of the Field Services Department of the 

Automobile Manufacturers Association, Inc., 1710 II  Street NW., 
Washington 6, D.C.

He is accompanied by Dr. Joseph D. Ryan, d irector  of research and 
development, Libby-Owens-Ford Glass Co.; Mr. Larry  Keim, man
ager of technical services, auto sales, Glass Division, Pittsburg h Plate 
Glass C o.; and Mr. Ormond I. Rugg, glass engineer, Glass Division, 
Ford Motor Co.

70706—Cl'------13
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Before Mr. Richards testifies, I would like to have incorporated 
in the record some documents at this time, if there is not objection on 
the pa rt of the members of the subcommittee.

I have, first of all, a lette r from Mr. H arry A. Sieben, director  of 
Highway Safety Division of the State of Minnesota, which let ter is 
dated April 11,1961; together with a resolution of the Minnesota Leg
islature memorializing th e President  and the Congress of the United 
State s to provide for safety standards, or for safe standards , of auto
mobile vehicle design and safety  devices and the enforcement of such 
standards in the automotive industry. This resolution is numbered 
Resolution No. 21.

I also have a statement supporting  this resolution on traffic safety 
by Hon.  Orville L. Freeman, who is now Secretary of the Department 
of Agriculture, former Governor of the State of Minnesota; together 
with the proposed resolution on traffic safety for  action by the 
Governors’ conference, also attended by Governor Freeman.

So, without objection, these documents will be incorporated in the 
record.

(The documents referred  to follow:)
State of Minnesota, 

Department of Highways,
St. Paul, Minn., April 11,1961.

Hon. Kenneth A. Rorerts,
Committee on Interstate  and Foreign Commerce,
House Office Building, Washington, D.C.:

Dear Congressman Roberts : On March 24 I sent a telegram to you advising 
tha t the Minnesota Legislature had adopted a resolution memorializing the 
President and the Congress of the United States to provide for safe standards 
of automobile vehicle design an d safety devices and for the enforcement of such 
standard s in the automotive indust ry. I also urged tha t your committee take 
action and not be misled by organizations  purporting to represent State admin
istrator s. I am attaching  a copy of this telegram for your file. In addition I  am 
attaching a photostatic copy of the resolution passed by our legislature and ap
proved by Gov. Elmer L. Andersen.

I feel very strongly tha t many of the injuries and deaths tha t we suffer on 
our streets and highways could be prevented through the use of certain safety 
devices and automobile design fea tures, such as safety belts, padded dashboards, 
and recessed cranks, knobs, handles, and other projections in the vehicle.

It  is  also my strong personal feeling afte r working in th is area for many years, 
tha t advancement in this area can only come about as the result of Federal leg
islation. During the past 4 years I had the honor to work under the direction 
of our former Minnesota Governor, Orville L. Freeman, who is now Secretary 
of the Department of Agriculture. Governor Freeman felt very strongly about 
this mat ter and made several statem ents while he was Governor to support Fed
eral legislation to accomplish these ends.

For the information of your committee I am attaching a copy of the statement 
which Governor Freeman made at the Governors conference in 1960 on this 
subject. It  is one of the finest, most comprehensive and best documented reports 
tha t I have seen. I hope tha t it might be helpful in your committee’s considera
tion of the  many safety bills which are now before you.

Yours very truly,
Harry A. Sieben,

Director, Highway Safety Division.
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S.F. No. 604, Resolution No. 21

A Resolution Memorializing the President and the  Congress of the  United

States To Provide for Safe Standards of Automobile Vehicle Design and

Safety Devices and the  Enforcement of Such Standards in  the Automotive

I ndustry

Wherea s iy 2 million America ns are killed or inju red  in moto r vehicle crashes 
an nu al ly ; and

Whereas various research pro jec ts have proven th at  a ma jor  pa rt of these  
death s and inju ries  could have  been  prevented  by proper vehicle design standard s 
and  sa fety devices fo r au tomobiles  ; and

Wherea s the motor vehicle is the  subject of and the  ins trume nt of inter sta te 
commerce and therefo re the  pro per  subject of Federa l regu la tio n: Now, there
fore, be it

Reso lved by the Leg isla ture  of  the Sta te of Minnesota, Th at  the  Pre sident  
of the  United States and  the Congress of the United  Sta tes  be requested to 
enact such legislation as may be necessary to provide for  safety  standa rds  for  
automotive vehicle design and  saf ety  devices and for the  enforcement of such 
stan da rds in the automotive indust ry ; and be i t f ur ther

Resolved, That the  sec retary  of sta te of the Sta te of Minnesota  be inst ruc ted  
to tra ns mit copies of thi s reso lution to the President  of the  United States and  to  
each  Member of Congress from the  State  of Minnesota.

Karl Rolvaag, 
President  of  the  Senate.

E. J. Chilgren,
Speaker of  the  House of  Representatives.

Passed the Senate  this twenty-four th day of F ebruar y in the  y ear  of Our Lord 
one thousand nine hundred and sixty-one. H. Y. Torrey, 

Secreta ry o f the Senate.

Passed the  House of Represen tatives  this first  day of Marc h in the yea r of 
Our Lord one thousand nine hu ndred  and sixty-one.

G. II. Leahy,
Chie f Clerk, House o f Representatives.

Approved March 9,1961. Elmer L. Andersen, 
Governor o f the S ta te  of Minnesota.

Filed March 9,1961. J oseph L. Donovan, 
Secretary of  the S ta te  of Minnesota.

Proposed Resolution on Traffic Safety for Action by the Governors 
Conference, Presented by Orville L. Freeman, Governor of Minnesota

Wherea s human  suffer ing and economic loss resulting from traffic accidents 
has been increasing each year, wi th forecasts  th at  this  suffe ring and loss will 
increase a t an accelerated ra te  as the numbers of vehicles and  driver s inc rea se ; 
and

Wherea s research and study hav e demonst rated  that  ce rta in safe ty devices 
and  design  features , which can be installed or incorporated  in the vehicles at  a 
rela tive ly small cost at  the  tim e of manufac ture , can produce a sub stantial 
reduction  in the number  and  sever ity  of injurie s sus tained in traffic ac cid ents; and

Whe reas  the automobile manufac turers  for the most pa rt  have not chosen 
to inco rporate  the safe ty devices or design fea tures as sta nd ard equipment in 
the ir prod ucts  despite the  evidence which shows th at  by so doing they would 
save lives and prevent i nj ur ie s; and

Whereas protecting  the hea lth  and  welfare  of consumers has long been a field 
of official concern leading to appro pri ate  legal regulat ion in such fields as the  
manuf acture , shipment and  use of drug s and foodstuffs, as well as in the fields 
of zoning, fire prevention, publ ic hea lth and in transpo rta tio n by public car 
rie rs ; and
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W her ea s th e motor  ve hicle is  th e  ca rg o in  an d th e ve hicle of  in te rs ta te  tr an s
port a ti on  an d as  such  th e re gula tion  of  it s m an ufa ctu re  re quir in g  th a t it  mee t 
min im um  st andard s w ith  re gard  to  sa fe ty  de vices an d sa fe  de sign  fe atu re s 
sh ou ld  be ca rr ie d  ou t by th e F edera l Gov ernm en t of  th e U nited  S ta te s ; an d

W he re as  an  ac t to re quir e pas se nge r- ca rr yin g m ot or  ve hicles  pur ch as ed  by th e 
Fed era l Gov ernm en t to  m ee t ce rt a in  sa fe ty  st andard s to be es ta bli sh ed  by th e 
Sec re ta ry  of  Comm erc e has  be en  pas se d by th e Hou se  of  R ep re se nta tives  in  th e 
86 th Con gress an d is now  be ing co ns id er ed  by th e Com m itt ee  on  In te rs ta te  an d 
For ei gn  Co mm erc e of th e  Sen at e of  th e  U ni ted S ta te s;  an d

W he re as  th e en ac tm en t of su ch  legi sl at io n wo uld be a  st ep  to w ar d ac qu ir in g 
ad eq ua te  Fed er al  co nt ro l re qu ir in g  a ll  au tom ob ile s m ad e in  th e  U ni ted Sta te s 
to  m ee t c ert a in  sa fe ty  s ta n d ard s : Now, th er ef or e,  be  it

Resol ved, by th e Co nferen ce  o f Gov erno rs  in  sess ion,  T ha t th is  co nf er en ce  en 
do rs e and  su pp ort  Fed er al  le gis la tion  re qu ir in g pas se ng er -c ar ry in g mot or  ve
hicles  pu rc ha se d by th e F edera l G ov er nm en t to  m ee t cert a in  sa fe ty  st andard s 
to be es ta bli sh ed  by th e Sec re ta ry  o f C om m er ce ; an d now,  th er efo re , be it  fu rt h e r

Res ol ve d by the Co nferen ce  o f Go vernors in  sess ion,  T h a t th is  co nfer en ce  
ur ge  th e  in tr od uc tion  a nd  su pport  th e  en ac tm en t of su ch  F edera l legi sl at io n as  is  
ne ce ss ar y to  pr ot ec t ou r ci tize ns  fr om  in ju ry  an d dea th  in  tra ffi c ac ci de nt s by 
em po wer in g th e appro pri a te  F edera l au th ori ty  to  pr es cr ib e and en fo rc e th e in 
st a ll a ti on  of  proven , pra cti cal sa fe ty  fe a tu re s in  ev er y pas se nge r- ca rr yi ng motor  
ve hicle sh ip pe d in  or  us ed  in  in te rs ta te  comm erc e.

A Sta te m ent in  Support  of  t h e  P ropo sed R es ol ut io n on  T raff ic  Safe ty  by 
Orv ill e L. F r eem a n , Governor of  M in neso ta

M an y le ad in g med ical au th o ri ti e s ha ve  de sc ribe d th e in cr ea si ng nu m be r of 
in ju ri es an d dea th s on th e N ation 's  st re e ts  an d hi gh w ay s as  a healt h  pro ble m 
which  has re ac he d ep idem ic  p ro port io ns.

Ju s t as th e  so lu tio n to  an  ep id em ic  di se as e invo lves  tw o m ajo r ap pr oa ch es , the 
re m ov al  of  th e  ca us al  fa c to r and  th e  el im in at io n of th e sy m ptom s, th e so lu tio n 
of ou r tra ffi c in ju ry  prob lem in vo lv es  th e e lim in at io n of  th e cau sa l fa ct or,  wh ich  
is th e ac ci den t i ts el f, an d th e  e lim in at io n  o f t he  r e su lt an t i n ju ri es.

Of  co ur se  ou r u lt im at e ob je ct iv e is  to  el im in at e th e ac ci den ts  th ro ug h hig h- 
way  en gi ne er in g,  ed uc at io n of  ou r dr iv er s,  an d en fo rc em en t di re ct ed  a t el im 
in ati ng  tra ffi c law  vi ol at io ns .

How ev er , we al l reco gn ize th a t to  ef fect  a de cr ea se  in  th e num ber  of  a cc id en ts  
w ill  ta ke  a  lon g tim e,  an d it  is doubtf u l if  we  will  ev er  e lim in at e a ll  tra ffic ac 
ci de nt s as  l ong as  autom ob ile s a re  o u r m aj or fo rm  of tr ansp ort a ti on . B ut we  ca n 
im m ed ia te ly  el im in at e man y of th e  in ju ri es an d death s an d mu ch  of  th e hu
m an  su ff er in g re su lt in g from  ac ci de nts . Thi s ca n be ac co m pl ishe d by ut il iz in g 
th e kn ow ledg e we  now  ha ve  about th e ef fecti ve ne ss  o f c ert a in  sa fe ty  dev ice s an d 
au to m ob ile de sign  fe a tu re s su ch  as sa fe ty  be lts , pa dd ed  das hboa rd s,  recessed  
cr an ks , knobs, an d ha nd le s.  So me of  th es e in ju ry  pr od uc in g pr oj ec tion s wer e 
plac ed  o n th e  c ar fo r no  g re a te r pu rp os e th an  orn am en ta tion .

T es ts  co nd uc ted by Co rnell  U ni ver si ty  an d o th er s ha ve  de m onst ra te d th a t 
th e de sign  of  th e vehic le and th e  us e of sa fe ty  de vice s d ir ec te d  a t pr od uc in g a 
sa fe  pa ck ag e fo r th e oc cu pa nt s of a  ve hicle w ill  de cr ea se  su bst an ti a ll y  th e nu m 
be r and se ver ity of  in ju ri es whe n ac ci de nt s o ccur.

The  au tom ob ile  co nt ai ns  th e m os t pr ec io us  ca rg o of al l pa ck ag es  desig ne d 
to da y to  ca rr y  an y ob ject  fr om  on e pl ac e to  an ot he r,  ye t it  pr ov id es  les s pr o
tect ion fo r it s co nt en ts  th an  a  c ra te  us ed  to  sh ip  ea si ly  da m ag ed  au tomob ile  
compo ne nts.

T her e a re  m ou nt aino us  file s of officia l po lice re port s on traf fic  ac ci de nt s wh ich  
in dic at e th a t in ju ries , of te n fa ta l,  ha ve  re su lted  no t from  th e im pac t of th e co l
lis ion bu t f ro m  fa il u re  o f t he  veh ic le  to pr ote ct  th e  oc cu pa nt .

Yet, th e au tomob ile  m anu fa c tu re r has  show n a re lu ct an ce  to  in st al l sa fe ty  
im pr ov em en ts  whic h bo th  m ed ic al  an d en gi ne er ing re se ar ch  has fo un d to  be 
so un d an d pr ac tica l.

T his  sa fe ty  pro ble m has  had  th e  se riou s a tt en ti on  fo r years  of  resp ec ted 
m ed ical  an d en gine er ing re se ar ch er s.  T hei r st ud ie s dem onst ra te  th a t in ju ri es  
co uld be redu ce d by as  mu ch  as  50 per ce nt  by pr ov id in g th e in gre die nts  of  a 
sa fe  “pa ck ag e. ”

T his  re se ar ch  has  been  m ad e av ai la ble  to  au to m ot iv e des ig ner s an d m an u
fa c tu re rs . Th er ef or e,  th e re sp onsi bil ity  fo r m an y of  th e death s an d in ju ri es  
oc cu rr in g on Amer ica’s hi gh w ay s m ust  be ch ar ge d again st  th os e m an ufa ctu re rs  
wh o p u t pr of it an d sa le s be fo re  th e  hea lth  an d sa fe ty  of  th e ir  cu stom ers.
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The fully  documented research,  based on empi rical  data, gives proof tha t 
the integr ation of recommended saf ety  devices and fea tur es into modern vehicle 
design  could be done with lit tle  or  no addi tional cost or harm to design appeal.

The American Medical Association has been in the  forefront of the advoca tes 
of safer  design princ iples in the  automobile. The research  conducted under  
medical auspices has  led the  AMA to warn th at  moto r vehicle  injuri es have 
reached epidemic proportions.

The AMA Jo ur na l1 for  Janu ary 1958 was almost wholly devoted to repo rting 
the res ult s of these independent stud ies.  In genera l, the autho rs recognized th at  
most traffic accidents result  from errors on the pa rt of the dri ve r; but too high 
a percentage of in juri es resulted  from errors  of manufacture.

The edi tor ial  of th at  edi tion, entit led  “Death  on th e Highways ,” st a te s:
“Fundamen tal standard  equipment should be designed  in ful l recognit ion of 

the  fact  th at  every car  may be involved , quite innocent ly, in a serious crash or 
rollover.” 2

One a rti cle  described the  rep ort  thre e doctors had made  to the  annual meeting 
of the  AMA. As a resu lt of their study,  they had recommended a number  of 
tested automotive improvements th at  “would definitely lower the  mortal ity  and  
injury  ra tes in serious auto acc iden ts.” 3 They listed these safety  fea tur es: 

Be tte r rollover fram es to pre ven t collapse of tops in accidents.
Sea t belts of good quality , proper ly a ttached.
Safety  door l atches to preven t doors  from opening.
Padding of dashbo ards  w ith shock-absorbing materia ls.
Restra ining mechanisms fo r backs of all fo lding seats.
Elim inat ion of project ing item s both inside and outs ide the  vehicle. 
Shock-absorbing stee ring  whee ls and folding  stee ring  columns.

I t is signif icant that  these medical men stat ed th at  safe ty seat belts would 
probably save more lives and  limbs than  any other single item ; and that  if 
doors  stay closed in high-speed accidents,  serious injury  i s frequently prevented.4

“If  the  passengers had been s trappe d to thei r seats,  and not thrown out through 
open doors  or aga inst the dash board, they could have been saved .” 5 6

Perhap s the  most extensive resear ch into the  question of causes of injury  
in accidents is being conducted at  Cornell  University  Medical School. Dr. John  
Moore, study director, reported th at  automobile design can prevent killing  and 
maiming  caused by steering  and  post  assembly, ejection, ins trume nt panels, wind
shield, back  of the front seat, doors, fro nt  corner post, flying glass, top or roof, 
and the  rearview  mirrors . These danger  are as  are listed  in their order of 
injury  causation.*

Eng inee ring  re search has shown th at  these haz ards can be c orrected to allev i
ate  the dan gers inherent to pre sen t design withou t add itio nal  cost—if  made at  
the time of  manufacture  of the vehicle.

Boris Tourin,7 of the Cornell proje ct has found  the re is a direc t relat ionship 
of automobile design to injury  in the  comparison of the frequency of fat ali ty 
among ejec ted and nouejected  occupants. He indicate s that  25 percent of all 
fa ta lit ies among passenger car occupants can be elim inate d if  eject ion is com
pletely prevented . This  would be accomplished by the  ins tal lat ion  and use of 
prop er saf ety  belts, ins trument panel padding, and door latc hes  which remain 
operative  a t all  speeds.

Fu rth er,  under control led lab ora tor y conditions, safety  bel t res tra ini ng  actions 
have  reduced the force of  head  blows by as much as one-thi rd. With the  use of 
energy-absorbing  materi als  in the area s where passenger heads can strike, a 
fu rth er  decrease  of about 60 percen t in risk  of all grades of injuries could 
result .8

1 T he  Jo u rn a l of  th e Am er ican  M ed ical  A ss oc ia tio n.  CL X II I,  No. 4, J a n u a ry  195 7.
2 Ibid. , p. 262.
3  M urr ay  E.  Gibbo ns,  W ill iam V. Sm ith,  an d W ar d B. S tu dt,  “T he  D oc to r an d th e Auto

mobile  A cc id en t.”  The  Jo u rn a l of  th e  Am er ic an  Me dica l A ss oc ia tio n,  Ja n u a ry  195 7, p. 
■255

■* ibi d. , pp.  25 6- 25 7.
8 U .S. Co ng ress , Ho use, “T raf fic  S af et y ,”  hea ri ng  be fo re  Su bc om mitt ee  on  In te rs ta te  an d 

For ei gn Co mm erce , U.S . Ho us e of  R ep re se nta tives , 84 th  Cong. , 2d sess. , on H.  Res. 357 , 
Aug . 29,  19 56  (W as hi ng to n.  G ov er nm en t P ri n ti n g  Office, 19 57 ),  p. 515.

Mr.  T ou rin is  ch ie f of th e te ch ni ca l se ct io n of au to m ot iv e cr as h  in ju ry  re se ar ch , a di vi 
sion  of th e  depart m ent of pu bl ic  h ea lt h  and  pr ev en tive med ici ne , Cor ne ll U niv er si ty  Med ica l 
■College, New Yo rk  Ci ty .

6 Ib id ., p. 25 8.
8 B or is  Tou rin, “E je ct io n an d  Aut om ob ile F a ta li ti e s ,”  Pub li c H ealt h  R ep or ts , Pub lic

H ealt h  Se rv ice,  U.S . D ep ar tm en t of  H ealt h , Edu ca tion , and  W el fa re , L X X II I,  No. 5, p. 387.
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An independent project of the Colorado Sta te Medical Society and the Denver 
Police  Department also dem ons trated th at  designing the  autom obile for safety 
would greatly reduce dea ths and injuri es.  Under the  direc tion of the society’s 
automot ive safe ty committee, Dr. Horace E. Campbell dem onsrtated with  his  
“Oi>eration Egg Drop” that  the  hum an head could he protected from dangerous 
and fa ta l injuries in automobile cra shes. This  would be accomplished by the 
placement  o f proper  padding ma ter ial  on those spots where serious blows often 
occur such as the ins trum ent  pane l, windshield  header, and the  forepa rt of the  
roof. The  stud y was und ertake n because many members of the society were 
convinced th at  inju ry prevention is equal ly imp ortant  with, and probably more 
easily achieved than,  accident prevention.®

Safe design of autom otive  equipment has  been a special field of inte res t for 
Prof . Jam es J. Ryan of the University  of Minnesota. He has determined th at  a 
series of design changes  involving adeq uate  packag ing would prevent inju ry 
to passenge rs in collisions—wi tho ut change  in styling or increase  in cost of new 
autom obiles .10

He recommends the adopt ion of hyd rau lic bumpers, collaps ible steering  wheel 
and post assembly, recessed dashbo ards and  sea t belts. It.van has testified 
before the  U.S. House of Rep resentativ es Subcommittee on Health and Safety  
th at  the  engineering  knowledge is ava ilab le to lawmakers for  legal definition of 
a safe car-p assenger  environment.11

The percentage of lives saved  or injuri es prevented as  a resu lt of improved 
“packaging” varies from study to study, but  all indicate  the re would be sub
sta nt ia l savings . Dr. C. Hu nte r Sheldon claims tha n 75 percent of the fa ta li
ties result ing  from automobile acc iden ts could be prevented by following safe ty 
design featu res  as proposed by Pro fessor  Rya n; and  th at  25 to 35 percent of 
cras h fa ta lit ies could be preven ted  if occupants could be kep t within the 
vehicle.111 Dr. John  O. Moore s ta ted tha t, “Inj ur ies  in mil itar y aviatio n crashes 
dropped app roximately 500 percen t because of app licat ion of (sa fety engineer ing) 
da ta in the development of the  proper  kind of packaging for  ai r crews .” 18 Lt. 
Col. Joh n P. Stapp  has  sugges ted th at  lap-type sea t belts would prevent 21 
percent o f the death and se rious  in jurie s in automobi le accidents.14

The Dep artm ent  of Hea lth,  Educatio n, and Welfare, on the  ord er of Surgeon 
General Leroy Burney, adop ted seat  belts in its  500-car fleet. Burney stated, 
that  ma jor  injuries could be reduced 30 percent by adopting this safe ty 
fea tur e.15

In  my own Sta te of Minnesota I have issued an executive ord er requ iring  all 
State-owned vehicles to be equipped with safe ty belts. In the 3 year s that  thi s 
order has been in effect the re have been many serious acciden ts where our em
ployees at tri bu te  the ir being aliv e today to the use of these safety  belts.

The re is now before the  U.S. Congress a bill (H.R. 1341) which would require 
th at  all  passenger-car rying  moto r vehicles purchased for use by the Federal 
Government to meet cer tain  sa fety s tan dards to  be estab lished by the Secretary  of 
Commerce. This  legislation  has been passed by the  House of Representatives 
and  is now before the Senate Committee on Interst ate and  Fore ign Commerce 
In a reso lution which I propose to introduce  to the  annual Governors’ confer
ence I ask  that  the  conference sup port this legislation  because it  would encour
age the  adoption of such sta nd ards  for  all motor vehicles sold to the  people of 
our  country.

In addition, the resolu tion urges the  1960 Governors’ conference to suppor t 
the  introduction and enactment of Fed era l legis lation empowering the  appro
pr ia te  Fed era l agency to prescribe and  enforce  the ins tal lat ion  of proven, prac
tica l saf ety  fea tures in every passenger-carry ing motor  vehicle shipped in or 
used in intersta te commerce.

’ Jo se ph N. Be ll, “O ne M an ’s F ig h t fo r S af er  C ar s, ” Tod ay ’s H ealt h , XXXVII , No. 4, 
Apr il  1959 , d . 22.

10 J am es  J.  Rya n,  te st im on y to  Su bc om m it tee of  In te rs ta te  an d Fore ig n Comm erce, U.S. 
Hou se  of  Rep re se nt at iv es , 85 th  Cong. , 1 st  sess ., on H.  Res. 1341,  Ju ly  9, 195 9.

J’ I bid.
12 Jo u rn a l of th e America n Med ica l Assoc ia tion , Nov . 5, 195 5, as  qu ot ed  by  Sen at or  Pau l 

Do ug las, Traf fic  Saf et y hea ri ng  be fo re  a Su bc om mitt ee  on In te rs ta te  an d  For eign  Com 
merce , U.S . Hou se  of R ep re se nt at iv es , 84th  Cong., 2d  ses s., on  H.  Re s. 357, Ju ly  16, 195 6 
(W ash in g to n : Gov ernm en t P ri n ti n g  Office. 19 57 ),  p. 6.

IS R eport  to  th e pu bl ic  on  th e N at io nal  Saf et y Fo ru m . Se pt em be r 195 5. as  qu oted  by 
S en at or P au l Do ug las , Tr affic  Saf et y, hea ri ng  be fore Sub co m m itt ee  on In te rs ta te  an d 
For ei gn  Co mm erce, U.S. Ho us e of  R epre se nta tives , 84 th  Con g., 2d sess ., on H.  Res . 357,  
Ju ly  16. 1956  (W as hi ng to n : G ov er nm en t P ri n ti n g  Office, 19 57 ),  p. 21.

“  Ib id ., p. 18.
“  U nc le  Sam End or se s Sea t Bel ts , Traff ic  Saf et y,  Ma y 195 9, p. 13.
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The proposals would not open a new field for Government. For years Fed

eral agencies have provided standards of design, materia ls, sanitation, and other 
protections for public safety. Congress has created, as well, the enforcement 
agencies to effect those safeguards For example, the control of those who fly 
our civil airc raft  lies within a Federal agency; but even further,  this Agency 
controls the airc raf t itself from its original design through its materials se
lection and manufacture on a continued inspection basis.

The Food and Drug Administration is one of our most respected agencies at 
the Federal  level because it fulfills the important mission of protecting the con
sumer from those products which are harmful and injurious to his health.

At present, the Inte rsta te Commerce Commission has authority  to prescribe 
basic safety design featu res for trucks, buses, and trains used in interstate com
merce. They now require safe design s tandards for trucks carrying dangerous 
cargo and have established standards for distortion-free  windows on tra ins  
and buses as well as regulat ions on lighting, wiring, brakes, and emergency 
equipment. Is there any reason why regulations of a simila r nature should not 
be established to protect the user of a passenger car?

Of course, such would not be necessary if the automobile builders would u ti
lize the results of accident research voluntarily. However, many of the vehicle 
manufacturers have exhibited a deplorable indifference toward the safety of 
thei r customers.

At the 1959 Governors’ conference I proposed a resolution similar to the one 
I will introduce this year, asking the conference to endorse Federal controls re
quiring automobile manufa cture rs to produce vehicles which would meet certain 
safety  standards.  At tha t time, it was suggested tha t we w ait for another year 
to see if the manufacturers would comply voluntarily.

The extent to which the  manufacturers  have adopted these devices is revealed 
in a study conducted by one of Minnesota’s la rgest insurance organizations, the 
St. Paul Western Insurance Cos. The study was directed at  determining 
“whether or not the present design and construction of private passenger cars 
contributes to the  seriousness of the injuries to occupants and /or  others involved 
in accidents.” 18 The following are  excerpts from the conclusions drawn by th is 
stu dy :

“It  is hoped tha t the tabulations and summaries of source material  will be 
useful in helping to solve the problems of traffic accidents in this State. How
ever, a look at most 19G0 models should bear out the contention tha t manufac
ture rs have paid l ittle heed to the published resul ts of studies  in the field of safe 
vehicle design and proven safety  accessories. A great majority have in common 
the fol lowing:

“Excess glass, with result ing reduction of members supporting the roof, more 
sun glare and heat to occupants front  and rear. In some, the upper frame of the 
rea r window is directly over the  heads of rear seat passengers.

“Seats too close to the floor force extension of the legs into tiring  extended 
conditions, causing driver  fatigue tha t enhances the chances of an accident. 
They also limit visibility of the roadway d irectly ahead of the car, and often put 
the upper portion of the  wheel rim directly in the dr iver’s line of vision.

“Bumpers offering little  protection or ability to absorb shock, with front  and 
rear body projections extended almost as far  as the bumpers themselves.

“Such designs as ‘integrated bodies’ and ‘X-frames’ discard the protection to 
occupants afforded by the heavy side frame members of older cars.

“Such proven safety accessories as seat belts, padded dash, visor and front seat 
backs, and collapsible steering column are available only as additions at extra  
cost.”

An a rticle in the June 19G0 edition of Better Homes and Gardens” which de
scribes the Harvard Medical School’s research on fa tal collisions project, points 
out that , “In the total safety picture, manufacturer s have made little  hut a 
token gesture.”

The researchers, medical doctors, engineers, and other scientists, have become 
concerned with the indifference displayed by the manufacturers to the life
saving potential of their recommendations.

The authors of the  Harvard project  have been so concerned by this situation 
tha t they have included legislation in their program.

J6  R. M. Hu bb s. “R ep or t on St . P a u l F ir e  & M ar in e In su ra nce  Co. Autom ob ile  Ve hicle  
an d E quip m en t Re se arch  Stu dy of  Ja n u a ry  I9 60.’’ P re pare d  by  th e  St . P au l F ir e  & 
M ar in e In su ra nce  Co., St . Pau l,  M inn.

17 L aw re nc e Lad er , “D ea th  by  D ri v in g .”  B e tt e r Ho mes  and  G ar de ns , Ju n e  196 0, p. 60.
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The  final  objective of the  H arva rd  collision p roject is to tra ns lat e medical and 
scientif ic research, not only its  own but the results  of oth er studies, into legisla
tiv e action . New laws and adminis tra tive procedures at  both the Federal  and 
Sta te levels a re essentia l in stam ping  out  the  disease  of highway d eaths?8

The  epidemic of injuries  and d eath s in t raffic is of nationa l concern. It  affects 
a million and a ha lf persons annually.  If  the requ irem ents  for public safe ty 
to combat this  epidemic ar e to be fulfilled, a Federal  law sett ing the  standard s 
fo r a safe  vehicle package must  be adopted by Congress.

This law should give the Department of Commerce disc retiona ry powers to 
req uire that  motor vehicles be designed and produced with the  safe ty fea tures 
necessary to protect the  consumer from dea th and injury  in automobile  acci
dents. It  should  provide  that  each vehicle must be so equipped before ent ry into  
in te rs ta te  commerce.

The  agency needed to ca rry out  the  provis ions of such a law, as well as the 
precedents needed to e stablish the  procedures and enforcement,  are  in  existence. 
Only the  legislat ion is needed. This  need exis ts now and becomes of greate r im
por tance as the number of vehicles  increases.

Mr. Roberts. N ow, M r.  R icha rd s,  yo u may  proc eed w ith your 
st at em en t.

STATEMENT OF KARL M. RICHARDS, MANAGER, FIELD SERVICES
DEPARTMENT, AUTOMOBILE MANUFACTURERS ASSOCIATION,
INC.; ACCOMPANIED BY JOSEPH D. RYAN, DIRECTOR OF RE
SEARCH AND DEVELOPMENT, LIBBY-OWENS-FORD GLASS CO.;
LARRY KEIM, MANAGER, TECHNICAL SERVICES, AUTOMOTIVE
SALES, GLASS DIVISION, PITTSBURGH PLATE GLASS CO.; ORMOND
I. RUGG, GLASS ENG INEER, GLASS DIVISION, FORD MOTOR CO.;
AND HOWARD K. GANDELOT, ENGINEER IN  CHARGE, VEHICLE
SAFETY SECTION, GENERAL MOTORS ENGINEERING STAFF

Mr. R ichards. C hai rm an  Rob er ts  an d mem bers of the comm itte e, 
yo u ha ve  been  a sked  to  am en d H.R . 903 t o re qu ire th e use  in  m ot or  ve 
hi cles  of  la m in at ed  sa fe ty  glas s fo rw ar d  of  se at ed  passe ngers . W e 
ap pre ci at e th e opport un it y  to pr es en t th e per ti nent fa ct s i n op po si tio n 
o f t hi s prop os al .

W e reali ze  th a t your sche du le is ov ercrow de d an d we, th er ef or e,  
w ill  m ake o ur  pr es en ta tion  as  b ri ef  as p oss ible , an d in  ord er  to  g ive  you  
a complete  pi ctur e.  B u t if  mo re de ta ils  ar e de si red,  we can  ei th er  
fu rn is h  them  in  an sw er  t o  ou r qu es tio ns  or  we ca n file su pp le m en ta ry  
m at er ia l,  as you  m ay  w ish .

Now, th er e ar e tw o ph as es  to  th is  m at te r be fo re  y ou: In  ad di tion  
to  th e tec hn ical  an d sa fe ty  aspe cts  th er e ar e th e eco nomic co ns idera
tions,  an d these ar e m os t im port an t to  under st an d th e prob lem  th a t 
is be fo re  you .

B ot h la m in at ed  a nd  so lid  t em pe re d sa fe ty  gl as s ar e now  be ing used  
by  al l U.S . m otor  v eh icl e m an uf ac tu re rs  as pr ov id ed  in  th e Am er ican  
S ta ndar ds Code f o r S afe ty  G la zi ng  M ater ia ls .

Lam in at ed  sa fe ty  gl as s is used  exclu siv ely  in  winds hi elds  an d te m 
pe re d sa fe ty  glas s is us ed  exclu siv ely  in  re ar  window s. In  th e sid e 
op en in gs  bo th  ty pe s o f sa fe ty  glass ha ve  been used  ex ten siv ely  fo r 
m an y ye ars. Ove r th e ye ar s th e m an uf ac tu re rs  ha ve  gr ad ua lly in 
cr ea se d th e use  of  te m pe re d sa fe ty  glas s in  th e sid e op en ings  un ti l 
to day  pr ac tic al ly  al l side  op en ings  ar e glazed  w ith  tem pe re d sa fe ty  
gl as s.

38  Ibi d. , p. 146.
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This has created an economic problem for the glass replacement 
indus try which is best explained by the following excerpt from a le tter 
sent out by the Shat terproof  Glass Co. of Detroit, a m anufacturer of 
laminated safety glass for the replacement trade .

I quote from this lette r which was broadcast to glass dealers with 
a tempered or “casehardened” glass demonstration kit.

* * * This let ter  is important to you and your business because if all car s 
were  complete ly equipped with  tempere d or casehardened  glass the re would 
be pract ica lly no replacement business.

For  thi s reason , and  because  safet y is your  business, the  fight aga ins t the  
use of ca sehardened g lass is your fight.

This is a correct statement. The use of tempered safety  glass has 
reduced the auto glass replacement business.

In the September 1960 edition of Glass Digest, volume 39, No. 9, 
a report entitled “Shrinking  Auto  Glass Replacement Marke t Fore
cast” indicates tha t by 1970 nearly four out of five cars on the road 
will have tempered sidelights. The report predicts tha t the  laminated 
safety glass replacement in sidelights in 1970 will only be 44.2 per
cent of the 1959 total sidelight replacement business despite  the ex
pected increase in vehicle registra tions, and, I might add, tha t we 
anticipate about 100 million motor vehicles registered by 1970.

PU BL IC  SAVINGS

When tempered safety glass was first introduced for  automotive 
use in 1935 its cost was higher than  laminated safety glass. Today 
due to improved manufacturing techniques and volume production 
of this safety glass the cost is slightly less than  tha t of laminated 
safety glass. Thus, there is an initial saving in the original equipment 
use of tempered safety glass in the side openings of new motor 
vehicles.

Of more significance, however, is the subsequent savings to car 
owners in maintenance and replacement costs. Due to the strength 
and durability  of tempered safety glass, the breakage and replacement 
of such glass is from one-fourth  to one-tenth of the breakage and 
replacement of laminated safety glass in the side openings.

Now, of more importance is the technical and safety  aspects.
All of the above economic advantages would be unimportant if  

public safety were being sacrificed. There has been no compromise 
with safety. The public intere sts are fully protected throu gh the 
American Standards Code for  Safety Glazing Materials. Furth er
more, the motor vehicle manufac turers’ selection of approved safety 
glazing material is based on vas t field experience with tempered safety 
glass in the United States, Canada, and Europe. This experience has 
been supplemented by extensive research and laboratory testing and 
studies by independent agencies.

Dr. Joseph D. Ryan, direc tor of  research and development, Libbey- 
Owens-Ford Glass Co., will give you a very brief  statement on the 
code. Dr. Ryan has been associated with this code since its inception. 
He has been active in the glass industry for over 30 years. He is a 
registered professional engineer and a member of :

1. American Chemical Society.
2. American Ceramic Society.
3. American Association for the Advancement of Science.
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4. Society of Plastic  Engineers.
5. American Society fo r Testing Materials.
6. Society of Automotive  Engineers.

Dr. Ryan.
Dr. Ryan. Members of the committee, prio r to the late twenties, 

ordin ary annealed flat glass was used for glazing automotive vehicles. 
At  tha t time safety glass star ted to replace th is hazardous product 
which on rupture  broke into many large, and small fragments having 
razorlike cut ting edges.

The development of safety  glass and its ea rly adoption by the auto
mobile industry was followed by the enactment of S tate  laws making 
its use mandatory. Obviously, a technical standard for safety glass 
became a crying need and especially so if a nationa l yardstick was 
to be achieved.

While some work in this area was carried out by the Society of 
Automotive Engineers, the public interest and involvement could 
best be served by the creation of a standard code through the Ameri
can Standards Association. Accordingly, very early in the thirties 
a committee was selected to formula te a standard  code with its mem
bership comprised of over 20 different organizations, including Fed
eral Government agencies such as the Intersta te Commerce Commis
sion, the Department of the Navy, and, as an active sponsor, the Na
tional Bureau of Standards.

Other organizations such as the National Safety Council and the 
American Association of Motor Vehicle Adm inistra tors partic ipated 
in dr aft ing  the Safety Glass Code which became a tentat ive standard 
in 1935 and a full standard  in 1938. In short, the people who drafted  
this ASA Safety Glass Code represented an excellent cross section 
of the best talent  available in the automotive, glass, and plastic in
dustries  combined with people of equal capabilities from organiza
tions dedicated to the public interest.

The ASA Code is a living document. Unde r ASA rules and pro
cedures, this code must be and has been periodically reviewed to 
reflect technological as w’ell as social changes. Therefore , the code 
committee reviewed and once reaffirmed the 1938 version, but in the 
late 1940’s decided a revision must be considered. This  decision 
stemmed from the fact tha t numerous technological changes occurred 
in the interim.

Naming only a few, these were: (1) development of improved 
safety glass interlayers, (2) the introduction of curved windshields 
for bette r vision, (3) the development of heat-absorbing glasses, and 
(4) the suitability of certa in plastics for glazing automobiles. Years 
of study and investigation by the committee led to the promulgation 
of the present version of the ASA Code dated 1950.

In  1955 the code was again reviewed and unanimously reaffirmed.
In  1959, when again asked f or a review, the committee voted 25 to 

8 fo r hs reaffirmation. Consideration of this  vote by the ASA Stand
ards Board led to a decision on thei r par t tha t a consensus had not 
been reached. Under  stan dard ASA procedures the committee was 
reactivated to prove or disprove the allegations made by those voting 
agains t reaffirmation. To accomplish this reconciliation of views, a
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technical committee was created which in turn appointed six task 
forces to study and investigate the following broacl g lazing are as:

I. Inju ry areas in a vehicle.
II . Frac ture  character istics of glazing materials on impact.
II I.  Visibility properties  of glazing materials.
IV. Energy absorption of glazing materials.
V. Egress.
VI. Durab ility of glazings.

Serving as members of these task forces is broad representative  from 
all organizations of the main committee—special weight being given 
to insure that those opposing reaffirmation of the  presen t standard are  
adequately represented. Programs  of study unanimously agreed upon 
are on the agenda for investigation. If  the outcome of these studies 
justifies or proves the a llegations of the negative voters, the code will 
undergo change.

At  the present time we have a good and adequate standard which 
has stood the test of time and which has been flexible enough to reflect 
both pa st and futu re scientific and social developments. In  1960 all of 
the ASA Code Committee acknowledged unanimously (including 
those voting against reaffirmation) tha t the present code is in full force 
and effect pending investigations which may or may not prove 
necessity for revision.

Suffice it to say tha t when the ASA Code was adopted in 1935 
tempered safety glass and laminated safety glass were both approved 
glazing materials  and the ir use was permitted from tha t time up to the  
present date—laminated glass for use in any location in a vehicle and 
tempered glass for all areas except the windshield. To make a change 
now without  the careful scientific considerations and evaluations 
practiced in the past seems unwise.

In  closing I might state that much has been made by some of the 
fact that the ASA Code does not require the same tests for tempered 
and laminated safety glasses employing these testing tools which I 
have before me now : Here is the half-pound steel ball, one implement, 
the 7-ounce steel d art,  and the 11-pound shotbag. Actually , it is un
usual scientifically to test dissimi lar materia ls in the same manner. 
The tests for laminated safety glass are designed to bring  out the 
safety properties in which t ha t product  excels and the tests for tem
pered safety glass, those in which that product excels.

Thank you very much.
Mr. Richards. Dr. Ryan has referred  to the tests for each type of 

safety glass material as provided in the code. I t is a simple matter  to 
slant a demonstration  by applying the tests for one type of safety 
glazing material to another type  for which the tests were not intended. 
Many well meaning, sincere people have been misled by such 
demonstrations.

Mr. Lar ry Keim, manager, Technical Service, Automotive Sales, 
Glass Division, Pitt sburgh  Pla te Glass Co., will demonstrate this 
point, Mr. Keim has been with  Pitts burgh Pla te Glass Co. for 25 
years in research, development, and technical service. He is a 
member o f: American Chemical Society, American Ceramic Society, 
American Society fo r Test ing Materials, and Society of Automotive 
Engineers .

Mr. Keim.
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Mr. Keim. Gentlemen, the statement is made in the American 
Standa rd Safety Code for Safety Glazing Materials th at—
no one type of safety glazing ma ter ial  can be shown to possess  the maximum; 
degree of safe ty under all condi tions , again st all conceivable haza rds.

Under the ASA Safety Code requirements, both types of safety 
glass are subjected to tests designed to insure tha t they are well made; 
so tha t they will deliver the maximum possible protection to car oc
cupants  against those accident hazards most likely to be encountered 
in service, in the areas in which their use is permitted.

It  is necessary to consider all of the tests prescribed in the ASA 
Code and consider the reasons for the tests and the results on the 
various types of glass in orde r to have an overall view and to avoid 
looking at only certain aspects and results, which might tend to make 
one product look superior to another.

Fo r example, the test requirements of the ASA Sa fety Code are such 
as to require laminated safety glass in windshields. This in effect 
recognizes the possibility of flying stones hitting the windshield (with 
consequent breakage and obscured vision if it were tempered glass) 
as being much more likely th an  th at of a  pheasant or chicken h itting 
a windshield.

However, a demonstration can be made, using this 11-pound shot 
bag as our pheasant, and I will drop it.

Air. T homson. Tha t is a big pheasant.
Air. Keim. I will drop the shot bag on a piece of tempered safety 

glass.
Air. T homson. Wha t kind of glass are you using?
Air. Keim. Tha t is solid tempered safety glass.
Air. Rogers of Florida. Tempered.
Air. K eim. Now we can make the same test with the same pheasant 

on a piece of laminated safety glass.
Air. Rogers of Florida. How do you tell offhand whether it is 

tempered or laminated?
Air. Keim. Well, the lamina ted has the interlayer of plastic. It  

is a sandwich, and you can see readily.
Air. Rogers of Flor ida. Yes.
Air. Keim. They are marked, too. [Laughter.]
The code requires marking.
Now, you see the pheasant breaks the laminated glass and it tears.
This demonstration does not  prove tempered safety glass superior 

for windshield. It  simply illus trates  the importance of considering 
all the tests and the reasons for  the tests prescribed in the code.

Likewise, in connection with tests of glass intended for  sidelights or 
rear  windows, it is important to consider all of the aspects—what is 
the most likely hazard to be encountered.

Thus, we can make a demonstra tion with the 7-ounce steel dart 
which, in this case, will be ou r sharp  stone. This is a piece of lami
nated safety glass. In this case the laminated glass simply cracks and 
breaks and it stops the dart.

If  I take a piece of tempered glass, solid safety  tempered glass, 
you see tha t in this case the da rt breaks the glass and goes on through.

However, the fact that tempered glass is approved by the code for  
all automotive glazing except the windshield recognizes the overall 
view tha t there is a reduced likelihood of stones striking the rear
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windows or side windows as opposed to windshields—also the dif 
ference in the direction of the stone and the difference in velocity, 
if a stone should strike the side windows.

Some questions have been ra ised about the sound made when tem
pered glass is broken. Although I have already broken one piece, 
I will break another by hammering on the top edge wi th a screwdriver 
from which you may draw your  own conclusions as to the sound the 
glass makes when it  breaks compared to the  sound of the screwdriver 
break ing the glass.

This is a piece of solid tempered safety glass. I will put it in the 
frame and break it.

These demonstrations show the differences in the proper ties and 
safe ty characterist ics of the two types of safety glass. As I men
tioned previously, it  is impor tant  to consider all aspects when studying 
matters of this sort. This  was uppermost in the deliberations in 
writ ing the ASA code. Also it became apparent aft er thousands 
-of tests tha t one type of safety glass might be superior to  another type  
safetywise , dependent upon the conditions of an accident. Again 
quoting from the code:

One saf ety  glazing ma ter ial  may  be supe rior for protection  again st one type 
of haz ard  while ano ther  may be superio r aga inst  ano the r type. Since accident 
■conditions ar e not standard ized , no one type of safety  glazing ma ter ial  can be 
shown to possess the  maximum degree of safety  under all condit ions, aga ins t 
al l conceivable hazards .

No completely perfect safe ty glazing materia l has yet been in
vented—we wish there was such a mater ial. Neithe r ty pe is perfect,  
but in comparison to ordinary  plate  or sheet glass they are both far  
and away safer materials—both laminated and tempered glass are 
judged by the code as suitable for use in automobile side and rear 
windows. If  ordinary glass is here (at this level) safetywise, tem
pered and  laminated safety g lass are here (at  this  much higher level) 
safetywise—far superior, and judged suitable by the safety  code for 
glazing side and rear windows in automobiles.

The point to remember is that there is an excellent performance 
record for  these two safety glasses—in side windows and rear win
dows in millions of motor vehicles now on the highway throughout 
the world.

Thank you.
Mr. Richards. The engineering decisions to use tempered safety 

glass in  side openings were based in each company on broad field ex
perience supplemented by laboratory  testing. Field experience in
cluded over 20 years of successful use of tempered safety back lights  in 
over 80 million vehicles and many years of successful use of tempered 
safety  g lass sidelights in millions of vehicles operated in Canada and 
Europe.

Some of the laboratory and proving ground crash tes ts were filmed 
and give clear evidence to the layman of certain safety  advantages 
result ing from the use of tempered safety glass in the side openings 
of motor vehicles.

We could have shown you films, but  I  g athe r i t is not the desire of 
the committee to see films.

Those interests opposed to  the use o f tempered safety  glass have 
claimed t ha t quality control in manufactur ing tempered safety glass 
is difficult if not impossible.
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Mr. Ormond I.  Ru gg , gla ss eng ineer, Glass Div isio n, Fo rd  Motor 
Co., will  demo nst rate some of  the  qu ali ty contr ol measures used  in 
th e m anufac ture  of tem pered  sa fety g lass.

Mr.  Ru gg  ha s been with  th e glass section of  t he  F or d Mo tor  Co. fo r 
37 yea rs. He  is a m ember  of  th e SA E A uto mo tive G laz ing  S tand ards  
Com mit tee  and vario us  subcomm ittee s, a mem ber  of  the  Am erican  
St an da rd s Associatio n Sectional Com mit tee on Glazing  Mate ria ls 
Z-26.1 (re presen tin g S A E ).  He  is also a mem ber  of  the  Am erican  
Ceramics  Soc iety and t he  E ng inee rin g Socie ty o f Detro it.

Mr . R ugg .
Mr.  R ugg. Mem bers  o f th e committee , several mi sle ading  stat em ents 

have been made on th e subje ct of  m an uf ac tu rin g con tro ls and con tro l 
test ing of autom otive glaz in g ma ter ial s. A sta tem ent has  been made, 
“T he re  is no w ay to  t es t a piece  of t em pered  g lass except to break it .” 
Th ere is some tr u th  in th is  sta tem ent bu t it is mis leading. Th is is 
equ ally app licabl e to laminated  sa fety glass. Th ere is no way of com
ple tel y tes tin g ei ther  safety glass wi thou t b reak ing it. There for e con
tinuously,  per iod ic sam ples of  both lam ina ted  an d tem pered saf ety  
gla ss are  tak en from prod uc tio n and tes ted  to  the AS A code im pact 
requ irem ents.

State me nts  hav e also been  ma de: “I n  b eh alf  o f lam ina ted  glass , all 
com ponents  of the  san dw ich  are  regu lar ly  checked an d tes ted .” Th is 
in fe rs  th at  we do not have  con tro ls and control tests  fo r tem pered 
sa fe ty  gla ss d ur ing th e m an uf ac tu rin g.  Th is is  no t true .

Qu al ity  is ma intai ned in bo th lam ina ted  and tem pered  saf ety  g lass 
by process con tro l and each  glass man uf ac tu re r ma int ain s quali ty 
contr ol lab ora tor ies  well  staf fed with com petent  enginee rs. To give  
you  an idea  of how well  th is  con trol  is covered, we, the  Fo rd  Glass 
Div isio n, have 285 men assig ned to the  ma nu fa ctur ing controls  and the  
qu al ity  o f autom otive sa fe ty  glass. Th is is typ ica l of the  in dustry.

Ano ther  st ate me nt th at  ha s been made a bou t temp ere d g la ss : “Th ere  
is no prac tic al way to  tel l if  a finished lig ht  of gla ss h as been tem pered 
excep t by breakin g.”

All tem pered saf ety  gla ss  has  bal anc ed stre ss bu ilt  into it by the  
m an uf ac tu ring  proce ss, com pressio nal  at  the surfa ces and tensional  
at  th e cen ter  and th is  alo ne  g ives  it its  s afe ty prop ert ies , of  str en gth 
an d g ra nu la r break .

Such  stress  is vi sible un de r polar ized l ig ht  a nd  a  p at te rn  can  be seen 
in a polariscope, re su lti ng  fro m th e ai r quench.

I  w ould like to show t hi s instr um en t (a Po lar isc ope) which can, and 
is be ing  used to exam ine fin ished tem pered saf ety  gla ss pa rts  an d e lim i
na te  t he  possib ility of  the  glass no t b ein g tempered.

Th is  is a lab orato ry  mod el of  a Pol ariscope.  You have a lig ht  
sou rce in the back , and th en  two  films of Po laro id , and by crossing 
the films you  c ut down th e ligh t rays  g oin g th roug h the re.

Now, one acts like  a pick et  fence where  the ligh t goes in jus t one 
direct ion . By cros sing it  you cu t ou t all the  ligh t or  prac tic all y all 
of  it , and  th e lig ht  only when it  is in te rrup ted by st ra in s or stress  wi ll 
show a p att ern.

Now,  to show you this,  th is  is a piece of tem per ed glass. You can 
see th e s tres s pa tte rn  in  the g lass.

Thi s is a piece of r eg ul ar  p lat e g lass or annealed gla ss w hich has  no t 
been  tem pered,  the same gla ss  exc ept th is othe r one has  been t empered,  
an d you can see th ere is n o pa tter n there at all.
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Now, on our production line in the final assembly we have Polari- 
scopes th at are large enough or big enough to cover the largest piece 
of tempered glass that  we make, and that  is our back light, so every 
piece of glass going down the line is inspected throu gh this  type of 
inspection.

This is a piece of laminated glass which has two pieces of annealed 
glass with a plast ic in terlayer,  and you can see there is no s train pa t
tern there.

Now, a test tha t we are fam ilia r with or an implement of testing  
tha t we are fami liar with, is a hammer, so 1 would like to break all 
three of these types of glass with a hammer.

Mr. Thomson. How do you temper glass? What is the process?
Mr. Rugg. The process of tempering glass is to cut the glass to 

size, do all the edge work on it  t ha t is required.
On flat glass like we use in door lights, and then it is hung by a 

couple of hooks that are simila r to ice tongs where they just go into 
the surface, and then it is heated up to red heat, about 1,200°, and 
then it is pulled out of the furnace and then blasts of a ir from jets are 
shot upon the surface. As soon as they sta rt s triking them they s tart  
moving to  spread the strain. Th at is what you see under the pola r
ized light, the stress pattern.

On the  back lights or curved glass, it  is bent in a horizonta l layer, 
and set in the same way, and the glass by gravi ty, plus sometimes we 
have hinges on the end, fixtures or hinges, tha t assist in bending, and 
this horizonta lly goes throu gh a layer where it is heated up to the 
same heat, about 1,200°, and then i t is taken out, and blas ts of uniform 
air  are shot upon the surfaces.

This is the ordinary quarter inch plate glass th at was used in cars 
before the use of safety glass.

You see a veritable—it breaks up the edges in sharp  and jagged 
edges, very dangerous in case of an accident.

This is the same glass that has been tempered or strengthened and 
this is about four to five times the strength  of the regular glass.

When i t breaks it breaks into granular pieces, and this is not sharp 
like ordina ry glass. It  is possible to be cut by little  partic les tha t 
might  penetra te the skin.

If  I give it impact you can break it through , and these edges, al
though they are not as sharp as ordinary glass, they are much sharper 
than the tempered.

Mr. Nelsen. Mr. Chairman, I  have a question there.
Why couldn’t you use tempered glass and laminated glass? If  there 

is an advantage to  laminated glass why don’t you use a combination?
Mr. R ugg. Tha t is used in airplane work. But you have to have a 

certain thickness to temper glass, to give it  this granular break.
The thinnest we have been able to make this safety property  with 

strength and granular  break is three-sixteenths in thickness.
For a number of years industry used laminated goggle lenses for 

protection of the eyes in industry, and lot of cases existed where, under 
certain impact the inner surface of the glass or  the inner part of the  
laminate would spall off and go into the eye, and quite a few eyes 
were lost.

For  the past  15 years, all industry has been using tempered goggle 
lenses. This is a pai r of  safe ty goggle lenses used for eithe r goggles 
or eye glasses.
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You can see the stra in pattern here. If  it is so dangerous to put in a 
car why are we using them right next to our eyes ?

I personally, with my 37 years of testing, control testing, and 
specifications on safety  glass, drive two cars. One has laminated 
glass throughout except the back light. The other  car has tempered 
glass throughout except the windshield. I have no fear or anxiety 
of driving either car because I know they are both very good safety 
glass.

Thank you.
Mr. Richards. Tha nk you, Mr. Rugg.
Before going on I  would just like to emphasize one point. There  

has been so much misunderstanding about the way tempered glass 
breaks. Tha t gra nular  break is what gives i t its safety charac teris
tics, and tha t is what cuts down on the possibility of injury  to the  pas
sengers. The records of injury , as we will point out, are very low 
because of tha t granular break.

Mr. Chairman and members of  the committee, in summary, let  me 
point out the American S tandards Code for Safe ty Glazing Materials, 
now in full force and effect, permits the use of either laminated safety  
glass or tempered safe ty glass in the side openings of motor vehicles. 
If  there were any validity  to the claim tha t tempered safety glass is 
not as safe as laminated safety glass and therefore unsuited for use 
in the side openings this determination should be made by the experts 
who are members of thi s ASA Code Committee. The interests asking 
you to amend H.R. 903 are represented on this code committee and 
the ir contentions are now being thoroughly  reviewed by special com
mittees set up to prove or  disprove the allegations.

Through the ASA Code there is national uniform ity in all 50 
States  and the Dis tric t of Columbia with respect to safety glass re
quirements in motor vehicles. The proponents of this drive to create 
a monopoly for lamina ted safety glass have made every effort to 
disrupt the na tional uniformity  by having bills introduced in the fo l
lowing State s:

1. Tenness ee 1957 7. C a l i f o r n ia .................. . 1961
2  P e n n s y lv a n ia  . _ . 19 58  8. K a n s a s  ................. _ 1961 •
3. Ma ssa chuse tts 1959 9. Massach usett s _ 1961
4. Louis iana 1960 10. Ohio ___ 1961
5.  M is so u ri 190 1 11 P e n n s y lv a n ia __ 1961
6. Wa shingt on _ 1961 12. Wisconsin ___ __ 1961 •

And, I  should add New York. A bill was introduced in New York, 
and Senator Spino and his committee came to Detroit and killed th e 
bill afte r seeing the type of information we have given you today.

Now, public hearings thus far  have been held on nine of these bills 
and a fter  weighing both sides, these State legislatures  refused to legis
late against the use of tempered safety glass and to abandon national 
uniformity.

The motor vehicle manufac turers  are fully aware of the economic 
pressures which have prompted this drive against tempered safety  
glass. Public safety and economic considerations, however, should 
be paramount to the selfish desires of any special interest group.

The increased use of tempered safety glass by motor vehicle manu
facturers is based on sat isfactory field experience in the United  States, 
Canada, and Europe over a period of 25 years. This is supplemented
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by both lab orato ry and pr ov in g gro un d rese arch . Corne ll Crash  In 
ju ry  Researc h conduc ted a stu dy  on in jur ies  asso cia ted  wi th saf ety  
glass in side open ings . Th e preli mi nary  rep ort fro m Corne ll given 
to SA E J un e 8-13 , 1958 , su pp or ts  the conc lusions r eached  by the m otor 
vehicle  ma nufac tur ers .

I quo te from the  conc lud ing  s tat em ent on page 9 of  th is  re po rt :
Although the da ta exis ting  a t the  time the study was und ertake n did not  pe r

mit exam ination of the  full  spectrum of the  injury  problem associated with 
side window glass, they were sufficient in number and  scope to yield the follow
ing in terp re ta tio ns :

1. Was there any apparen t association between occup ant injury  and the 
type of side window glass involved?

When glass damage occurred, observed injuri es were associated with  
laminated r ath er than tempere d glass.

2. Did the associa tion, if demonstra ted, serve  as any measure of the 
haz ard  of each of the  two types of glass?

When glass damage  occurred,  the  haz ard  presented by each  glass  type 
affected only a small propor tion  of car occupants and consisted prim arily  
of lacera tive  injuries.

I  m ight  men tion  pa renthe tic al ly  th at  the in jurie s from the  side 
window’s, side openings of motor  vehicles  a re a very  s mall perc entage  
of  in ju rie s resul tin g f rom  accide nts.

Th ere is no valid  evidence th a t tem pered saf ety  gla ss is less safe 
than  l am ina ted  safe ty gla ss fo r use in side openings  o f m oto r vehicles.

Ov er the years  the  Am eri can St an da rd s Code  fo r Sa fe ty  Glazing 
Mate ria ls has  served the bes t interests  of  publi c saf ety . Th is Code 
Comm ittee has  demo nstra ted  th at  it is fu lly  cap able of  dealing  wi th 
cu rren t questions  and  any fu tu re  developments.

We, there for e, are  st rong ly  co nvin ced t hat  th ere  is n o valid  justi fica
tion fo r any  leg isla tive  actio n aga ins t the  use of  tem pered  saf ety  
glass .

Now’, gen tlem en, if there ar e any  quest ions  w’e hav e t he  ex perts  here  
th at , I believe, can ans wer an y questions th at  y ou may have.

Mr.  R ogers o f F lo rid a (p re si di ng ). Th an k you .
Mr. Nelsen. For  exa mple, in an automobi le acc ident, we will as 

sume th a t a car upse ts. I ha d an experience once when  a young fel 
low ra n off t he  hig hw ay an d his  car roll ed over,  and he had to kick  
the  win dow  or  w ind shield  ou t to get ou t of  the  car.  In  a tem pered 
glass th at w’ould be poss ible.  W ith  a lam ina ted  gla ss it  would be 
more difficult, wo uld it  not ?

Mr.  R ichards. Well, ac tual ly , the re has  been the  con ten tion that 
on egre ss you  can kick ou t th e lam ina ted  glasses eas ier  than  you can 
kick out  the tem pered glasses. Some very def inite tests  are  being 
run at  the prese nt time, and I am of the opinion th at you  w’ill find 
quick er egre ss pro bab ly fro m the tem per ed because of  its  shatt er ing,  
its  g ra nu la r break,  which would  c lear t he space very quickly. It  does 
tak e a l it tle more p ressure to break  it.

Mr. Nelsen. I have  no mo re questions.
Mr. T homson . I  wou ld be int ere ste d in know ing who is sponso r

ing  th is  leg islation and  who is in opposi tion to  the  use of  tempere d 
glass .

Mr. R ichards. Well, the  presen tat ion  th at  was made before  thi s 
grou p was made by an associatio n o f g lass  in sta lle rs,  re placem ent  g lass  
ins tal ler s.

70 70 6 0 —61 ------ 14
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They are the re tail stores that install glass when it is broken in the 
motor vehicles, and many deale rs have their  work done by these glass 
installers.

Now, they have an association and, as 1 pointed out, thei r business 
in rep lacing side windows has decreased as the use of  tempered glass 
has increased, and they have attacked tempered glass from a safety 
standpoint .

But I think the letter tha t I referred to here makes it very clear 
what the reasons are. Let me repeat t ha t:

Thi s le tt e r is  im port an t to  you and  you r bu sine ss  be ca us e if  al l ca rs  were 
co mplete ly  eq uipp ed  w ith  tem pe re d o r ca se ha rd en ed  gl as s— th ere  wou ld be pra c
ti ca lly  n o re pl ac em en t bu sin ess.

This, we feel, is the economic pressure that  has caused all this 
furor.

Mr. T homson. Is there any relation to the price of the two glasses?
Mr. Richards. In which way ? I am not sure I understand it.
Mr. T homson. Does lamina ted glass cost more than tempered glass 

or vice versa ?
Mr. R ichards. At the present time, due to the  manufacturing  tech

niques and increasing production of tempered glass it is light ly below 
the laminated in original cost, and then there are many savings. For 
example, in the original insta llation in motor vehicles the breakage on 
tempered glass is considerably lower than the breakage on laminated 
glass from just handling and instal lation ; and then from the stand
point of the owner, when he gets the vehicle, the replacement of the 
tempered glass is from one-fourth  to one-tenth as often.

I might  point  out tha t taxicab companies fo r many years now have 
insisted on tempered glass in the doors so that when the customers 
slam the door it will not break. You probably all have had the 
experience of cracking the laminated glass on your door.

The tempered resists that.
Mr. Nelson. Mr. Chairman, I have another question.
I was interested in a ca r th at  is not of common make th at you have 

to cut the tempered glass to fit a door if they do not have an exact 
patte rn. Can tempered glass be cut and shaped to fit any door or 
do you have to buy i t ready made to go into the door?

Mr. Richards. Yes, you have to buy it read made. I am going 
to ask Mr. Rugg to say something on that. But, first, let me point 
out th at under the code, if  a tempered glass breaks in a window, side 
window, or a car, it can be replaced with laminated glass, which can 
be cut to shape from a sheet, and this is a practice that  is actually 
being followed.

Now, Mr. Rugg can explain why you cannot cut the tempered glass 
to shape.

Mr. Nelsen. All r ight.
Mr. R ugg. I think you understand tha t i t has to cut to size and all 

because once you temper it, why, you cannot do anything with it. 
But it can be replaced with laminated glass, the same thickness of 
glass.

Mr. Nelsen. I have no further  questions.
Mr. R ogers of Florida.  I note in refer ring to the American stand

ard safety code for safety glazing materia ls that this code was actually 
developed by the American Standards  Association. Is t hat  correct ?
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Mr. Richards. That is correct. They have a committee.
Mr. Rogers of Florida. Yes.
Now, it appears that  the American S tandards Association is a cor

poration , is that  correct ?
Mr. Richards. I will let I)r. Ryan comment on the nature  of the 

American Standards Association.
Mr. Ryan. I believe it is a corporation, sir.
Mr. Rogers of Florida. It  appears to be from the statement.
Mr. Ryan. Yes.
Mr. Rogers of Florida. I just wondered, is it a nonprofit associa

tion, organization ?
Mr. Ryan. It is a nonprofit organization.
Mr. Rogers of Florida. Organized under the laws of the State of 

New York, I presume ?
Mr. Ryan. Yes, sir.
Mr. Rogers of Florida. Could you give us a little information about 

this organization, who its officers are and, perhaps, how it is carried 
out?

Mr. Ryan. I do not believe I am too well versed on all the officers of 
the American Standards  Association.

However, it is my understanding that its mode of operation is to 
create national standards not  only for safety glazing materials but 
for any given material that  might be used on a national scale, and a 
method by which it operates to protect the public interest, the com
position of every committee which studies a given subject tc develop 
a code must be such tha t the public is represented proportionately, and 
you will note, I believe, by perusing the code itself t hat  corporations, 
per se, do not have members. It is unusual. I believe there is only one, 
a member-at-large in the par ticu lar case of the safety glazing code, but 
rath er there are societies l ike the Society of Automotive Engineers, 
the American Society for Testing Mater ials, the National Society for 
the Prevention of Blindness.

There are very many organizations, and some, I think, over 33 
total.

In considering the matter  of concensus as was done as the result 
of the 1959 vote, while the vote was 25 to 8 in favor of reaffirmation of 
the code which, in effect, said, “Let us stay unchanged,” there were 
8 negative votes, and these 8 negative votes, under the concensus 
rules, overweighed the  25 positive votes, leading to a reconsideration 
by the committee of the negative votes.

Now, the people opposing the extended use of tempered safety 
glass are  all represented on the ASA Code Glazing Committee.

They have paric ipated in its meetings, they are active in these task 
groups to which I referred in conducting tests to prove the relative 
safety merits  of these two glazing materials.

It is very easy to take an accident, any part icular accident, and 
point a finger at one type of g lazing  material versus another. It gets 
into the realm of opinions.

What the code committee is presently doing is to  try  to remove the 
opinions from this hassle, if you may call it that,  and get everybody 
convinced as to which is the safe r glazing material.

Mr. Rogers of Florida, Yes.
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Now , let me ask you th is : Are  mem bers  of  the  indu str y on you r 
com mit tees here  ?

Mr. R yan . Yes. 1 ha pp en  to rep res ent the  Am erican  Socie ty for  
Tes tin g M ater ials .

Th e f ac t t ha t 1 am, how ever , employ ed by L ibb ey- Ow ens -Fo rd Glass  
Co., in considerin g negat ive  votes, the fact  th at  you are  employed by 
a pa rt ic ip an t that , you m ight  say, has  an ax to gr ind commerc ially , 
you------

Mr.  R ogers of F lorid a. Yes.
Mr. R yan (con tin uin g) . T hat is giv en due  w eight, and th at  is why, 

of course, the  8 negat ive  vo tes— 1 n ega tive vote, fo r t ha t matt er , m igh t 
outweig h 50 posit ive votes, or  50 affirmative votes.

Mr.  Rogers of Flor ida. Well , who determ ines how it outw eighs?
Mr. Ryan . Tha t is done by the  Am erican St an da rd s Asso ciat ion 

Boa rd, an d th is boa rd, the composi tion  of which I can not  give  you, 
ag ain ------

Mr. Rogers of Flor ida. Yes.
Mr. Ryan. But it can be  sup pl ied t o you.
Mr. Rogers of Flor ida. Well, I th ink  it would be he lpfu l to  the  

com mit tee  in se ttl ing  some que stions th at  m igh t lie ra ise d if we could 
pu t into the  reco rd the  officers of  th is  association, tho se inte res ted  in 
the  assoc iation, the  m embership, if  you  have it, the  memb ers who com
pose the var ious comm ittees, tho se of the commit tee who cas t nega
tive  votes , and those who cas t the pos itive votes  an d th ei r business 
inte rest s.

It migh t bo in ter es tin g to  the comm ittee  to have th at  inform ation  
not  to imply  th at  a ny th ing is wro ng,  bu t only  tha t it wou ld be help ful 
to have  a knowledge  of  its  ope rat ion .

Mr.  R ichards. We will be gl ad  to furnish  th at , M r. Rogers.  I call 
your  at tent ion—perha ps  you did  not rea d it on the  ins ide  cov er of the 
code which we furni shed  you  in the  smal l type  at  the top —have  you 
rea d tha t or  shall I rea d it  ?

Mr. Rogers of  Flo rid a. I h ave not read it.
Mr. R ichards. Well, let  me rea d it because  I th in k thi s is qui te 

signif icant.
Mr. Rogers of  Fl or ida. Fin e
Mr. R ichards. Wo uld  you pr ef er  not  ?
Mr.  R<xjf.rs of Florid a. Yes,  go righ t ahead.
Mr. R ichards (re ad ing)  :
An American Standard implies a consensus of those substantially concerned 

with  its  scope and provisions. The consensus  princip le extends to the init iation 
of work under the procedure of the  associa tion, to the method of work to be 
followed, and to the final approval of the stan dard.

An American Standard is intended as a guide to aid the manufactur er, the 
consumer, and the genera l public. The existence of an American Standard 
does not  in any respect  preclude any party  who has approved of the standa rd 
from man ufac turing, selling, or using products, processes, or procedures  not 
conforming to  the  stan dard.

An American Stan dard defines a product , or process, or procedure with 
refe rence to one or more of  the fol low ing : Nomenclature, composition, cons truc
tion, dimensions, tolerances, safe ty, oitera ting cha rac teri stic s, perfo rmance, qual
ity, rati ng,  certification, testing, and  the service for which designed.

Prod ucers of goods made in conform ity with an American Sta ndard  are en
couraged to sta te on their own responsibili ty, in advertising, promot ion material , 
or on tag s or labels, th at  the  goods are produced in conformi ty with  particular  
American Standards. The inclu sion in such adverti sing  and promot ion media 
or on tags or labels or info rma tion  concerning the  chara cte ris tics covered by 
the sta nd ard to define its scope is also encouraged.
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Well, I might point out tha t the standards are minimum, and every 
manufacturer exceeds the minimum, and all of the g lazing tha t is used 
in motor vehicles is meeting the ASA standard and is advertised as 
such.

Let me also call your a ttention fur ther in here tha t the members of 
this pa rticular  Z-26 code, the organizations  represented are listed here, 
and I refer again to our testimony which pointed out that in its 
original conception of the safety glazing code, the Bureau of Stan d
ards was one of the sponsoring agencies, one of the two; insurance 
interests were the other.

Mr. Rogers of Florida . Are there any members who have the pri 
mary responsibili ty of the general public ’s viewpoint ? In other words, 
are there any members who take a viewpoint other than  tha t of the 
manufacturers?

Mr. R ichards. I might mention the National Safety Council would 
be such an organization.

Mr. Rogers of Florida. Yes.
Mr. Richards. The American Association of Motor Vehicle Ad

minist rators  and, I think, you could place the National Bureau of 
Standards in that category.

Mr. Rogers of Florida.  Yes. So they are on this part icul ar com
mittee.

Mr. Richards. And the Organization for the Blind. There are 
numerous groups that  are pretty  much dedicated to the public interest 
side—and labor, by the way, is also represented in the code.

Mr. Rogers of Florida. Than k you.
Now, in the booklet that  you have just referred to, which you have 

just read from, I did notice on the first page there about the middle 
of the right-hand column it says:

Fo r example, sa fe ty  glazing  m at er ia ls  fo r windshield s mu st pass  a specified 
gro up of te st  req uirem ent s, all  of wh ich  cu rren tly  can  be me t only by ce rta in  
laminated  sa fe ty  g lass , although, if  a nd  when oth er  sa fe ty  gla zin g mater ia ls  ar e 
deve loped wh ich  posse ss prop ertie s such  th at they , too, ful fill  th e req uir em en ts 
of the presc rib ed t es ts fo r th is  locat ion , t he y may  al so be used.

But I wondered if you could comment on th at, that  it could only 
be met by laminated glass.

Mr. Richards. This is a very involved subject, and let me make 
some comments and then call on the experts to comment.

Mr. Rogers of Florida. Yes.
Mr. Richards. I think it is of importance to point out that in Europe 

tempered safety glass is used in the windshields as opposed to our
practice of  using  tempered safety glass in tli e--------or the laminated
safety glass in the windshields of the United States.

I just left a meeting of the Bureau Permanante, which is made up 
of the manufacturers of motor vehicles in Europe, in all the European 
countries, and they are considering various technical questions where 
we might be of help to them.

We are a member of their organization, and in talking to some of 
these technicians they feel very strongly  that we have not used the 
proper reasoning here, that the likelihood of outside objects breaking 
the windshield and thus giving you an opaque windshield tha t you 
cannot see through , they feel tha t that  is much less important than 
the dangers that  arise from the passengers hitt ing  the windshield in
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case of a collision, and they point out that in such a case injury is 
more apt to result from laminated safety glass than the tempered 
safety glass, and they are, however-----

Mr. Rogers of Florida . You mean hitting  the head ?
Mr. Richards. Yes.
Mr. Rogers of Florida. I thought tempered now required more 

streng th to break than the laminated.
Mr. Richards. It does require more strength to break. But there 

is a peculiari ty of medical science that we have papers from Germany 
and Switzerland that indicate that the possibility of brain concussion 
is less with tempered glass than with the laminated glass because when 
the tempered glass does give there is no resistence. It fractures into 
small particles, and there is no resistance.

In studies made from hospital cases—and I might mention also tha t 
the Ford Motor Co. has had the Wayne Medical School, Wayne State 
University Medical School, conducting tests using actual cadavers.

Mr. Rogers of Florida. I thought we had in the testimony ear lier 
that  th at was one of the advantages for putt ing it in the windshields. 
It would give sooner, and so it would not cause as much concussion.

Mr. R ichards. This was test imony given by the proponents.
Mr. Rogers of Florida. I see.
Then you disagree with th at ?
Air. Richards. Yes. I think the evidence is pretty  clear tha t that 

is not a valid point.
Mr. Rogers of Flo rida. I think  it might he helpful to the committee 

for you to give us the findings of this study. I am sure we had the 
impression from some of the testimony given tha t it would be a greater 
safety feature to have laminated glass. If  a person's head hit lami
nated glass would not shat ter and break into small pieces, but would 
give ra ther than resist the pressure, a feature which, in my impression, 
causes greater concussion.

Mr. Richards. That  was the impression they intended to give you.
Air. Rogers of Florida. Well, i f you could give us contrary facts, I 

think  it would be helpful to the committee. I know it would be help
ful to me and to the committee to evaluate that point.

Air. Richards. I might point out tha t—I will ask Air. Rugg to 
develop that.

Air. Rogers of Florida. Fine.
Air. R ichards. Because in the laboratory tests tha t Ford  Alotor Co. 

photographed, I  thought th is point was very well cleared. It was one 
of the films we wanted to show you, which indicates this particular  
point, that from that standpoint there is an advantage to the tempered 
safety  glass. Air. Rugg.

Air. Rugg. As we pointed out before, there was no perfect safety 
glass. It  is possible to inju re through each one, and you have to weigh 
tlie percentage of accidents that can happen and the people who are 
injured, and then measure o r weigh the different types of glass and 
the types of impact that happen to those glasses.

Now, your question in regard  to laminated and tempered glass, with 
regard to fracture and concussion, we have found indications that 
there is more chance of concussion with laminated glass than there is 
with tempered glass. We are running more tests on that.
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The reason is that to produce concussion you have to have a time 
in which pressure is held on the head, and for the brain to funnel 
back to the back part.

Also any doctor will tell you tha t a fractured skull is a far less in
jury and less severe injury because the bone will knit together, where 
a concussion is much more severe. So tha t you have to weigh that,  
one against the other, too.

With tempered glass when your head hits it it either bounds back 
right away so there is no continued pressure there, or either you 
break through, and there is no force holding i t ; where laminated glass, 
with the resistence of your plastic, puts a continued pressure against 
the skull, and that is what we are finding.

Mr. R yan. May I  speak to this  situation? In the deliberations of 
ASA Code Committee originally one of the p rimary  reasons for not 
approving tempered glass for use in windshields was the loss of 
visibility, and there is a distinct loss of visibility in the windshield 
when tempered glass is broken, and that is especially true at the angles 
at which windshields are currently being glazed.

The European experience, the ir cars, their car designs, are different, 
their  car population is different, the type of traffic is d ifferent, so I 
think th is is an unsettled question.

There are several facets to this question as to the suitab ility of lami
nated glass or tempered glass for windshields.

I think all these factors have to be weighed, and this is the task 
which has been set fo rth for the ASA code study committees.

Mr. Rogers of Florida.  Then the primary advantage, I take it 
from your testimony, is that laminated glass simply is a bette r means 
for providing visibility in case of an accident. Is that its primary 
advantage?

Mr. R ichards. That is one of the pr imary  advantages.
Mr. Rogers of Florida. What would be the others ?
Mr. Rugg. Holding the particles of glass to the surface  of the 

plastic under certain impacts, but greate r impact, it is possible to go 
through and penetrate  through.

Mr. Ryan. As Mr. Keim demonstra ted with that 7-ounce dart,  a 
small, hard object strik ing tempered glass breaks it. This is the sort of 
thing tha t could happen on a highway when a stone is thrown up from 
truck tires or a bird or so forth . This  is rea lly a pretty  complicated 
question.

Mr. Richards. Let me read from the code. I think this is quite 
pertinent on the degree of safety.

On e sa fe ty  gl az in g m at er ia l may  be su peri o r fo r pr ot ec tion  again st  on e type  o f 
hazard  whi le  ano th er may  be  su peri or ag ain st  ano th er type . Si nc e ac ci de nt  
co nd it io ns  a re  no t st an da rd iz ed , no on e ty pe of  sa fe ty  gl az in g m ate ri a l ca n be 
show n to  po ss es s th e max im um  de gr ee  of  sa fe ty  un de r a ll  co nd iti on s,  again st  al l 
co nc eiva ble h az ard s.

I want to clear up one impression tha t I may have given. In refer
ring to the Europeans and their  a ttitude, I did not want to infer  tha t 
we are giving any serious consideration to the use of tempered safety 
glass fo r windshields. This is something that would have to be gone 
into very thoroughly  because of these different safety characteristics.

It is not just visibility, but there are other safety characte ristics of 
laminated glass th at you would not want to up.
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Mr. Rogers of Florida. May I ask this : Was there a time when 
laminated glass was used throughout  ?

Mr. Richards. There  was a period. We started in the United 
States to use lamina ted safety glass about 1927, and from th at period 
until 1935 the laminated was used exclusively throughout vehicles.

Then, beginning in 1935, the use of tempered safety glass started  
and, as we pointed out, it was soon used exclusively in the rear win
dows, and we have had  experience with over 80 million motor vehi
cles in the field.

Its  use in the side windows has been mixed in the United States, 
but in Canada and in Europe it has been in very broad use for the 
past  25 years.

Mr. Rogers of Flor ida. When would you say the automobile in
dustry  actually moved into changing from laminated to tempered 
glass in the side windows?

Mr. R ichards. Well, this has been a gradua l change wi th the  com
panies. Some of them just started  with this last 1961 model, and 
they-----

Mr. Rogers of F lorida. Could you give us those companies and the  
dates?

Mr. Richards. Well, different-----
Mr. Rogers of Florida, You can supply it fo r the record.
Mr. Richards. Yes. Mr. Gandelot, safety engineer for General 

Motors is here, and maybe he could give you a list of those dates. Can 
you, Howard ?

Mr. Gandelot. We can supply it, yes.
Mr. Rogers of Florida. I realize tha t you would not have it.
Mr. Gandelot. In  Canadian production on General Motors cars I 

know we have used it fo r 24 years in side windows.
In the States here i t started in about 1955 on the 1956 models used 

by the Chrysler Corp.
Mr. Rogers of Flor ida.  I see. And this was approved by the Ameri

can Standards Association in its code ?
Mr. Gandelot. Yes, sir. Both types of glass have to meet—Mr. 

Richards, if  I  may, this  was not a point covered by the committee and, 
perhaps, Dr. Ryan should cover tha t as a manufacturer because they 
have to get State approval on glass in accordance with the American 
Standards safety code Z-26.

Mr. Rogers of Flor ida. Yes.
Mr. Ryan. Well, as I believe I pointed out in the discussion which 

I read, the 1935 code permitte d the use of laminated glass in any loca
tion in a vehicle. The use of tempered glass was pennitted in any 
location in a vehicle except the windshield.

Mr. Rogers of Florida. As of what date now ?
Mr. Ryan. From 1935 to the present date,
Mr. Rogers of F lorid a. Yes.
Mr. Ryan. There has been no change.
Each manufacturer, to comply with the ASA code, must submit 

samples of tempered glass and laminated glass to the National Bureau 
of Standards which acts as a testing agency and gives a certificate of 
approval or compliance, I should say, it is not approval, it is a certifi
cate of compliance with this  particular  code.
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I believe one State , Iowa, insists on conducting the ir own tests. To 
the best of my knowledge the remaining 49 States  and the Distric t 
of Columbia all accept the safety glass which complies with the ASA 
code, and on the basis of the certificate issued by the National  Bureau 
of Standards.

Mr. Rogers of Floi ida. Than k you.
Mr. Nelson. I wonder if laminated glass, for example, broke in 

fragments, if laminated glass would have a greater potent ial as to 
hur ting  the drive r than would the broken fragments of a tempered 
glass? Would it or would it not ? For example, if you drive  into the 
windshield the fragments are more dangerous to handle, I noticed, 
than would be the tempered glass.

Mr. Richards. Generally speaking, where you have blows against 
the laminated glass that are not sufficient to rupture the plastic there 
are little or  no lacerations. But once you ruptu re that plastic then you 
expose these razor-sharp edges that  do create lacerative injur ies.

Then, of course, you get into more severe accidents if a person 
should penetrate  his head, go clear through, why then you have got a 
collar of sharp glass, and oftent imes the party coming back pulls this 
collar up against  his neck.

These are gruesome things tha t happen in accidents th at have to be 
considered.

I might add a point here, that there is so much involvement of a 
technical nature in a question of this kind that  i t is pre tty difficult to 
ask any layman group to reach a decision.

The experts that have been working on it and who see through  
fallacies on various claims are the qualified ones to make these deter
minations, and th at is why this A SA code committee tha t has been set 
up, draws from all of these in terest s and these people serving on that, 
who are qualified to weigh a claim against another claim and to run 
the tests.

I t takes, for example—you can make a demonstration but we did not 
feel tha t we got all of the answers on demonstrations, so we asked the 
Cornell Crash Injury  people to  actually  study the accidents as they 
happen, and from that  you do not have to have a reasoning deduction 
that  this is dangerous, that this exploding glass, as has been presented 
to the committee, is dangerous. And people give testimony th at i f this 
had been, this  exploding glass, we would all probably be blind.

Well, the facts are not that.  When you get out and study the cases 
you find tha t there is less inju ry occurring from the tempered glass 
because of breaking into harmless granulars or relatively harmless, 
and this is why we have had so much trouble here and having to go 
around to these States, because the legislative bodies, with only one 
side of the picture, can become quite excited.

When they got both sides they realized this is a technical question 
tha t is being well handled by a technical  committee.

Mr. Rogers of Florida. Let me get Mr. Rugg’s answer to  th at ques
tion. I think we strayed from the  question. I asked that  you com
ment on this quote from the American S tandards pamphlet which you 
furnished the committee. On the first page, it says:

For example, safety glazing mate rials  for windshields must pass a specified 
group of test requirements, all of which currently  can be met only by certain 
laminated safety glass.
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Mr. Rugg. That  is right.  They are refe rring there, if it were pos
sible to make plastic tha t would comply with the test which they feel 
is necessary for windshields, then plastic could be approved for w ind
shields, so it is necessary now to have one set of  tests for plastic, one 
for tempered glass, one for wire glass, and one for laminated glass.

Mr. Rogers of Flor ida.  So that  has to do really with only the lami
nated, because it is the  only one tha t uses the safety glazing.

Mr. Rugg. Tha t is the only one tha t will stand the tests that  are 
prescribed for windshield location.

Mr. Keim. May I make a statement ?
Mr. Rogers of Flor ida.  Yes, Mr. Keim.
Mr. Keim. The code is so written that  it does not call fo r a specific 

product in an area. It  calls for a group of tests.
So in the foreword th is is an explanation given which acknowledged 

the fact at that time and has continued since, that  the tests prescribed 
for windshields can only be met by laminated glass.

In  my statement to the committee I made the statement, for ex
ample, tha t the test requirements of the ASA safety codes are such 
as to require laminated safety glass in windshields.

But if, as Mr. Rugg  says, another safety glazing material is de
veloped that will pass those tests other than laminated glass, it can be 
used, and this is true th roughout.

For  example, it does not call out the thickness of the glass. That 
depends on whether it is able to meet the strength and safety char
acteristics tests.

Mr. Rogers of Florida . Thank you very much. Is there any further  
questioning?

(No response.)
I believe those are most all of the questions we have. Thank you 

very much for this testimony. It has been very helpful to the com
mittee, and we will ad journ  our committee hearings now until Monday 
when we will hear the various Government departments.

(The following additional information was late r submitted for the 
record:)

Automobile Manufacturers Association, Inc.,
Washington, D.C., May 1, 1961.

Hon. Kenneth Roberts,
Chairman, Subcommitte e on Health and Safety , Comm ittee on Intersta te and 

Foreign Commerce, Neie House Office Building, Washington , D.C.
Dear Mr. Chairman : During the testimony of our Mr. Karl Richards and

his associates on safety glass at the hearings  of April 14. you asked tha t we 
submit for the record information  relating to (1) the organization of the Ameri
can Standards Association. (2) the composition and vote of its committee on 
glazing materials, and (3) European injury experience with tempered safety 
glass.

The three enclosed documents answer these questions.
In addition, we are sending extra copies to the committee clerk. Mr. Wil liam

son, for d istribution to interested members of the committee.
Sincerely yours,

Harlan V. Haoley, 
Manager, Washington Office.

American Standards Association, Inc., New York, N.Y.
In 1918, five leading American engineering societies decided to form a national 

organization that  could coordinate the development of national standards.
The founding societies were:  The American Ins titu te of Electrical Engineers: 

the American Society of Mechanical Engineers;  the American Society of Civil
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Engineers; the  American Society of Mining and Meta llurg ical Engineers; and 
the  American Society for Testing  Materia ls.

These five societies founded the American  Engineering  S tan dards  Committee— 
the forerunne r of the American Standards Association. Three dep artments  of 
the  Federal  Government, Commerce, War , and Navy, joined  the orga niza tion as 
founding members.

In  1928 the American Eng ineering  Standard s Committee  was reorganized and 
renamed the  American Sta ndard s Associa tion (ASA).

In 1948 ASA was incorpora ted under the laws of the Sta te of New York. A 
board of dir ectors  is responsible f or policy, adminis trat ion, and financial matters. 
A sta ndard s council, represen ting  all  member bodies, supervises all technical 
activitie s and  determines  the  o vera ll sta ndard s policy.

From its  modest beginnings in 1918, ASA h as grown into  a nat ional federa
tion of more tha n 120 technical societies and tra de  associations who are  eith er 
member bodies or a ssocia te members. In addition, ASA has  some 2,200 company 
members.

ASA has  recognized more tha n 1,950 nationa l sta ndard s as American  stand
ards. About  425 standard s pro jects ar e concurren tly active.

Approxima tely 10,000 engineers, government officials, and representativ es of 
various nat ion al groups a re  part icipa ting in these projects.

Offi cers  of th e Ame ric an  Standards  Asso ciation

Pre sid en t: Joh n R. Townsend, Special Ass istan t to Dire ctor  of Research and
Engineering , Department of Defense,  Washington, D.C.

Vice Pr es id en t: F ran k II. Roby, executive  vice president, Federal  Pacific Electric
Co., Newark, N.J.

Chai rman , execu tive com mit tee: H. Thom as Hallowell, Jr. , pres iden t, Standard
Pressed Steel Co., Jenkintow n, Pa .

Chai rman , sta ndard  c oun cil: T. E. Vel tfor t, Manager, Copper & Brass  Research
Associat ion, New York, N.Y.

Managing director and secre tary: George F. Hussey, Jr. , vice adm iral , U.S.
Navy (Reti red) .

Deputy managing director  and as sistan t secretary: Cyril Ainsworth.
Techn ical director and ass istant s ec re ta ry : J. W. McNair.
Director of public  relations and as sistan t secretary: Kenneth G. Ellsworth ,

B oard of  D irectors

C. W. Bryan, Jr. , vice president, Pul lma n, Inc., Chicago, Ill .; Amer ican Society 
of Civil Engineers.

E. W. Doebler, cha irman of the board, Long Island Lighting Co., Mineola, N.Y.; 
elect ric ligh t and power group.

J. H. Foote, chie f engineer, Commonweal th Associates, Inc., Jackson,  Mich.; 
American In sti tu te  o f Electr ical  Engineers .

H. Thomas Hallowell, Jr.,  pres iden t, Standa rd Pressed Steel Co., Jenkintown, 
P a .; p ast  preside nt, ASA ; ex-officio.

Harold R. Hunt ley, chief  engineer, American Telephone & Tele graph Co., New 
York, N.Y.; telephone group.

E. R. Johnson , vice president , operations , Republic Steel Corp., Cleveland,  Oh io; 
American Iron & Steel Ins titu te.

J. C. Lawrence, Moylan, Pa., America n Insti tu te  of Chemical Engineers . 
Matthew J. Murphy, chief  edito r, fac tory , McGraw-Hill Publishing Co. Inc., 

New York, N.Y.; member at  large.
H. E. Chesebrough, vice preside nt and general manager, Plym outh  Division, 

Chrysler Corp., Detro it, Mich .; Society  o f Automotive Engineers.
John  E. Dube, president, Alco Valve Co., St. Louis, Mo.; Air-Conditioning and 

Refrigera tion  Ins titu te.
V. de P. Goubeau, vice president, Rad io Corp of America, Camden, N .J .; Nationa l 

Association of Purchasing  Agents.
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M. C. Harr ison,  president, Ha rri son  Cons truction Co., Pitt sbu rgh , P a .; member 
a t large.

A. S. Johnson, vice preside nt and  manager, Engineer ing Depa rtment, American 
Mutual Liabi lity Insurance  Co., Wakefield, Ma ss.; pa st chairman , Standa rds  
Counc il; ex-officio.

W. A. Ki tts 3d, Schenectady, N .Y.; Atomic Ind ust ria l Forum, Inc.
T. T. Miller, president, Polymer  Chemical Division, W. R. Grace  & Co., Clifton, 

N .J .; the Society of the  P las tic s Industry, Inc.
M. J. Pitr e, vice pres iden t, Fid eli ty & Casualty Co. of New York, New York, 

N.Y.; Association of Casualty  & Sure ty Companies.
A. E. Pring le II, vice president, the Pringle Elec trical Manufac turing Co., 

Philadelphia, Pa., member at  large.
D. Roy Shoults, general manager , Aircraft  Nuclear Propulsion Departmen t, 

Atomic Products  Division, General Elec tric Co., Cincinnati , Ohio, Aircra ft 
Ind ust rie s Association.

W. J. Sweeney, vice pres iden t. Esso Research & Engineering Co., Linden, N.J., 
American Petroleum Ins titute .

T. E. Veltfort. manager, Copper & Brass Research Associat ion, New’ York, N.Y., 
chairman. ASA S tandards Council, ex-officio.

Frank H. Roby, executive vice president,  Federal  Pacific Elec tric  Co., Newark, 
N .J .; vice president, ASA.

Richard  W. Sunnney, vice pres iden t, in charge of man ufac turing, Bridgeport 
Brass  Co., Bridgeport, Co nn.; Copper & Brass Research Association.

Joh n R. Townsend, Special Assis tan t to Director of Research and  Engineer ing, 
Departm ent of Defense, Wash ington, D.C. ; pre siden t, ASA.
On November 30, 1959, the  Association of Casualty & Sure ty Companies,

sponsor for the projec t on specifications and methods of test for safe ty glazing 
materia ls, Z26, submitted to the ASA the question of approva l of the proposed 
reaffirmation of American Sta ndard  Z26.1-1950.

The  temporary  secreta ry of the  Z2G sectional committee repo rted  the vote of 
the sectional committee on reaff irmation of Z-26.1-1950 a s follow’s :
For reaff irmat ion_________________________________________________ 25
Against reaffirmation_____________________________________________  8
Not voting______________________________________________________  1
Not returned____________________________________________________  3

Tota l vot ing members_______________________________________  37

PERSONNEL OF ASA SEC TIONAL  COMMITTEE ON SAFETY GLAZING MATERIALS, Z26

Scope: Specifications and meth ods of test ing for safety  glazing materia l 
(glaz ing materia l designed to promote  safe ty and to reduce  or minimize the 
likelihood of personal injury  from  flying glazing mater ial when the  glazing 
ma ter ial  is broken) as used for all purposes, including windshields and windows 
of moto r vehicles, moto rboa ts and air cra ft,  and bulle tproof window’s and 
partit ion s.

Sponsor : Association of Casua lity  & Sure ty Companies.
Chairm an (tem porary) : Alfred W. Devine, deputy regi st ra r of motor ve

hicles, 100 Nashua Street, Boston, Mass.
Secreta ry (tem pora ry) : Ric har d O. Bennet t, direc tor, Automot ive Division, 

Accident & Fire Prevention Department, National  Association of Automotive 
Mutual Insuranc e Companies, 20 North Wacker Drive, Chicago, Ill.
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Organization represented Name and business affiliation Classifi
cation 1

American Association of Motor Vehicle 
Adminis trato rs.

Alternate ..........................................

Do ..............................................

American Automobile Association___

Al ternate, .........................................

American Ceramic Society__________

American Society  of Mechanical 
Engineers.

American Society of Safety Engineers.

American Society for Testing Ma
terials.

Alternat e..........................................

American T ruc kin g Associations ..........

Association of Casua lty & Sure ty 
Companies.

Alt ern ate ...................... ........... ........

Auto  Glass Dealers Association............

Alt ernate ..........................................

Automobile Man ufac turers Associa
tion.

Alternate............ ................... .........

Cornell Unive rsi ty Automotive Crash 
Injury Research.

Elec trical  Tes ting Labora tories______

Alternate .......... . . . . ......... - ........ .

Glass Tempering Associat ion................

Al ternat e..........................................

In ter sta te Commerce Commission.......

Alt ernate ............ . .............. ........... .

Manufacturing Chemists Associat ion.

Alfred W. Devine, Deput y Regis trar of Motor  Vehicles, 
100 Nashu a St., Boston, Mass.

Char les W. Reed, Chief, Vehicle Inspection Section, 
De pa rtm en t of Moto r Vehicles, 301 C St. NW ., 
Washin gton , D.C.

Wi lbur L. Cross, Jr ., director, Division of Engineering , 
Conne cticut Dep artm ent  of Motor Vehicles, 165 Cap
itol Ave. , H artfo rd, Conn.

Cap t. R. B. King, safety  officer, De partm ent of State  
Police,  Box 1299, R ichmond, Va.

Burton W. Marsh , director, Traffic Engin eerin g and  
Safe ty Dep artm ent , American Automobile Associa
tion , 1712 G St. NW ., Washington , D.C.

Ear l Allgaier, research engineer, Traffic Engineering and  
Safe ty Depar tment, American Automobile Associa
tion , 1712 G St. NW., Washington , D.C .

Dr.  George B. Watkins, chai rma n, technical policy 
committe e, technical center, Libbe y-Ow ens-Ford 
Glass Co., 1701 Eas t Broadway, Toledo, Ohio.

Thomas A. Walsh," American Optical Co., 155 Eas t 
44th St. , New York, N.Y .

An tho ny  G. Paret ti,1 assist ant sa fety director, New York 
Tran si t Author ity, 370 Jay  St ., Brooklyn, N.Y .

Bruce G. Booth, legal staff, Genera l Motors Corp., 
15-242 General Motors Bldg., 3044 West Grand  Blvd., 
De tro it, Mich.

J. S. Nels on,1 research dep artm ent , Plas tics Division, 
Mo nsanto  Chemical Co., Springfield , Mass.

Dr.  J.  D. Rya n, direc tor of research, Libbey-Owens- 
Ford Glass Co., 1701 Eas t Broadwa y, Toledo, Ohio. 

R. E. Hess, technical secretary, American Society  for 
Testin g Mate rials,  1916 Race St.,  Phi ladelphia , Pa. 

Lewis  C. Kibbee, chief, Automotive Eng ineering Sec
tion, American Trucking Associations, Inc ., 1424 
16th S t. NW ., Washington, D.C.

T. B. Mc Ma th,  d irector, Boiler & Accident Prev ent ion  
Division , Mary land  Casual ty Co., 701 West  40th St., 
Ba ltim ore , Md.

Jam es L. Keane, engineer, Engin eering and  Inspection  
De partm ent, Research Division, Aetna Casua lty & 
Su rety  Co. , 151 Far mington A ve., Hartfo rd, Conn.

Harry Dugowson,1 chai rman, projec t 102, Auto Glass 
Dea lers  Association, care of Nat iona l Auto  Glass, 
1420 Bruckner Blvd. , Bronx, N.Y .

Mor ris S. Gorman, executive  secreta ry. Auto  Glass 
Dea lers  Association, 76 Court St.,  Brooklyn, N.Y .

M. F. Garwood, chief engineer , material s, Chrysler 
Co rp. , Pos t Office Box 118, Det roit , Mich.

Donald J. Sehrum , body developing engineering, Stude- 
bak er-Pac kard Corp., South  Bend , Ind .

Joh n C. Widm an, manager, Advanced Bod y Engin eer
ing Depar tment , Ford Moto r Co., Dearborn, Mich 

Will iam F. Sherman, manager. Engineering  a nd  Tech
nica l Depar tment , Automobile Manufa ctur ers Asso
cia tion, New Center  Bldg., Det roit , Mich.

John  O. Moore, director, auto mot ive crash  in ju ry .re 
search, Cornell Univers ity, 316 Eas t 61st St.,  New 
York. N.Y.

E. H.  Salte r, manager, photometric labo rato ry, Electri
cal Testing  Laboratories, Inc ., 2 East En d Ave. , New 
York, N.Y .

A. R. Chick , assistan t to the manager, Pho tom etric 
La bor ato ry Electrical Test ing Laboratories, Inc. , 2 
Eas t En d Ave., New York  21, N .Y.

Robert G. Kohl, Permaglass, Inc. , 215 West Ma in St., 
Woodville,  Ohio.

Harold  McM aste r, pres iden t, Permaglass,  Inc ., 215 
Wes t Ma in St., Woodville, Ohio.

B. O. Mils ter, mechanical engineer, Section of Motor 
Carrie r Safety, Bureau of Motor Carriers, In tersta te 
Commerce Commiss ion, Washington, D.C .

Ernest G. Cox, Chief, Section of M otor Carrie r Safety, 
Bu reau of Motor Carriers, In ter sta te Commerce 
Commission , Washington, D.C .

J. G. Garrels,1 Monsanto  Chemical Co., Springf ield,
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Alternat e..........................................

1 See summ ary .

F. E.  Wintzer,1 Polychemicals De partm ent, E. I. du  
Po nt  de Nemours & Co., Wilm ington, Del.

F. J.  Rarig,  secreta ry, Rohm  & Haas Co., 222 West 
Was hington Sq., Philadelphia , Pa.

J. F.  Woodm an, Rohm & Haas  Co., 222 Wes t Wash
ing ton  Sq., Phi ladelphia , Pa.

A
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Organization  represented Name and business affiliation Classifi
cation 1

National  Association of Automotive 
Mutua l Insurance  Companies.

National Association of Independent 
Insurers.

National  Association of Motor  Bus 
Operators.

Alte rna te____________ _____ _

National  Auto  & Flat Glass Dealers 
Association.

Alternate________ ____ _______
National Bureau of Standard s....... .

Alt ernate________ __________

National  Safety Council.......................

Alt ernate_______ ____ ______

National  Society for the Prevention  
of Blindness.

Alte rna te....... ........ .............. ...........

Optical Society of America ...................

Society of Au tomotive Engine ers.........

Alt ernate_______ ______ _______

Society of the Plas tics In du st ry ...........

Yale Bureau of High way Traff ic..........

Depar tme nt of the  A rm y.. ..................

Alt ernate............ . ............................

Members a t large__ ______ ________

Alter na te ... ____ ______________
Do....... .............................................

Richard O. Bennett,  director , Automotive Division, 
Accident & Fire Prevention Depar tment , Nat iona l 
Association of Automotive Insurance  Co., 20 North 
Wacker Dr ., Chicago, I ll.

Clyde Cecil, a ssis tant secre tary, National  Associat ion of 
Ind epe nde nt Insurers, 30 West Monroe St.,  Chicago,
Ill.

W. A. Duval l, general manager of ma intenance,  Grey
houn d Corp ., 5600 Jarvis Ave., Chicago, I ll.

A. W. Koehler , secretary-manager, National  Association 
of Motor B us Operators,  830 17th St. NW., Washing
ton, D.C .

E. H. Siesel.1 Locust  Auto Glass Co., 3125 Locust St. , 
St. Louis, Mo.

Roger Williams, 1053 3d St. , Cata sanqua, Pa.
C. H. Ila hn er , Chief, Glass Section, National Bureau of 

Sta nda rds , U.S. Depar tme nt of Commerce, Washing-
ton D.C .

J. A Dickinson,  Chief, Codesand Specifications Section, 
Building Technology Division , National  Bureau  of 
Sta nda rds , U.S. Dep artm ent  of Commerce , Washing
ton, D.C .

Dr. G. M. Kline , Chief, Organic and Fibrous Material s 
Division,  Nat ional Bureau of Stan dards, U.S.  De
partm ent of Commerce, Washington. D.C.

Mu rray Segal, traffic engineer, Traffic Opera tions  Divi
sion, National  Safety Council, 425 North  Michigan 
Ave., Chicago. Ill.

Daniel G. Reynolds,  directo r, Traffic Operations Div i
sion, National  Safety Council, 425 North  Michigan 
Ave , Chicago, Ill.

James E. O’Nei l,2 director, industr ial service, Nat ional 
Society for the  Prevention of Blindness, 1790 Broad
way, New York, N.Y .

Dr. Fra nk lin  M. Foote, executive director . Na tion al 
Society for the Prevention of Blindness,  1790 Broad-
way, New  Y ork. N.Y.

Dr. Gerald M. Rassweiler, research staff-, Physic s- 
Instrum entat ion  Departm ent,  General Motors Corp. , 
Box 188, North  End  S tation, Det roit , Mich.

Howard K. Gandelot, engineering staff, Vehicle Safety 
Section, Tech nical  Center, General Motors Corp. , 
Box 56, N ort h En d Station, Detroit, Mich.

B. Fra nk Jones , C hetw ynd A partments, Rosem ont, P a ..  
W. C. Lang, Chrysler Corp., Post Office Box 1118,

Detroit, Mich.
George J. Gaudaen, Society of Automotive Engineers, 

635 New Center Building, Detro it, Mich.
L. II. Nagler, American Motors Corp., 14250 Ply mo uth  

Rd.,  De tro it, Mich.
Orm und L. Rugg, Glass Division, Ford Mo tor Co., 

3000 Schaefer Rd. , Dearborn , Mich.
Roger C. Boyd, technical  service engineer, Union 

Carbide Plas tics Co., Division of Union Carb ide 
Corp.,  Riv er Rd. , Bound Brook, N.J .

Thomas Seburn,  associate director of research, Bureau 
of Highway Traffic, Yale University , S trathco na Hal l, 
New Haven , Conn.

Walter O. Queen, Office of Chief of Ordnance, Safety  
Branch, I.S. & S. Office, U.S. Depar tment  of the 
Arm y, Washington, D.C.

Carlos J. Hernandez, Office of Chief of Ordnance,  In 
dustr ial  Division, (ORD IP-S) , Pentagon Bldg., 
Room 2E 429, U.S. Depar tment  of th e Arm y, Wash
ington, D.C .

L. A. Keim, Glass Division, Pro duc t Deve lopm ent 
Depar tment , Pi ttsb urg h Plate Glass Co., 1 Gateway 
Center, Pi ttsbu rgh, Pa.

C. A. McCus ker , director of sales, Safetee Glass Co., 
Phi ladelphia , Pa.

James W. Gibbs, Safetee Glass Co., Phi lade lphia, Pa—  
R. G. Wh ittemore, director, Produc t Deve lopment 

Departm ent, Pi ttsb urg h Pla te Glass Co., 1 Gateway 
Cen ter, Pi ttsburgh, Pa.

1 See summ ary.
2 Ind icates members casting negative votes.
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Introduction

A good bargain is one by which all parties to it profit.
A las ting treaty must be beneficial to all signatories.
A sound national standard must  offer advantages to all who are to use it.
A standard is like a bridge connecting  two countries. The  bridge was 

built and is used for the normal, honest, self-interest of each country. But 
both benefit from it.

In the same way, in helping  to develop a national standard unde r ASA 
procedures, an industry, an organization, a company, or an individual are 
also serving their own best interest.

In outlin ing the principles and procedures of ASA, this booklet is in
tended to show how standards come about — in particular — what facili
ties ASA offers to those who desire to cooperate in the development of 
American Standards.

ASA is a service organization whose constitu tion and by-laws have been 
written with the main objec t of meet ing all reasonable demands put  upon 
it within the scope and purpose for which ASA was created.

Over the years it has been found tha t this constitution and its by-laws 
have provided a useful, practical machinery whereby coordination of the 
standard ization work of the member-bodies and others concerned may be 
achieved on a national level, thus  developing trulv effective national stand
ards and  solving complex standards problems.

It is a democratic constitu tion, ensuring equality, justice, and fair repre
sentation to all who confer, debate,  or act within its framework.

Yet, it is not a rigid consti tution that limits the creative activities of 
those coming to work under ASA auspices. It permits  a flexible application 
and, if necessary, it can be amended.

It will always be adapted to serve the ultimate  goal of ASA, which is:
To  make life in our machine age simpler, richer, and safer through 

standardization.
Standard ization is dynamic, not  static. It means not to stand still but 

to move forward together.

3
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H istory of  asa

In 1918, five leading American engineering societies decided to 
form a national organizat ion that  could coordinate the develop
ment of national standards.

The  founding  societies were: The American Institu te of Electri
cal Engineers; Th e American Society of Mechanical Engineers; 
The  American Society of Civil Engineers; The American Society 
of Mining and Metallurgical Engineers; and The  American Society 
for Testing Materia ls.

These five societies founded the American Engineering  Stand
ards Committe e — th e forerunner  of the American Standards As
sociation. Thre e departments of the federal government, Com 
merce, War, and Navy, joined the organizat ion as founding 
members.

In 1928 the American Engineering Standards Com mittee was 
reorganized and renam ed the American Standards Association 
(ASA).

In 1948 ASA was incorporated unde r the laws of the State of 
New York. A Board of Directors is responsible for policy, adminis
tration and financial matters. A Standards Council, representing 
all member-bodies, supervises all technical activities and determines 
the over-all standards policy.

From its modest beginnings in 1918, ASA has grown into a na
tional federation of more than 120 technical societies and trade 
associations who are either member-bodies or associate members. 
In addition, ASA has some 2200 company members.

ASA has recognized more than 1950 nationa l standards as Amer
ican Standards. About 425 standards projects are concurrently 
active.

Approximately 10,000 engineers, government officials, and repre
sentatives of various national groups are participating  in these 
projects.

70706 0—6: 154
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ASA O bjectives

The ASA does not write standards.
The  main functions of ASA are:
1. To  provide systematic means for developing American 

Standards
2.  To  promote the development and use of national stand

ards in the United  States
3.  To  approve standards as American Standard provided 

they are accepted by a consensus  of all national groups 
substantia lly concerned with their scope and provisions

4.  To  coordinate standardization activities
5.  To  serve as a clearinghouse for information on American 

and foreign standards
6. To  represent American interests  in international stand

ardization  work

K inds  of American standards

The ASA constitution permits practically all types of standards 
of national importance to be approved as American Standards.

The  important types of such standards are:
1. Definitions, terminology, symbols, and abbreviations
2.  Standards for materials, performance  characteristics, pro

cedure, and methods of rating
3.  Methods of testing and analysis
4 . Standards of size, weight, volume, and rating
5. Standards of practice, safety, health, and building 

construction

5



MOTOR VE HI CL E SAF ETY  STANDARDS 209

P rinciples

The common standards that  developed slowly in the pre-industrial 
days had a few important features.

They were completely  voluntary. (No one was forced to eat 
with a four-pronged fork.) They came about by common use and 
general acceptance. Wh en they became impractical, they fell into 
disuse or underwent  a change.

These features are also typical of American Standards.

A standard  will be approved as an American Standard only if 
it is accepted by a consensus of national groups substantially con
cerned with its scope and provisions.

All American Standards are voluntarily arrived at by common 
consent and are available for voluntary use. They are subject to 
regular review, as a result of which they are reaffirmed, revised, or 
withdrawn.

Approval bv ASA lends no mandatory implication to an Amer
ican Standard . However, American Standards are sometimes 
adopted by a governmental agency or othe r organizations for 
mandatory applications.
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F undamentals
ASA operates under two fundamental principles.

1. Organizations or groups substantially concerned with 
the subject matte r of a standard,  whether a member of 
ASA or not, have an inhe rent  right to have their views 
fully considered in the  development and approval of an 
American Standard.

2 . An American Standard can be initiated  and approved 
only if a consensus exists of all groups who are substan 
tially concerned with the scope and provisions of the 
standard.

Th e consensus principle is crucial in development  of American 
Standards . A consensus does no t necessarily mean unanimous 
acceptance . Votes are weighed rather than counted . A weighty 
objection of one impor tant organization may outweigh all other  
affirmative votes. Or a number of negative votes of groups tha t 
are only distantly concerned with the subject matter may be dis
counted in the face of affirmative votes of parties that  are vitally 
affected by the standard.

ASA IS IMPARTIAL

In safeguarding the principles under which American Standards 
are developed, ASA exercises only judicial functions.

ASA maintains a reputat ion of be ing free of any partisan interest, 
be it of a technical, commercial, or political nature. There is gen
eral understanding that ASA operates in the public interest.

An example will illustrate the significance of this impartiality.
Years ago, an association had difficulty in getting its safety 

standard accepted by a number of states as basis for state safety 
regulations.

The standard  was technically sound and the association was 
acting with highest motives. But apparent ly it was considered a 
special-interest group pursuing its own commercial motives.

The s tandard was then subm itted  to ASA and was subsequently 
approved withou t change as an American Standard.

As such it was accepted by the  States without objection.
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S tandards council

The most impor tant judicial functions exercised by ASA through  its 
Standards Council are:

1. Approval of the  initiation of a standards project  that has a 
sufficiently broad national support

2. Approval of the scope of a standard  project

3.  Approval of the  membership of standards committees as to 
competence and adequate , balanced representation of all groups 
substantially concerned with the scope of the project

4. Approval as American Standard of standards  tha t meet ASA 
requirements

5.  Required periodic  review of all American Standards by those 
concerned to determine whether  the standards should be 
reaffirmed, revised, or withdrawn

C o rre la ti n g  B o a rd s

In exercising its judicial functions, the ASA Standards Council is assisted 
by thirteen  Standard Boards, a Board of Review, and a Committee on 
Procedure.

Each Standards Board is responsible  for a special field. It reviews and 
considers all matters in connection with standards projects that  fall under  
its jurisdiction and submits its findings and recommendations  to the 
Standards Council. It does not formulate standards nor is it concerned 
with technical content, except to insure coordination with other  American 
Standards.

The newest phase of the national standard ization movement  is the 
Nuclear  Standards Board w'hich is responsible for standards projects for 
industrial and commercial application in the field of nuclear energy.

The  fourteen Standards Boards are:
1. Acoustical Standards Board
2. Chemical Indu stry  Advisory Board
3. Cons truct ion Standards Board
4. Consumer Goods Standards Board
5. Electrical Standards Board
6. Graph ic Standards Board

8
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7. Materials and Test ing Standards Board
8. Mechanical Standards Board
9. Mining Standards Board

10. Photographic Standards Board
11. Safety Standards Board
12. Miscellaneous Standards Board
13. Highway Traffic Standards Board
14. Nuclear  Standards Board

The Standards Counci l has vested its authority  to approve standards 
in a Board of Review, elec ted from its own membership.

The Comm ittee on Procedure advises the Standards Counc il on all 
consti tutional and procedural quest ions arising in connection with national 
standards  activities performed under ASA auspices.

G etting started

A group of companies, or a trade or professional organization, informs 
ASA tha t a national standard is desirable in a certain field.

To  obtain the views of all groups concerned, ASA invites all national 
organizations and groups, including government departments, tha t are 
believed to have an interest in the subject to attend a General Conference.

1 his General Conference makes the following decisions:
1. Should a new standards  project be initiated?

If so,
2. What should be the exact scope of the project?
3. What method should be used for developing the standard?
4. Wh o should take the administrative leadership as sponsor 

for the project?
5. Who should be represented on the Sectional Committe e 

formulating the standard, if the sectional committee method  
is chosen?
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H o w  ASA OPERATES

American Standards come  into existence through three  basic methods 
which operate on the  underlying principle tha t there must  be a consensus 
of all parties a t interest.

1. Sectional Committee Method

2. Existing Standards Method
3. General Accep tance Method
These methods are also available for revision of standards. However,

a competent organiza tion may be assigned Proprietary Sponsorship for 
revising a standard under its own procedures and subm itting the revision 
to ASA for approval.

Sectional Committee Method

A. Organization: Th e Sectional Comm ittee formulates or revises a 
standard  or a group of standards . The membership of all sectional com
mittees must be truly representative of all national groups and organiza
tions substantially concerned with the scope of the standards projects, 
for example, consumers, producers, and general interests, and should strike 
a reasonable balance between these groups. Membership  in ASA is not 
essential to participation  in the technical operations.

The Sectional C ommit tee  may delegate the technica l work to subcom
mittees, especially if several standards are being developed or revised under 
one project.

The administ ration of a Sectional Com mittee is usually in the hands 
of one or several organizations known as sponsors recommended by the 
General Conference and  approved by ASA through the appropriate 
Standards Board.

The  sponsor has the  following responsibility:

1. To organize the  sectional committee
2. To ensure that  the work is carried out  continuously and 

effectively
3. To provide the  necessary administra tive services

4. To keep ASA informed on the progress of the  work

io
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5 . To submit completed standards to the ASA for approval, 
accompanied by the sponsor ’s technical evaluation

Further details in regard to this method are available from ASA Head
quarters, 10 East 40th Street, New York 16, N. Y., in a document entitled 
“The organization and work of ASA Sectional Committees” — PR  27.

B. Operation: The  main work of the Sectional Committee  consists in 
thoroughly airing the views of all its members and in blending these views 
into a form that  represents a sound  solution, satisfactory to all.

When a Sectional Committee has thus formulated a standard,  it will 
in many cases distribute  a draft (proposed standard) to all organizations, 
companies, and individuals that may have an interest in the standard. 
The draft may also be published in trade  journals.

Criticisms and comments tha t the committee  receives are carefully 
considered, and, if necessary, changes are made in the draft standard .

The Committe e then votes by letter ballot on the final draft  of the 
standard.

If the sponsor believes a consensus is obtained, the draft is submitted 
to ASA for approval as American Standard . In cases of undue  delay on 
the part  of the sponsor in subm itting a proposed standard to ASA, a 
member  of the Sectional C ommit tee may make the submittal.

Th e record of the development of the standard, the tabula tion of the 
vote, the reasons for negative votes if any, the relation to standards pre
viously approved, and any other information bearing on the establishment 
of a consensus are reviewed by the  appropria te Standards Board. The  
Standards Board may either recommend tha t the Board of Review approve 
the standard as American Standard, or it may re turn the standard to the 
sponsor indicating objections. When these have been overcome, the spon
sor then  presents the standard  once again to the Standards Board for 
recommendation to the Board of Review for final approval as American 
Standard .

If the Board is satisfied tha t a consensus exists and tha t all o ther  ASA 
rules and requirements  are met, the  standard  is approved as American 
Standard and published.

11
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C. Responsibilities of  a Sectional Comm ittee Member: A repre
sentative of an organiza tion that cooperates on formulating a standard 
under the auspices of  ASA has a number  of responsibilities that  canno t 
be shifted to ASA.

1. He is responsible before the  general publ ic for the  engineering 
and economic consequence of the standard which he helps 
to develop.

2. It is his duty to act on the standard  committee in accordance 
with the policies of the organization which he represents, to 
keep his organization adequately informed, and to consult 
with his organization when necessary.

3.  He is expec ted to earn' ou t the standards work for which he is 
responsible with  administrative orderliness, competence, and 
reasonable promptness.

E x is ti ng  S ta n d ard s M eth o d

This is the second procedure under which an American Standard  can 
be created.

An existing standard of any organization may be subm itted  to ASA for 
approval as American Standard  without  going through any of the other 
recognized channels for developing American Standards.

The  approval will be given if the following cond itions are met:

1. The s tandard m ust be truly national in scope and recognition.

2. Proof must be submitted to ASA that those substantially con
cerned with the  scope and provisions of the standard have 
accepted  it.

3 The standard must  not conflict with othe r standards in its 
field.

The American Society for Testing Materials is foremost among the 
organizations that  have many  of their own standards recognized as Amer
ican Standard.

An American Standard approved under the Existing Standards Method

12
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will not lose its original identity . Such a standard will continue to carry 
the title and number assigned by the organization that  originated it, in 
addition to its ASA number and  its Universal Decimal  Classification for 
international as well as domestic bibliographic purposes.

G e n e r a l A c c e p ta n c e  M e th o d

This  is the third ASA procedure for writing an American Standard.
Here is a typical example of how an American Standard comes into 

existence by General Acceptance.
When both the metric  system and  the Anglo-American inch system had 

been standardized, accurate conversion from millimeters to inches and 
back again was a problem. Th e legal conversion factor had to be carried 
to 506 decimal places.

The issue was complicated by the fact that  the British inch is three 
parts in a million shorter than the U. S. inch. American companies with 
foreign contracts found the situat ion awkward and costly.

In the 1930’s, therefore, a large automotive manufacturer suggested that 
ASA approve as American Standard a simpler inch-millimeter conversion 
factor which would be acceptable for all ordinary industrial purposes.

ASA called a general conference to discuss this suggestion. It was 
attended by more than 50 nat ional organizations.

The conference agreed on  the  conversion factor: 1 inch =  25.4 milli
meters. This was approved as American Standard  and is now in use 
throughout the world.

The method is suitable for comparatively simple projects tha t do not 
require prolonged technical discussions.

Under the method, standards  are discussed and agreed upon only at a 
General Conference. No continuing Committees are formed; however, 
an ad hoc committee may be appoin ted for minor editorial matters.  Groups 
not represented at the conference, but  substantially concerned with the 
scope and provisions of the standard proposed, can give the ir comments 
and vote in writing.
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NATIONAL STANDARDIZATION IN THE UNITED STATES OF AMERICA

clearinghouse for acceptance bf all groups concerned and fop ■ APPROVAL AS AMERICAN STANDARD

APRONS PORtTlNC DONNNARO 'NiPCATE FLOP &  POLICIES, PRACTICES, DATA, 
EXPERIENCES OF GOVERNMENTAL ANO NONGOVERNMENTAL AGENCIES FOP 
CORRELATION THROUGH SECTORAL COMMITTEES OP CONFERENCES ORGANIZED

« FOP THE DEVELOPMENT OF STANDARDS BF ALL GROUPS 
SUBSTANTlALLF CONCERNED

CHANCE W ASA MEH&E R SwR STRUCTURE TOOK PLACE AND GOVERNMENTAGENCIES 
MAF AGAIN HAVE MEMBERSHIP HHENCVER THEIR POLICIES PERMIT

ASA FINANCED BFtNOUSTRF, BUSINESS, PROFESSIONAL AND PUBLIC INTEREST 
CROUPS BECAUSE NONGOVERNMENTAL GROUPS PROF77 FIRST ANO MOST BF 
5TANOAPOI2ATION WORN
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G lossary and index

The following is a glossary of terms tha t are likely to be met when dis
cussing or formulating standards under the procedures of the American 
Standards Association (ASA). A page reference indicates where informa
tion abou t a certain term may also be found in the preceding chapters of 

this booklet.

A m e r ic a n  S ta n d a r d  — A sta nd ard of na tio na l ap pli ca tio n 
approved by ASA  as having been accepted by all groups and organizations 
substantially concerned with its scope and provisions.

A s s o c ia t e  M e m b e r  — A trade or professional organization which 
is a member  of ASA, paying dues, bu t not represented on the Board of 
Directors or the Standards Council.

B o a r d  o f  R e v ie w  (p .8 ,9 )—Six members, elected from and by 
the Standards Council and vested with authority to approve American 
Standards on behalf of the Council.

C o m m it t e e  o n  P r o c e d u r e  (p .8 ,9 ) “  A Standing committee 
which assists the Standards Council in dealing with constitu tional and 
procedural questions.

C o m p a n y  M e m b e r — An individual company that supports ASA 
as a paying member. ASA derives most of its income from company 
members.

C o n s e n s u s  ( p . 6 ,7 ) — Consensus means substantial  agreement 
of the important  national organizations concerned.

*7
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C o o p e ra t in g  B o d y  — Any group or organization that  is repre
sented on a Sectional Committee or General Conference, or is otherwise 
cooperating on a standards project.

C o r r e la t in g  C o m m i t t e e —Former designation of what is now a 
Standards Board.

E x is t in g  S t a n d a r d s  M e th o d  (p . 1 2 ) — One of the three pro
cedures by which an American Standard can be approved. This method 
makes it possible under certain conditions to have existing standards of 
other organizations approved by ASA.

G e n e ra l  A c c e p ta n c e  M e th o d  (p . 1 3 ) — One of the  three pro
cedures by which an American Standard can be created. This method is 
intended for comparatively simple projects tha t do not involve lengthy 
and complicated technical discussions.

G e n e r a l  C o n f e r e n c e  (p . 9 , 13 ) — A meeting called by ASA 
of all national groups, organizations, and individuals that  may be inter
ested in the initia tion of a standards project or tha t may want to consider 
the adoption of an American Standard by the General Acceptance 
Method.

IE C  ( I n t e r n a t i o n a l  E le c t r o te c h n ic a l  C o m m is s io n )  — The  
international organization for standardization in the electrotechnical field. 
ASA cooperates with IEC through a special committee of the Electrical 
Standards Board — the United  States National Committee of the IEC.

I S O  ( I n t e r n a t i o n a l  O r g a n iz a t io n  f o r  S ta n d a r d iz a t io n )  — 
An organization of the  national standardization bodies of 44 countries, 
including the U. S. ASA represents American interest at ISO meetings.
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M e m b e r-B o d ie s  — Organizations and groups of nationa l scope 
who hold the ultimate general author ity and responsibility for the  policies 
and affairs of ASA. In fact, ASA is a federation of its Member-Bodies.

M e m b e r-a t- L a rg e  — Individual member of a committee  who does 
not represent an organization or company but  is participating in the 
formulation of a standard on the strength of his specialized knowledge.

P r o j e c t  — Work planned or in process for developing or revising 
one or more American Standards under ASA auspices.

P r o p o s e d  S ta n d a r d  (p . 1 1 )— Draft of an American Standard  
circulated for comments and criticism.

S e c t io n a l  C o m m it te e  M e th o d  (p . 1 0 -1 2 )  — One of the three 
procedures by which an American Standard can be created. A committee 
consisting of all groups and organizations  substantially concerned with 
the scope of a standards project formulates a standard. Approval of the 
standard  by ASA requires consensus of the committee.

S p o n s o r  (p . 1 0 ) — An organization  assigned leadership for a 
standards project under the Sectional Committee Method.

S ta n d a r  d s  B o a rd  (p . 8 )  — Supervises on behalf of the Standards 
Council standardization activities. There are thirteen Standards Boards, 
each responsible for a special field, and one Standards Board responsible 
for all fields not covered by any of the other thirteen.

S ta n d a r d s  C o u n c i l  (p . 8, 9 ) — Responsible for all technical 
activities of ASA. Determines over-all standards policy, including rules for 
the development of s tandards and constitut ion of committees. Approves 
American Standards. May designate agencies to act on its behalf. Com
posed of not more than three representatives from each Member-Body 
who serve term of three  years and are eligible for reappointment.
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E ur opea n I n ju r y  E x pe rie n ce W it h  A ut om ot ive Safe ty  G la ss

I t  is  es tim at ed  th a t appro xim at el y  90 per ce nt of  th e  pa ss en ge r au tomob ile s 
m an ufa ct ure d  in Eur op e use  te m pe re d sa fe ty  gl as s th ro ug ho ut , fo r w in d
sh ie ld s as  we ll as  sid e an  re a r  window s. T his  is  no t a ne w pra ct ic e;  it  has  
be en  f ol low ed  f or  a t le ast  25 ye ar s.

In  Eur op e th e on ly su b sta n ti a l co nt ro ve rs y co nc erns  th e us e of  tem pe red 
sa fe ty  gl as s in  w in ds hi elds . Ther e th e de ba te  cen te rs  ov er w he th er  th e 
ob sc ur at io n of vis ion , ca us ed  by  d is in te gra tion  of  a  te m pe re d sa fe ty  gl as s w in d
sh ie ld  when brok en  by a st one or  oth er  sh arp  ob jec t, ou tw eigh s as a dis ad 
vanta ge th e gre a te r like liho od  of  in ju ry  to  a pa ss en ge r fr om  im pa ct  w ith  a 
la m in ate d  sa fe ty  gl as s w in dsh ie ld  in  th e ev en t of  a  m ajo r co llis ion .

T he  above st at em en ts  a re  ba se d on an  ex am in at io n of th e  B ri ti sh  an d G er 
m an  li te ra tu re . Se ve ra l ex am ple s are  g ive n belo w :

E x tr a c t from  “D es ign and  Dev elop men t of th e H ill m an  Lig ht C ar ,” a pa pe r 
pr es en te d a t th e SAE pa ss en ge r ca r mee tin g on M arch  17, 1959, by A. G. Bo oth 
and B. B. W in te r, Boo tes  g ro up , Eng la nd  :

“O ne  of th e  mo st si gn if ic an t co ntr ib ution s to  sa fe ty  in  th e  cu rr en t model  
is  th e  good vi sibi li ty  pr ov id ed  by  th e ex tens iv e are a of  gl as s, th e  th in ni ng  of th e 
p il la rs , slo ping  aw ay  of  th e en gi ne  hood , an d th e f o rw ard  po si tio n of  th e drive r.

“On th e su bj ec t of  th e  ty pe of  sa fe ty  gl as s us ed  in th e  w inds hi eld,  th er e are  
di ff er in g po in ts  of  vie w.  W e m ee t American  leg al re quir em en ts  by fi tt in g 
la m in at ed  gl as s to  al l H il lm an s ex po rted  to  th e U ni ted S ta te s but in th e home  
an d oth er m ar ke ts  we  fit  to ug he ne d (tem pe re d sa fe ty ) g la ss  as  th e pre fe rr ed  
ty pe  be ca us e we  co ns id er  it  h as lower  in ju ry  pot en tial . W e re al iz e th er e ha ve  
be en  ob ject ions  to  to ug he ne d gla ss  on ac co un t of  g ra nula ti on  when st ru ck  by 
he av y,  sh arp  ob jec ts w ith  co ns eq ue nt  su dd en  p art ia l ob sc ur at io n.  T his  st a te  
of  a ff air s ha s been mu ch im pr ov ed  by an  alt e ra ti on  of  t he  gl as s spec ifica tion, th e 
part ic le  siz e ha vi ng  been  co ns id er ab ly  en la rg ed  by a ch an ge  of  co un t from  40 
to  on e of  20 to  th e sq uar e in ch , w ith  a co ns eq ue nt  co ns id er ab le  im prov em en t 
in  vi si bi li ty  un de r co nd it io ns  of  gra nu la tion . W he n sh att ere d , th e co mp let e 
gl as s ca n ea si ly  be  pu sh ed  ou t by  han d alm os t w ithout a sc ra tc h  to th e ca r 
oc cu pa nt s.  B ri ti sh  ac ci de nt s ta ti st ic s show  th a t w her ea s th e pe rc en ta ge  of 
se ri ous  in ju ry  ar is in g  d ir ec tly  from  toug he ne d gl as s is  re la ti vely  low, th a t from  
la m in ate d  gl as s is mu ch  hig he r,  on ac co un t of  th e  le th al  na tu re  of  th e la rg e 
ja gge d fr ag m en ts  le ft  in  th e  w in ds hi eld fr am e which  co nst it u te  a gr av e po 
te n ti a l da ng er .”

E x tr a c t fro m Roa d R es ea rc h Rep or t, 1957, D ep ar tm en t o f  Sc ien tif ic an d In 
d u str ia l Res ea rch,  L on don:

“T he  mos t st ri k in g fe a tu re s of  th e re su lt s so fa r ob ta in ed  in  th es e on-the- 
sp ot  st udie s a r e : th e  su peri o ri ty  of  toug he ne d ov er  la m in at ed  sa fe ty  gl as s as  re 
gard s th e l ikeli hood  of i n ju ry  to  veh ic le  occu pa nt s.”

E x tr a c t from  “L am in at ed  ver su s Tou gh en ed  W in ds cr ee ns —T he ir  Pro pe rt ie s 
D iscu ss ed ,” Ja n u ary  19, 1959, A uto car:

“C onc lu si ons

“A t th e be ginn ing of  th is  a rt ic le  i t  w as  st a te d  th a t no  d ef in ite  conc lusio n could  
be  dra w n as to  th e su peri ori ty  of  on e ki nd  of  sa fe ty  gl as s ove r th e ot he r.  Tw o 
qu al ifi ed  op inions  may  be of fered , howe ver, in ad di tion  to th e  st a te m ent th a t fo r 
al l c a r wi ndow s ex ce pt  th e  w inds cr ee n itse lf , to ug he ne d gl as s see ms  to  be 
su pe rior .

O m it te d par agra ph  di sc us se s w inds hi elds .
“ In ve st ig at io ns  by th e Ro ad  R es ea rc h L ab ora to ry  s ug ge st th a t tou gh en ed  gl as s 

is su peri or to  la m in at ed  in re sp ect of  in ju ri es ca us ed  in m ajo r ac cide nts.
E x tr ac t tr ansl a te d  from  “Z en tr a lb la tt  fu r V er ke hr s—M ed izin  un d V er ke hr s—• 

Ps yc ho logic un d Ang re nz en de  G eb ie te” fo r F ebru ary  1960 a t  pp . 30 -4 0:
“T he mod ulus  of el as ti c it y  of  th er m al ly  tenq ie red gl as s is  no t ch an ge d by hea t 

tr eatm ent.  Upon fle xu re , o rd in ary  g la ss  b re ak s ea si ly  be ca us e th e  te ns ile s tr es se s 
pr od uc ed  on th e su rf ac e ra pid ly  exceed  th e low te ns ile st re ss  lim it.  The  te ns ile 
st re ss  oc cu rr ing in pre st re ss ed  (t em per ed ) sa fe ty  gl as s m us t fi rs t overc om e th e  
co mpr es sive  pr es tres se s ex is ti ng  in th e su rf ac e la yer s and on ly  th en  can it  s ta r t 
to  become  eff ectiv e itse lf . Con se qu en tly , pre st re ss ed  p la te s are  su rp ri si ng ly  
in se ns it iv e to  flexure,  i.e.,  th ey  ca n be be nt  fa r  mor e bef or e ru p tu re  occ urs . 
How ev er , they  h av e no t become  h a rd e r th an  o rd in ary  gla ss . Th ey  o ppose  f lexu re  
w ith  th e same re si st an ce , on ly  ord in ary  gl as s ru p tu re s soon er .
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“I n  ig no ra nc e of th es e fa c ts  it  w as su sp ec ted a t fi rs t th a t th e  hu m an  he ad  
wou ld be  en da ng er ed  wh en  s tr ik in g  tem pe re d sa fe ty  gl as s. B ut so fa r,  th e 
med ical  pro fe ss io n co nc erne d w ith traf fic ac ci de nt s kn ow s of  no  c as e w he re  a  s ku ll 
w as  fr ac tu re d  on  tem pe re d sa fe ty  gl as s.  Thi s has  been  co nf irm ed  re ce nt ly  by 
st udie s of  W hit er  an d Loew, in th e  Z en tr a lb la tt  f. Verke hr s-M ed iz in  u.  Verke hr s-  
Psyc ho logie, 4/1 956, pp.  243-249.

* * * * * * *
“Sup pl em en ta ry  to th es e consi der at io ns a se ri es  of  ex per im en ta l st udie s was  

co nd uc ted some tim e ag o re ga rd in g th e  qu es tio n of  sk ul l in ju ri es on  w in ds hi el ds  
co ns is ting  of  tem pe re d sa fe ty  gl as s.  The  sk eleton  of  a sk ul l on  a  sle d w as  
al lowed  to  s tr ik e  w in ds hi elds  of  si ng le -p la te  sa fe ty  gl as s a t sp ee ds  oc cu rr in g 
in tra ffic. Al l of  th e gl as s p la te s w er e de st ro ye d by th e  im pa ct , w hi le  th e 
sk ul l su ffer ed  no fr ac tu re s or in ju ri es,  al th ou gh  the so ft  p a rt s  co ve rin g a liv 
ing sk ul l, whi ch  no rm al ly  pro du ce  a  co ns id er ab le  da m pi ng  of  th e  im pa ct , were 
en ti re ly  abse n t her e. ”

• * * • • « •
“I n  th e fr am ew ork  of a re se ar ch  co n tr ac t from  th e  tra ffi c depart m en t of  N ord - 

rh ei n- W es tp ha lia we  se t ou rs elve s th e  ta sk  of  in ves tigat in g  in ju ri es of  ca r 
pa ss en ge rs  and of  stud yin g th e ir  cause  an d pr ev en tion  in  1956, and th e fi rs t hal f 
of  1957. A to ta l of  500 ac ci de nt s w ere  st ud ie d a t  th e si te . Phot ogra phs were 
ta ken  in o rd er to  de te rm in e th e  c on ta c t of  th e body w ith  th e  p a rt s  of  th e  vehic le.  
In  ad di tion , al m os t ev ery sing le  p a ti e n t could  be ex am in ed  in o rd er to  be  a bl e to  
reco rd , a t le as t,  an  ex ac t med ical  di ag no si s in th e  ho sp ital s.  In  th e  500 ac ci 
de nt s which  w er e in ve st ig at ed , 848 c a r pa ss en ge rs  w er e in ju re d. On e pec uliar ity  
of  th e pre se nt in ve st ig at io n co ns is ts  of  th e nea rl y  ex clus ive ev alu ation  of  ac ci 
de nt s w ith in  a bounded are a (m etr opoli ta n  Colog ne ). T he in ju ri e s  w er e cl as si 
fied in to  10 de gr ee s of se riou sn es s. T he de grees, 7 to  10, in cl ud e fa ta l in ju ri es . 
One hu ndre d an d fo rty -sev en  pa ss en ger s were in ju re d  by  w in ds hi el ds , which  is 
17.3 pe rc en t of  all  in ju re d.  In  th is  re sp ec t, ligh t in ju ri es of  th e  fi rs t th re e  or  
fo ur  de gr ee s of  se riou sn es s w er e invo lv ed  th ro ug ho ut . P ass en ger s on  th e fr on t 
se at , i.e., n ex t to  th e dr iv er , w er e af fe ct ed  mos t of  al l (79  ca se s— 59 pe rc en t) . 
The  d ri vers  them se lv es  were in ju re d  f a r  less  fr eq ue nt ly , sinc e th e  s te er in g  w heel 
pr ev en te d th e ir  h ea ds  f ro m go ing th ro ugh  th e w in ds hi el d. ”

• • * • • a •
Due  to  th e  fa c t th a t la m in at ed  g la ss  re si st s g re a te r fo rc es  bef ore  drop pi ng  

ou t, th e  num be r of  bra in  co nc us sion s is  g re ate r th an  in  th e ca se  of  tem pe red 
glas s.

B ra in  co nc us sion s oc cu rred  10 ti m es prod uc ed  in eq ua l p a rt s  by  im pa ct  on 
tem pe re d and la m in at ed  sa fe ty  gl as s,  al th ou gh  th e  ra ti o  of  th es e ty pes  of  glas s 
w as  4 to  1.

F u rt h e r nu m er ic al  co m pa riso ns  be tw ee n th e tw o ty pe s of  sa fe ty  g la ss :
The  ex ac t ty pe  of  th e w in ds hi eld g la ss  could  be det er m in ed  in 517 vehic les . 

F our hu ndre d an d ei gh t (79  p er ce nt)  of th es e cars  w er e eq uipp ed  w ith  tem pe re d 
gla ss , an d th e  rem ai ni ng  109 (21 perc en t)  w ith l am in at ed  g lass . Six hun dr ed  an d 
te n in ju re d  w er e in th e cars  w ith  hard ened  glas s w in ds hi elds , and  172 wer e in  
cars  w ith  la m in at ed  glas s pl at es .

The  pr op or tion  of  pe rson s in ju re d  by  th e w in ds hi el ds  re fe rr ed  to  th e to ta l 
nu m be r of  in ju re d  am ou nt ed  to  18 perc en t fo r th e  cars  w ith te m per ed  sa fe ty  
gl as s, w hi le  it  w as  22 per ce nt  fo r th e  cars  w ith  la m in at ed  gl as s. In  87 of  th e  
pa ss en ge rs  in ju re d  by  th e hard en ed  gl as s,  th e w in ds hi el d w as  de st ro ye d,  i.e., 
80.5 pe rc en t. In  th e ca se  of  la m in ate d  gl as s pla te s th is  per ce nta ge w as  high er , 
i.e.,  89 pe rc en t.  Thu s it  seem s th a t la m in at ed  gl as s p la te s a re  m or e ea si ly  
br ok en  by hu m an  inf luen ce s th an  te m pe re d glas s p la te s : On ly 111 of 408 te m 
pe re d gl as s p la te s brok e (27 per cen t)  in  con tr ast  to  58 of  th e  109 la m in at ed  
gl as s p la te s (43 per cen t) . Thu s, th e  th esi s of  a g re a te r to rs io n  re si st ance of 
te m pe re d sa fe ty  g lass  a pp ea rs  to  be c o rr ec t i n th is  res pe ct .

(W hereu pon, at  11:55 a.m., th e subcom mit tee was ad journe d,  to 
reconvene Monda y, Apr il 17, 1961.)
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M ONDAY, A P R IL  17 , 1961

H ouse of Representatives,
Subcom mittee on H ealth  and Safety, 

of th e Committee on I nterstate and F oreign Commerce,
Wasking ton, D.C.

The subcommittee met, p ursuan t to recess, at 10 a.m., in room 1334, 
New House Office Building, Hon. Kenneth A. Roberts (chairman of 
the subcommittee) presiding.

Prese nt: Representatives Roberts, Har ris,  Rogers of Florida, 
Schenck, Nelsen, and Thomson of Wisconsin.

Mr. R oberts. The subcommittee will please be in order.
The Subcommittee on Hea lth and Safety  is meeting this morning 

to continue its hearings on H.R.  903 and H.R. 1341.
We are honored this morning to have with us a former colleague of 

ours in the House, the distinguished Secretary of the Depar tment  of 
Health, Education, and Welfare, the Honorable  Abraham Ribicoff.

It  has been a pleasure for  th e Chair and Members of the committee 
to know of his interes t in this field, and his great helpfulness in it. I 
recall th at the Chair of this subcommittee visited with h im in Detroit 
a few years ago, and the distinguished Secretary  was at tha t time 
emphasizing the program in his State  which has worked quite well, 
and has given his State one of the lowest percentages in the number 
of deaths per hundred thousand vehicles miles traveled. And I  think 
tha t the wonderful effort th at he made there  will bear fru it for many, 
many years to come.

He is one of the men in the field who has demonstra ted tha t high
way safety  is possible, if people want it and if they are given the 
guidelines and a course to follow. And tha t they will do so then 
quite willingly.

Mr. Secretary, it is a real pleasure to  have you here. I appreciate 
the fact  that you are up against a rather tight schedule. You may 
proceed with your testimony as you desire.

STATEMENT OF HON. ABRAHAM RIBICOFF, SECRETARY OF
HEALTH, EDUCATION, AND WELFARE,  ACCOMPANIED BY DR.
A. L. CHAPMAN, DIRECTOR OF THE DIVISION OF ACCIDENT PRE
VENTION, PUBLIC HEALTH SERVICE, AND WIL BUR J. COHEN,
ASSISTANT SECRETARY, DEPARTMENT OF HEALTH, EDUCATION,
AND WELFARE

Secretary  R ibicoff . Mr. Chairm an and members of the committee, 
it is a real pleasure to be here, having worked in this field in the State 
of Connecticut and, also, wi th the Governors’ conference.
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I am well aware of what you have done, what your committee has 
done, and what you are trying to  do on a national level.

May I  say tha t I have here a report from my Depar tment  concern
ing H.R. 1341. We wholeheartedly endorse the principle of H.R. 
1341.

The Public Health Service in my Department is conducting studies 
in the field of automobile accident causation and prevention, and we 
have a vital interest in any method which will help reduce the num
ber of automobile accidents and resultant injuries and deaths.

Experts  generally agree tha t the human factor, rather  than me
chanical inadequacy of motor vehicles, is the cause of most accidents. 
Nevertheless, improvements in design and equipment of cars can, 
to some extent, compensate for this factor, not only from the point 
of view of accident prevention but. even more, from the standpoint 
of reducing the severity of injur ies when accidents do occur.

I shall read a few pertinent paragraphs from this repo rt before 
I go on with the formal testimony.

Considerable knowledge al ready  exists which, if utilized by motor 
vehicle manufacturers, would tend to reduce at least the severity of 
injuries suffered in such accidents. For  example, we believe that 
seat belts, or at least anchorage for seat belts, should be standard  
equipment for passenger cars and buses: that  seats should be so an
chored as to lock them into posit ion; that there should be crash padding 
of the dashboard, roof, and othe r areas of the vehicle against which 
passengers might be thrown; th at  there should be improvements in 
the steering wheel, in addition to recessing of the post: and that the 
interior of the car should, so fa r as it is possible, be cleared of dan
gerous knobs, sharp edges, and so forth .

The Government should at the  same time urge manufacturers  to 
include such devices and fixtures in cars in standard equipment so 
far as feasible.

T would like to submit this repor t to you for your record, Mr. 
Chairman.

Mr. R oberts. Without objection, the report will be made a part of 
the record.

Secretary Rtbtcoke. Thank you for inviting me to present the views 
of the Department of Health, Educat ion, and Welfa re on the subject, 
of the Federal responsibility and capability  to assist in reducing the 
tragic annual toll of highway accidents. On th is subject. I am sure 
we shall find a hirh  degree of unanimity  of opinion between this 
committee and mv Department.

The almost 40,000 needless deaths in highway accidents cause the 
loss ppeh vear of almost million man-vears of productive activity. 
These  losses drasticallv reduce the productive capacity of this Na
tion. While these deaths exact high costs, in both human and economic 
terms, they fade almost into insignificance when we consider the traffic 
injuries to over 4 million persons every year. A la rge percentage of 
these victims are in, or are approaching, the potentia lly most, useful 
years of thei r lives. The sudden removal of this grea t number of 
people is a recurring and cont inuing  disaster.

The accident prevention activit ies of the Department have largely 
been centered in the Public  Hea lth Service. However, other major
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bureaus of the Department have a very real interest  in reducing the 
number of deaths and injuries from accidents.

For example, the interest of the Children’s Bureau in accidental 
deaths and injuries is assured, since accidents are the most important 
cause of death and disability  in children. Much of the excellent 
services rendered by the fine staff of the Children’s Bureau in saving 
the lives and improving the health of children are erased by motor 
vehicle accidents.

The Office of Vocational Rehabilitation has a significant stake in 
accident prevention. Many of the ir activities are devoted to attempts  
to part ially compensate for permanent disabilities induced by traffic 
accidents.

The financial burdens of the Social Security Administra tion are 
magnified by the mounting welfare  costs directly associated with un
employability because of auto accidents.

Fortu nate ly, the nucleus of an accident prevention program (four 
people in all) was established in the Public Health  Service in the 
early 1950’s.

For a number of years the rate  of growth was small. In 1956 the 
budget for this activity was in the neighborhood of $50,000.

The first basic research gran t for accident prevention was made 
in 1951.

In 1957 the Public Health Service, together with the American 
Public Health Association and other  professional groups, began to 
see more clearly the responsibility of the Public H ealth  Service, State 
and local health  agencies, physicians, and thei r professional allies in 
traffic accident prevention.

Recognition of this responsibi lity, once achieved, has resulted in 
strong support from Congress and the professional groups  involved. 
For example, in fiscal year 1961, Congress added a million dollars to 
the appro priat ion for the activit ies of the Division of Accident 
Prevention.

At the same time a decision was made to transfer  the administra 
tive aspects of  basic research gra nt management in the field of acci
dent prevention to the Bureau of State  Services. This responsibility 
has been delegated to the Division of Accident Prevention.

Expansion of accident prevention activities both in research and 
application has quickly followed.

The total staff of the Division of Accident Prevention now numbers 
122. Of th is total, 34 are engaged primar ily in traffic accident preven
tion activities.

The number of basic research gran ts in accident prevention rose to 
a total of 33 in 1961, of which 23 were concerned with research in 
various aspects of traffic accident prevention.

A few examples of current traffic accident prevention activities 
alone, conducted by the Public H ealth  Service during 1961, will suffice 
to illustrate the broad scope and extreme complexity of this acute 
health and safety problem :

I . A PP LIC A TIO N

1. A National Conference on Driv ing Simulation was held in Cal i
fornia in February 1961. Jointly sponsored by the Public  Health  
Service, the Automotive Safety  Foundation,  and the Department of
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Commerce, it  served to develop a consensus concerning the need for 
simulation devices.

2. In  Pittsburgh, Pa., in May 1961 a similar  workshop entitled 
“Alcohol and Driving’’ will be held to bring togethe r all available 
knowledge concerning the re lationship of alcohol and traffic accidents. 
Cosponsored by the National Ins titu te of Mental Heal th and the Divi
sion of Accident Prevention, five regional conferences of experts were 
held to prepare material for  the mill.

3. The national seat belt campaign,  jointly sponsored by the Public 
Health Service, American Medical Association, and National Safety 
Council, achieved its initia l success when the five leading American 
manufacturers  of automobiles agreed to install attachment points for 
fron t seat belts in 1962 models.

4. The Connecticut accident prevention study is making a notable 
contribut ion to the development of better scientific research methods 
in ident ifying  the basic, underly ing causes of traffic accidents.

It  would be too time consuming to go into detail concerning many 
other traffic accident activities that have resul ted from congressional 
action. A par tial li sting follows:

1. Driv ing simulation feasibil ity studies.
2. Films on seat belts.
3. Part icipa tion in the  action programs of the Pres iden t’s Commit

tee for Traffic Safety and the National Safety Council.
4. The development of cooperative activities between the State mo

tor vehicle administra tors, Sta te health officers, and State medical 
societies through national and regional conferences.

5. A satura tion publicity program in Cleveland, Ohio, in coopera
tion with the  Greater Cleveland Safety Council.

I I . RESEARCH

1. Automotive crash injury research ($118,242).
2. Experim ental case studies of traffic accidents ($86,081).
3. Causes of auto accidents of adolescent drivers ($30,782).
4. Evaluat ing highway traffic safety motion pictures ($14,894).
5. Accident inducing charac teristics of motor vehicles ($84,953).
6. Research on fatal highw ay collisions ($159,332).
7. Safe ty devices for automotive vehicles ($15,111).
8. Driv ing behavior and traffic accidents ($19,610).
9. Human factors in traffic safety ($9,210).
In addition,  there were several other research projects directly re

lated to traffic accident prevention research, as well as several others 
of broader interest.

The greatest problem curren tly besetting the Depar tment  of Health, 
Educat ion, and Welfare, the Publ ic Health  Service, and the Division 
of Accident Prevention is making a determination of how best to 
allocate the personnel, funds, and other resources currently available 
in the  face of what at  times ap pear to be overwhelming demands.

The greatest asset to the Department of Health, Education, and 
Welfare in assuming its rapidly  expanding role in traffic accident pre 
vention has been the friendly, helpful , and always cooperative att i
tude exhibited by other Government agencies, wi th a longer history 
in traffic accident prevention : the National Safety Council; and other 
equally well-known voluntary and professional organizations.
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Truly, the traffic accident prevention effort has been and, I  am 
■confident, wi ll continue to be a genuinely cooperative and mutually  
stimulating operation.

WH AT CAN TH E DEPARTMENT OF HEA LTH , EDUCATION, AND WELFARE DO 
IN  ACCIDENT PREVENTION?

Accidents and accidental injuries and deaths have been an integra l 
pa rt of living since the days of primitive man.

As long as man is fallible and human environments continue  to pro
vide accident hazards  (as they  always will) , accidents undoubtedly 
will continue to  plague us.

However, a nation  which has succeeded in reducing so dramatica lly 
the th rea t of once widespread infectious diseases cannot in good fa ith 
reject the challenge to  mobilize these same scientific resources to lower 
the currently  large and for the  most pa rt unnecessary toll of acci
dental deaths and injuries.

Past efforts to render human environments less hazardous have not 
been without success. Such effort s have been par ticularly  f ruitfu l in 
the case of  large industries. Effor ts will continue unabated to im
prove the safety of  the environment.

However, in the past much less attention has been paid  to the im
portance  of human factors in accident causation—to the importance 
of physical (e.g., vision and hear ing) : psychological (e.g., moods) ; 
and physiological (e.g., drugs and alcohol) factors  which so strongly 
affect people who drive automobiles. This is a phase of accident pre
vention the study of which is peculiarly fitted to the talents  of 
physicians, public h ealth  workers, and their  professional allies.

A much better understand ing of these factors, based on sound re
search, is essential if the contro l of accidents is ever to be placed on 
an effective and t ruly scientific basis. For example, it  is obvious that 
some people can work, live, and play safely in  environments contain
ing relative ly few accident hazards.

Accident prevention, a complex problem, cannot be solved by the 
use of signs, placards, and postcards. This has been proven.

The Departmen t of Heal th, Educat ion, and Welfa re is t aking  the 
first steps along this research tra il the end of which will be the pro
duction of lifesaving knowledge which can be applied in every city,  
town, and hamlet in this  country.

RESEARCH

The Cornell crash inju ry research project, in which the Public 
Heal th Service cooperated, serves as an excellent example of how 
research can trans late basic facts  into an applicable system of 
knowledge.

Last month  the applica tion phase of this research project cul
minated in an agreement by the  five leading American manufacturers 
of automobiles to install attachments  for seat belts in the front seats 
of all cars sold in 1962.

Such researches are costly. They are time consuming. They re
quire the recruitm ent of significant  numbers of  talented researchers 
who are dedicated to the accomplishment of a single purpose.
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Similar applicable knowledge can be obtained through research 
involving  a multiplicity of factors, both environmental and human, 
which are the basic causes o f many of the 90,000-odd deaths from 
accidents each year.

The research grant program of the Public Heal th Service is ex
panding. As it expands, it  will encompass an ever-broadening range 
of traffic accident research problems with equally applicable results.

Ju st a few selected examples of needed research will help to pin 
down this  point:

(a) Wha t are the minimum skills and abilities that  are needed to 
safely operate a modern passenger car? No one knows. No one has 
attempted to find out in a systematic way.

(b) Wha t effect do drugs, fatigue, and alcohol have on driving  
efficiency? There have been a lot of intelligent guesses but few, i f 
any, truly objective determinations.

(c) Which, of the 250 identifiable psychological fac tors, contribute 
significantly to automobile accidents? No one knows. Several re
searchers have made a small beginning in researching small facets o f 
this  problem.

(d) Are elderly people being a rbitr arily  deprived of th eir drivin g 
privileges because of opinion rather than fact? No one can say 
definitely until basic research in this area is done.

The Public Health  Service intends to pursue such research leads as 
these as rapidly as possible in order to build a foundation  of fact for 
law enforcement.

Today the Public Hea lth Service has no facilities for conducting 
intramural research in accident causation similar  to the intramural 
research facilities that are available to other national research centers 
such as the  National Ins titu tes of Health. As soon as possible such 
facilit ies will be provided, not only because of their  stimulating effect 
on research efforts outside the Government, but also because of their  
tra ining value for young men and women interested in a career in 
accident prevention research.

Oftentimes, before basic research findings can be applied for the 
purpose of saving human lives, an intermediate step is needed— 
namely, applied research. The breadth of the accident research prob
lem, its depth and scope, suggest the necessity of greatly  increasing the 
number and types of applied research projects which are so essential 
to the application of newly won basic knowledge.

There is the problem of att ract ing,  and maturing, a growing number 
of highly  qualified research workers in the field of accident prevention. 
A technique found very useful and productive by other institutes has 
been the ir program of

RESEARCH FELLOW SHIPS

It  is planned that  accident prevention research fellowships will be 
provided to insure staedy flow of qualified researchers into the ranks 
of those who dedicate their  lives to finding the t rue causes of highway 
accidents.

Mr. Roberts. I do not want to in terrupt your testimony, but we have 
a fine group of high school students here from Florida. They, prob
ably, do not know you. This  is our Secretary of Health , Education, 
and Welfare,  the Honorable  Abraham Ribicoff.
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I assume tha t they know this gentleman over here from Florida— 
the Representative from F lorida, and th is is Mr. Schenck, the gentle
man from Ohio; Mr. Nelsen, the gentleman from Minnesota, and Mr. 
Thomson, the gentleman from Wisconsin.

This is the  Subcommittee on Hea lth and Safety of the  House Inter
state and Foreign Commerce Committee. We are very grateful  to you 
for appearing at  this hearing. I am sorry tha t we do not have enough 
seats for  you, but I know that you will enjoy your visit to the Capitol. 
It  is a pleasure  to have you with us.

Secretary  R ibicoff. Since th is is a part  of safety, and I have spent 
€ years working with youngsters of  this age, may I  comment to them 
for a few seconds? I think  it might be helpful to the committee as 
well.

I will ask what age groups you young ladies and men represent ?
Mrs. Doris Lewis. This is the membership of new Mu Alpha Theta, 

which is a mathematical organization, a national organization. And 
these people represents our 11th and 12th grade students in the mathe
matics departmen t who have a ttain ed distinction in mathematics.

Secretary Ribicoff. How many of you drive automobiles; raise your 
hands ?

Prac tically all of you.
Mr. Chairman,  I  would just like to point out that  the greates t inci

dence of accidents takes place in the group tha t is covered by this age 
category tha t we have here. It  is a great tragedy that young people 
such as these, who are about to enter  their full careers in life and are 
the apples of their  respective paren ts' eyes, because of recklessness 
and indifference, cause not only death and suffering to themselves, but 
cause so much harm and pain to their  friends and families. And it 
cannot be too much emphasized or emphasized too strongly that the 
need we have in America is to have in the minds of the young boys and 
girls, such as these, the  need for  courtesy, fo r obedience of the laws, 
for understanding and common decency in the driving of an auto
mobile.

Basically, older people get bad driving habits and there is not much 
we can do about that, but if  youngsters, such as these, get good driving 
habits at this age, they will last  a lifetime. Education is one of the 
most important factors, along with  enforcement and engineering, to 
solve this crime.

I have said many, many times in talking to high school groups such 
as this—and I have been around in  my Sta te talk ing to these groups— 
tha t one of the ways to cut this down is fo r you young g irls  to stop 
dating the “wise guys” in your classrooms, because the average boy 
16 or 18 years of age th inks he is a pretty  big pumpkin, Mr. C hair
man. And he likes to get in an automobile, and he likes to show off, 
and he gets  into tragedies. He tri es to beat that red light, and he tries 
to beat someone in gettin g away in traffic. They do not pay much 
attention . Of course, this one-armed driving does not do any good 
in highway safety either. [Laughter .]

I have always said tha t if, instead of the “wise guy” being the 
popular fellow in the class, if  the  gir ls would stop dating the boy who 
does not drive carefully, who speeds and is reckless, you would find 
the young men would sta rt driv ing  their cars in a good manner.
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So you, young ladies, have a big role to play, and I  do hope that you 
will heed this, the g reat loss to this country, and the fact tha t among 
this  group  there  is represented the greates t incidence of highway acci
dents and deaths in America.

Mr. Roberts. Thank you.
Mr. Rogers of Flor ida.  Thank you, Mr. Chairman, and thank you 

Mr. Secretary, for your remarks  to this group from Vero Beach. I 
know they have apprec iated your remarks. I think you realize that 
it  is an honor to have the Secretary  of H ealth, Education, and Wel
fare inte rrup t his testimony to  the committee to ta lk to you. He has 
had  a most distinguished career as the Governor of his own State and 
is now serving as Secretary  in the Cabinet.

We are proud of these students. They will heed your advice, be
cause they are all A students. I know they will take the responsi
bili ty of  your remarks.

Than k you for your courtesy.
Secretary Ribicoff. I  thank you. I  have seen bright youngsters 

like these. I know what you are doing, Mr. Chairm an and this  com
mittee, is just aimed at saving the lives of children such as these and I  
wanted to address a few remarks to them.

Mr. Roberts. We certain ly appreciate tha t. You may proceed. 

SIM U LA TIO N

Secretary Ribicoff. No discussion of research, no matter how brief, 
could be considered complete without at least passing mention of the 
need for the development o f simulation devices as tools fo r research 
workers who wish to study the effect tha t human factors have on 
accident causation.

I t is dangerous to experiment with drivers of automobiles in actual 
driv ing situations. Such a process is also extremely costly since a 
traffic accident occurs only about every 60,000 miles of travel. There
fore it is essential to support  the developmental research required ta  
perm it the construction of  several prototype simulators so that  drivers 
can be studied under controlled conditions, in safe environments, thus 
avoiding the expensive nationwide epidemiological network tha t 
might otherwise be necessary (if  it were feasible ).

In  addition  to supporting the construction of several prototypes 
of true simulators in which the d river has the illusion of almost com
plete reality, there also is a necessity to support the development re
search involved in  producing part-task simulators which can produce 
valuable and needed inform ation  in such limited areas of driv er 
interest as vision, hearing, reflexes, etc. However, the validity  of 
the research findings of par t-task simulators can only be validated 
by checking out samples of th eir research findings on a t rue simulator .

At  the recent workshop held in Santa Monica, Calif ., on the subject 
of s imulation (this conference was jointly  sponsored by the Automo
tive Safety Foundation, Publ ic Health Service, and the Bureau of 
Public Roads), there was a remarkable unanimity of opinion concern
ing  the need for producing a fa ithful simulation of th e driving situa
tion, just as the Armed Forces have found it necessary to produce a 
fai thful simulation of flight experience using various models of planes, 
and the Navy with various types  of submarines.
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Since this group of experts in simulation and research have arrived 
at this conclusion, efforts will be extended to provide to researchers 
in the field of accident prevention the one tool tha t apparently is 
essential to unlocking so many of the hither to inaccessible mysteries 
associated with traffic accident causation.

In brief, the Department will move rapidly to close the gap in ap
plied technology between current  research instrumentation and instru
mentation that will take advan tage of present technological knowl
edge recently developed.

In  no other way can progress toward the goal of iden tifying and 
proper ly evalua ting the human factors involved in traffic accident 
causation be made so rapidly and effectively.

APPLICATION

Some facts are so obvious, they long escape detection. This  is par
ticularly true  of the  fact t ha t no matter how enlightening  a research 
project  may turn  out to be, it  remains of only academic interes t until, 
through applied science, it  is translated into a  lifesaving potential.

Throughout the  United  States there are scattered  concentrations of 
interest, skill, and ability tha t can be read ily mobilized to fight the 
war on accidents if only a small contribution can be made available, in 
the form of project grants, to assist in the inauguration of unused 
plans and programs. Pump priming is badly needed. I t is planned 
to seek methods whereby these interests and skills can be mobilized, 
part icularly  at the local level, in the  next few years.

With a little help or boost, there are hospitals which can improve 
the training of their emergency squads; there are poison control cen
ters which can conduct poison prevention programs; there is a tre 
mendous latent interest  in traffic accident prevention projects in many 
universities and schools throughou t the Nation which can be activated 
if booster shots are made available. A number of motor vehicle ad
minis trators , medical societies, and health  departments are concerned 
and alarmed about the primitive  status of drive r licensing in their  
States  and communities. They want  to change this condition. With  
a lit tle outside help they can bring about the changes tha t are needed. 
The Department plans to assist them in getting their long-delayed 
plans underway.

The capabil ities of the Departm ent of  Health , Education , and Wel
fare, part icula rly the Public  Hea lth Service, to give professional ad
vice to the many persons and agencies who daily seek answers to tough 
problems involving Sta te or local traffic accident prevention will be in
creased rapidly. Each of these inquiries represents the nucleus of  a 
community activity  which, if properly nourished, can grow in to a life
saving action program. Exp erts in traffic safety, many o f whom are 
currently available to the Publ ic Health Service as consultants, will 
be called on with much g reater frequency to extend the capabilities 
of the Service in the general area of technical assistance and  consul ta
tion, part icularly  on matters pertaining to cutting down the toll of 
highway deaths.

Final ly, following the h istorica l success of the Department of Ag
riculture, young men and women will be trained  in the specialty of 
accident prevention;  they will be assigned to State  and local areas; 
there they will encourage and consult with local officials who wish to  
improve their  State or local traffic accident prevention services.
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These  youn g men an d wome n will need to be tr aine d,  bu t once tr aine d 
th ey  will  vas tly  expand  th e ab ili ty  of the  Dep ar tm en t of He alt h, 
Ed uc at ion,  and W elfare  to  ass ist in the  grow th an d develop men t of  
local pro jec ts in accordance wi th the  cap abilit ies , intere sts , and  ci r
cum stances in heren t in lo cal  situations.

IN FO R M A TIO N  E XCH ANGE

The grow ing  numb er of  proje cts  in all phases of  tra ffic safety  i n the 
Uni ted State s and the  m ou nt ing i nte res t i n t he  citi zenry in th is sub jec t 
have  created a d elug e of inc om ing  inform ation  con cer nin g State and  
local activ itie s. If  thi s i nformat ion is not scie ntif ical ly co llected , tabu 
lat ed , analyze d, and  made rea di ly ava ilab le fo r ra pi d dis sem ination  
to  othe r inte res ted  grou ps , one of the  most valua ble  weap ons of  the 
Dep ar tm en t’s traffic acc ide nt pre ven tion prog ram will  have  been 
neutr ali zed .

W hy  should comm unity  B struggle  th roug h the dev elopmental 
phase s o f a prog ram  or  projec t which , if  the experie nce  o f c ommunity  
A in con ductin g a sim ila r proje ct were rea di ly ava ilable , could be 
avo ided ?

I f  a unique and  successful method  fo r mot ivat ing citi zens to wear 
seat  bel ts is develo ped in one co mm uni ty, is it  no t wasteful  and foo l
ha rd y fo r oth er com mu nit ies  to rep eat the  same pr ojec t in orde r to  
ar rive  at  the  same r esu lts  ?

A wealth of  inv aluabl e da ta  alr eady  has  been coll ected in the  field 
of  t raffic accid ent preven tio n, both in the  areas of research and ap pl i
cat ion , by the  P ublic  Hea lth  Service. It  is p lan ned, the ref ore, to con
tin ue  the  develop men t of  be tte r and more  scient ifically  sound , effec
tive, and  economical me tho ds o f sol ici ting such valua ble  informa tion, 
dige sti ng  it, and  making it  rea dil y ava ilab le to othe rs  who show an 
in terest  in k ind red  pro jec ts and act ivit ies.

A modern inf orma tio n exchan ge prog ram can serve as the  focal 
po in t of  i nfo rm ation  gle aned  fro m the  experiences  of  S ta te  and  local 
agencies and oth ers.

Th is cen ter  will hav e th e res ponsibi lity fo r prod uc ing aud iovisual 
messages  in modern ga rb  t h a t can convey  even  to  th e mi ldl y i nte res ted  
knowledge th at  has been coll ecte d fo r educa tional  purposes.

TRAINING

I t  is the  plan  o f the Dep ar tm en t of  Hea lth , E du ca tio n,  and Welf are  
to develop  three typ es  of  tr ai nin g ac tiv itie s to pro duce an adequa te 
nu mber of  physicians, pu bl ic health worke rs, and  mem bers  of all ied  
pro fes sions to c arr y the  gr ow ing bur den s imposed  b y the  comp lexities  
of  modern  traffic.

1. Sh or t cou rses and  s em ina rs will be held  fo r the purpo se of  t each 
ing newcomers the  concepts, princi ple s, and pract ice s which are  pe 
cu liar  to  th is new branch  of  public  health. The se sem ina rs are  in 
gr ea t dem and  t hrou gh ou t the State s and  in many localit ies.

2. Medium-r ange courses  of  4 to  8 mo nth s’ du ra tio n will be held to  
tr ai n  young men and women, and pub lic he al th  pro fes sionals as well,  
in acc ident preven tion  te chn iques. Such tr ai ni ng  courses  (cu rriculum s 
have  alr ead y been co nt racte d fo r) will  pro vide the m atur ity  in acci-
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dent prevention required of staff members assigned to States  and 
localities. These courses, however, will also be available for the 
training of State and local sponsored trainees.

3. Long-range training will be provided in increasing amounts in 
a growing number of schools of public health, medical schools, and 
other professional schools for  the purpose of encouraging physicians, 
public health workers, engineers, nurses, and others to integrate acci
dent prevention activities into the ir daily tasks wherever they may 
be located or employed.

Fina lly, it is planned to provide train ing grants to institut ions to 
make it possible for more accident prevention materia ls and projects 
to be included in everyday teaching curriculums.

Gentlemen, the Public Health Service is going to do its best to  save 
the lives o f the people of our Nation.

Mr. Roberts. Thank  you, Mr. Secretary. The subcommittee, cer
tainly, appreciates  your statement on the information contained in 
there as it reflects the efforts made by the Depar tment  of Health, 
Education, and Welfare in a very impor tant field.

I appreciate the fact you pointed  out as to the increase in basic 
research, in your plans to support these various projects  which we 
believe will give us some answers in this field where there is not too 
much real activity so tha t we may save more lives and prevent injuries.

T would like again to thank you very much for the endorsement of 
TI.R. 1341. While the cha irman of this subcommittee does not believe 
tha t this part icular bill is the total answer, we do believe tha t it 
will establish the leadership of the Federal Government in this par 
ticular field and the public will be guided somewhat by the fact tha t 
these safety devices afte r having been recommended by a proper  
department of Government are included on cars as standard  equip
ment.

We think, too, that this bill will give us a body of statistics  as to 
the value of these particula r devices which we have not had in the 
past.

I notice tha t what you had to say about the problem in reference 
to a  simula tor. I would like to know if you can tell us what is being 
done in tha t field at  the present time.

Secretary Ribicoff. Mr. Chairman, for the purpose of the record, 
since you mention the grants , I would like to have inserted in it the 
full l ist of g rants  and the amounts, which I  think would be very inte r
esting to the committee.

Mr. R oberts. Without objection tha t may be done. Th at will give 
the names of the institutions?

Secretary R ibicoff. And the people and the type  of research grants 
tha t are being carried on across the  Nation at the present time.

I think it would be informative and, also, instructive and interest 
ing-

(The tabula tion follows:)



G
ra

nt
 N

o.

R 
O-

43
67

(C
4)

...
...

...
...

...
...

...
RO

-5
34

8(
C2

)..
...

...
...

...
...

...
.

RO
-5

35
9(

C2
)..

...
...

...
...

...
...

.
RQ

-5
57

7(
C2

)..
...

...
...

...
...

...
.

RG
-5

78
6(

C1
)..

...
...

...
...

...
...

.

R
0-

69
37

(C
l).

...
...

...
...

...
...

..
R 

0-
60

73
...

...
...

...
...

...
...

...
...

..
RO

-6
08

4(
Cl

)..
...

...
...

...
...

...
.

RG
-6

09
0(

Cl
)..

...
...

...
...

...
...

.

RG
-6

09
1(

Cl
)..

...
...

...
...

...
...

.
RG

-6
09

4.
...

...
...

...
...

...
...

...
...

.
RQ

-6
28

4(
C1

)..
...

...
...

...
...

...
.

R
0-

62
96

...
...

...
...

...
...

...
...

...
..

RO
-6

35
9(

C1
)..

...
...

...
...

...
...

.
RO

-6
38

4(
C1

)..
...

...
...

...
...

...
.

RG
-6

50
6(

Cl
)..

...
...

...
...

...
...

.
RQ

-6
55

0.
...

...
...

...
...

...
...

...
...

.
RO

-6
65

8.
...

...
...

...
...

...
...

...
...

.

R 
0-

67
17

...
...

...
...

...
...

...
...

...
..

RO
-6

76
3(

A
)..

...
...

...
...

...
...

...
RO

-6
79

8(
A

)..
...

...
...

...
...

...
...

R 
0-

68
19

...
...

...
...

...
...

...
...

...
..

R 
0-

70
11

...
...

...
...

...
...

...
...

...
..

R
0-

70
25

...
...

...
...

...
...

...
...

...
..

R
0-

70
44

...
...

...
...

...
...

...
...

...
..

Ac
ci

de
nt

 p
re

ve
nt

io
n 

re
se

ar
ch

 g
ra

nt
s

Pr
in

ci
pa

l  i
nv

es
tig

at
or

 a
nd

 I
ns

t i
tu

tio
n

Ti
t l

e 
of

 p
ro

je
ct

Fi
sc

al
ye

ar
19

60
Fi

sc
al

ye
ar

19
61

Fi
sc

al
ye

ar
19

62
Fi

sc
al

ye
ar

19
63

Fi
sc

al
ye

ar
19

64

M
r.

 M
er

w
yn

 A
. K

ra
ft,

 C
or

ne
ll 

U
n i

ve
rs

ity
...

...
...

D
r .

 D
. M

. 
Bi

ss
el

l, 
Sa

n 
Jo

se
 H

ea
lt

h 
D

ep
ar

tm
en

t. 
M

r .
 J

am
es

 S
. B

ak
er

, N
or

th
w

es
te

rn
 U

n i
ve

rs
it

y.
.

D
r .

 J
. R

os
w

el
l 

G
al

la
gh

er
, H

a r
va

rd
 C

ol
le

ge
__

__
D

r.
 I

rv
in

g 
M

er
ril

l,  
M

ic
hi

ga
n 

St
at

e 
U

ni
ve

rs
it

y.
D

r  
Ja

m
es

 
R.

 
M

cC
ar

ro
ll ,

 
Co

rn
el

l 
U

ni
ve

rs
ity

 
M

ed
ic

al
 C

ol
le

ge
.

D
r.

 J
ac

k 
W

. 
D

un
la

p,
 P

ub
lic

 S
er

vi
ce

 R
es

ea
rc

h 
In

sti
tu

te
,  

In
c.

D
r.

 A
lfr

ed
 L

. 
M

os
el

ey
, 

pr
es

id
en

t  a
nd

 fe
llo

w
s o

f 
H

ar
va

rd
 C

ol
le

ge
.

D
r.

 L
es

lie
 C

or
sa

,  
Jr

., 
St

at
e 

of
 C

al
ifo

rn
ia

 
D

e
pa

rtm
en

t o
f P

ub
l i

c 
H

ea
lth

.
D

r.
 A

br
am

 M
.  

Ba
rc

h,
 

M
ic

hi
ga

n 
St

a t
e 

U
ni


ve

rs
ity

.
D

r.
 O

eo
rg

e 
O

. S
ni

ve
ly

, S
ne

ll 
M

em
or

ia
l F

ou
nd

a
tio

n ,
 I

nc
.

D
r.

 Ja
m

es
 J.

 R
ya

n,
 U

ni
ve

rs
ity

 o
f M

in
ne

so
ta

__
_

D
r.

 H
ar

o l
d 

L.
 H

en
de

rs
on

,  
D

riv
er

s 
Sa

fe
ty

 S
er

v
ic

e,
 I

nc
.

D
r.

 B
ru

ce
 D

. 
G

re
en

sh
ie

ld
s ,

 t
he

 r
eg

en
ts 

of
 th

e 
U

ni
ve

rs
ity

 o
f M

ic
h i

ga
n.

D
r.

 H
e r

be
rt 

R
. L

iss
ne

r, 
W

ay
ne

 S
ta

t e
 U

ni
ve

rs
ity

. 
M

r .
 M

er
w

yn
 A

. 
K

ra
ft,

 F
lig

ht
 S

af
et

y 
Fo

un
d a


tio

n,
 I

nc
.

D
r.

 R
ob

er
t 

A
. 

Sp
ic

er
, 

D
ep

ar
tm

en
t 

of
 H

ea
lth

, 
H

on
ol

ul
u,

 H
aw

ai
i.

M
r.

 M
er

w
yn

 A
. 

K
ra

ft,
 F

lig
ht

 S
af

et
y 

Fo
un

da


tio
n.

 I
nc

.
D

r .
 E

dw
ar

d 
R.

 S
ch

le
sin

ge
r, 

H
ea

lth
 R

es
ea

rc
h,

 
In

c.
, A

lb
an

y,
 N

.Y
.

D
r. 

Jo
hn

 L
. 

W
hi

te
la

w
, M

ic
h i

ga
n 

St
at

e  
U

ni
ve

r
sit

y .
D

r.
 L

eo
n 

Br
od

y,
 N

ew
 Y

or
k 

U
n i

ve
rs

i ty
...

...
...

.
M

r.
 J

. H
. 

M
at

he
w

so
n,

 U
ni

ve
rs

ity
 o

f 
Ca

lif
or

ni
a 

at
 L

os
 A

ng
el

es
.

D
r. 

St
an

le
y 

A
. 

A
be

rc
ro

m
bi

e,
 N

at
io

na
l 

Ed
uc

a 
tio

n 
A

ss
oc

ia
tio

n.
D

r.
 H

er
be

rt
 II

. J
ac

ob
s, 

Pu
bl

ic
 S

er
vi

ce
 R

es
ea

rc
h 

In
sti

tu
te

,  
In

c.
D

r. 
Ro

be
r t

 P
. 

Sh
um

at
e,

 I
nt

er
na

t i
on

al
 A

ss
oc

ia


tio
n  

of
 C

hi
ef

s o
f P

ol
ic

e 
(D

i s
tri

ct
 o

f C
ol

um
bi

a)
.

A
ut

om
ot

iv
e 

cr
as

h 
i n

ju
ry

 r
es

ea
rc

h .
. .

...
...

...
...

...
...

.
A

cc
id

en
ta

l 
po

iso
ni

ng
 a

s a
 c

as
ef

in
di

ng
 p

ro
ce

du
re

. 
Ex

pe
rim

en
ta

l c
as

e 
st

ud
ie

s o
f t

ra
ffi

c 
a c

c i
de

n t
s .

.. .
Ca

us
es

 o
f a

u t
o 

ac
ci

de
nt

s 
of

 a
do

le
sc

en
t d

r i
ve

rs
__

Ev
al

ua
tin

g 
h i

gh
w

ay
 t

ra
ffi

c 
sa

fe
ty

 m
ot

io
n 

pi
c

tu
re

s.
Fi

el
d 

ex
pe

rim
en

ta
l s

tu
di

es
 o

n 
ac

ci
de

nt
a l

 tr
au

m
a .

A
cc

id
en

t-i
nd

uc
in

g 
ch

ar
ac

te
ri

sti
cs

 o
f 

m
ot

or
 v

e
hi

cl
es

.
Re

se
ar

ch
 o

n 
fa

ta
l h

ig
hw

ay
 c

ol
li s

io
ns

...
...

...
...

...
...

. .

Ep
id

em
io

lo
gy

 o
 ic

hi
ld

ho
od

 a
cc

id
en

ts
...

...
...

...
...

...
.

Sk
ill

 d
ec

re
m

en
t 

n 
co

nt
in

uo
us

 d
r i

vi
ng

..
. .

. .
. _

__
Im

pa
ct

 a
tt

en
ua

tio
n 

in
 p

ro
te

ct
io

n 
ag

ai
ns

t 
co

n
cu

ss
io

n.
Sa

fe
ty

 d
ev

ic
es

 fo
r a

ut
om

ot
iv

e  
ve

hi
cl

es
...

...
...

...
...

...
.

M
as

s 
co

m
m

un
ic

a t
io

n 
an

d  
gr

ou
p 

di
sc

us
sio

n 
te

ch
ni

qu
es

.
D

riv
in

g 
be

ha
vi

or
 a

nd
 tr

af
fi

c 
ac

ci
de

n t
s..

...
...

...
...

...
.

Ef
fe

ct
s o

f a
cc

el
er

at
io

n  
on

 th
e 

hu
m

an
 sk

el
et

on
...

...
.

A
vi

a t
io

n 
cr

as
h 

in
ju

ry
 re

se
ar

ch
...

...
...

...
...

...
...

...
...

..
H

um
an

 fa
ct

or
s i

n 
tra

ffi
c 

ac
ci

de
nt

s..
...

...
...

...
...

...
...

...
Re

se
ar

ch
 in

 g
en

er
al

 a
vi

at
io

n 
sa

fe
ty

...
...

...
...

...
...

...
...

Ro
ck

la
nd

 
Co

un
ty

 
ch

ild
 

in
ju

ry
 

pr
ev

en
tio

n 
pr

oj
ec

t.
Bi

bl
io

gr
ap

hy
 o

f 
hi

gh
w

ay
 t

ra
ffi

c 
sa

fe
ty

 l
ite

ra


tu
re

.
N

ee
de

d 
re

se
ar

ch
 o

n 
ch

i ld
 a

cc
id

en
t p

r e
v e

n t
io

n.
.. 

Tr
an

sp
or

ta
tio

n 
hu

m
an

 f
ac

to
rs

: 
Pt

. 
I 

ph
ys

ic
a l

 
fo

rc
es

.
Sc

ho
ol

-ag
e 

ac
ci

de
nt

s 
an

d  
ed

u c
at

io
n.

...
...

...
. .

...
...

..
D

ri
ve

r 
ed

uc
at

io
n 

an
d  

ac
ci

de
nt

-a
vo

id
in

g 
be


ha

vi
or

.
Th

e  
ef

fe
ct

 o
f e

nf
or

ce
m

en
t o

n 
dr

iv
in

g 
be

ha
vi

or
...

$1
18

,
13

, 
86

, 
30

,
14

,
63

,44
8

13
9, 56
,

12
,

10
,

46
,

15
,

19
,6

10

$1
18

,24
2

21
,87

7
$1

18
,24

2 
17

,6
82

53
,44

8

84
,95

3
15

9,
33

2

53
,27

0

10
,3

50

6,
50

0

18
3,

78
3

$2
11

,3
12

11
,73

0

1,
23

6 

19
,61

0

43
,98

5

36
, 7

54

52
,75

6 
55

,48
6 

46
,14

2 
87

,90
7

66
1

37
3

$3
73

25
,00

0

37
,49

0
10

,86
8

236 MOTOR VE HI CL E SAFETY STANDARDS

17
,82

5

47
, 7

41



• 
t

R
G

-7
05

0.
...

...
...

...
...

...
...

...
...

...
..

R
G

-7
05

1.
...

...
...

...
...

...
...

...
...

...
..

R
G

-7
36

5.
...

...
...

...
...

...
...

...
...

...
..

R
G

-7
95

8.
...

...
...

...
...

...
...

...
...

...
...

M
-1

92
8 

(S
S

S
-A

P
)..

...
...

...
...

.

M
-2

40
7 

(S
S

S
-A

P
)..

...
...

...
...

.

M
-4

94
5 

(S
S

S
-A

P
)..

...
...

...
...

.
M

-2
35

3 
(S

S
S

-A
P

)..
...

...
...

...
.

M
r.

 J
oh

n 
H

. 
M

at
h

ew
so

n,
 U

ni
v

er
si

ty
 o

f 
C

al
i

fo
rn

ia
.

D
r.

 E
dw

ar
d

 J
. 

Sh
o

be
n,

 J
r.

, 
T

ea
ch

er
s 

Co
lle

ge
, 

C
ol

u
m

bi
a 

U
ni

v
er

si
ty

.
D

r.
 J

am
es

 
L

. 
M

al
fe

tt
i,

 T
ea

ch
er

s 
Co

lle
ge

, 
C

o
lu

m
bi

a 
U

ni
v

er
si

ty
.

D
r.

 
L

eo
n 

G
. 

G
ol

ds
te

in
, 

G
eo

rg
e 

W
as

h
in

gt
o

n 
U

ni
v

er
si

ty
.

D
r.

 
A

le
xa

nd
er

 
J.

 
T

ut
le

s,
 

C
on

ne
ct

ic
ut

 
S

ta
te

 
D

ep
ar

tm
en

t 
of

 H
ea

lt
h.

D
r.

 S
aa

d 
S.

 G
ad

al
la

, 
U

ni
v

er
si

ty
 o

f M
is

so
u

ri
..

..

C
yr

u
s 

M
. Y

or
k

, A
m

er
ic

an
 I

ns
ti

tu
te

 fo
r 

R
es

ea
rc

h.
 

D
r.

 J
. 

P
. 

G
ui

lf
o

rd
, 

U
ni

v
er

si
ty

 o
f 

S
ou

th
er

n
 C

al


if
or

ni
a.

A
ut

o
m

ob
il

e 
co

lli
si

on
 i

n
ju

ry
 e

x
pe

ri
m

en
ts

, 
si

de
- 

im
pa

ct
s.

D
ev

el
o

pm
en

t 
of

 a
 c

ri
te

ri
o

n 
fo

r 
dr

iv
er

 b
eh

av
io

r.
.

M
ea

su
ri

ng
 t

ea
ch

er
 e

ff
ec

tiv
en

es
s 

in
 d

ri
ve

r 
ed

uc
a

ti
on

.
G

ro
up

 d
yn

am
ic

 s
tu

dy
 o

f 
dr

iv
er

 a
tt

it
ud

es
 a

nd
 

dr
iv

in
g 

be
h

av
io

r.
F

am
il

y 
in

ju
ry

 s
ur

ve
y-

---
---

---
---

---
---

---
---

---
---

---
---

---

Se
le

ct
ed

 e
nv

ir
on

m
en

ta
l 

an
d 

hu
m

an
 f

ac
to

rs
 a

s
so

ci
at

ed
 w

it
h 

in
ci

de
n

ce
 o

f 
fa

rm
 a

cc
id

en
ts

 i
n 

M
is

so
ur

i.
V

is
ua

l s
ig

na
l 

co
ns

pi
c

ui
ty

...
---

---
---

---
---

---
---

---
---

---
C

al
if

or
ni

a 
ac

ci
de

n
t-

re
; 

ea
te

r 
dr

iv
er

s 
sc

al
es

...
...

...
...

.

T
ot

al
.

26
 6

67

41
,8

76

26
 1

79

8,
10

8

17
,6

23
18

,3
15

90
,0

00
90

,0
00

90
,0

00

56
, 5

80

51
 1

41
30

,1
07

2,
30

0
10

,7
45

1,
25

8,
62

5
1,

06
0,

62
5

55
8,

26
2

31
2,

55
3

MOTOR VEH IC LE  SAF ETY  STANDARDS to



238 MOTOR VE HICL E SAFETY STANDARDS

Secretary Ribicoff. I would like to make one fu rth er comment on 
your statement before Dr. Chapman talks about the s imulator.

I think you are absolutely r igh t on the track, Air. Roberts.
I feel tha t it is too bad th at  a bill like th is even has to come into 

being, because I  would hope that the automotive indust ry, on its own, 
would automatically, as soon as any safety feature  came into being, 
put it into the automobile as standard  equipment.

I do not think tha t there is any question tha t we are engineering 
too many fancy frills  into automobiles. And there are many other 
factors  t ha t are safety factors tha t could go in and are not going in.

We also keep in mind that the best automobile is not the fanciest 
automobile, and yet i f the  automobile industry  does not take this lead 
I am sure tha t under a measure such as this, once the Federal Govern
ment writes it into its specifications for the automobiles it purchases, 
as you have pointed out, it will require them to put in the equipment, 
and it will be hard  for the automobile industry to refuse to put it in 
their  cars as standard equipment to be sold to every American who 
wants to drive an automobile.

That is why, frankly, I am so happy to see what you a re doing, be
cause I think  you are break ing impor tant ground. And what you 
will accomplish by such a measure could lead to many safety features 
for the welfare of all of the people and I  am sure will save many lives of fellow Americans.

You may be assured o f my personal, insofar as the Department is 
concerned, complete cooperation with your committee in trying to 
accomplish the objectives this committee has in mind.

Dr. Chapman. I can say in answer to your question, that in 1958, 
upon the  advice of experts, the Public Health  Service contracted with 
Cornell Aeronautical Research Laboratory to conduct feasibility 
studies to determine whether it was feasible to conduct and develop 
a “true” simulator. Upon the ir advice, it was agreed tha t such a simulator was feasible.

At tha t time, however, there  was a great lack of appreciation of 
what a simulator was. Many people confused it with train ing 
devices. And it was for tha t reason tha t, with the cooperation of the 
Bureau of Public Roads and u nder  the aegis of the Automotive Safety 
Foundat ion, a conference was called last Februa ry in Santa  Monica, 
Calif., where many of the experts  who had worked on simulation 
devices in the airc raft  indust ry and in other fields met, together with 
other research workers who were not so w’ell informed, and discussed 
the potential ities of simula tion; tha t is, broad simulation techniques, 
rath er than  merely a true simulator. It  was from that  conference 
tha t a bette r understanding of the role of the need, not only for true 
simulation, but also for part-time s imulators, came.

In  preparat ion for this  conference, we conducted a simulation study 
in Connecticut. I t dealt with firemen who volunteered to go without 
sleep for  24 hours, to compare thei r performance aft er the  24-hour lack 
of sleep and their  ability to perform these tasks prio r to that. Of 
course, there  was a great degradation of ability  in perfo rming these assigned tasks.

They found a conflict in the results with the use of alcohol. They 
gave the alcohol in amounts that  would raise the blood level to 0.05. 
The volunteers did not know who received the intoxicants. We found a great conflict there.
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Some of those who did not get any alcohol had decreased ability to 
do the tasks. They convinced themselves that they were intoxicated, 
shall we say. And some of those who got the alcohol d id not show 
the expected degradation of reaction. So this calls attention to the 
need for precise research in tha t area and for  not jumping to con
clusions.

Other tests were done.
The end result is, I believe, th at the beginnings have been made in 

simulation devices. And  if additional research gran ts are provided, 
the partially developed simulators can become true  simulators  within 
a very short period of time.

Mr. Roberts. I am glad to have tha t explanat ion, because, fanklv, 
to my knowledge the simulator I felt was pretty  well confined to efforts, 
I believe, which were under  study for some time and the building of one 
tha t could be made available and it should be made available to the 
schools throughout the country and to have an adequate course in 
driving education.

Those are all of the questions the Chair  has. Are there any ques
tions from the members ?

Mr. Schenck. Mr. Chairman, T would like sincerely to commend 
my good friend, Secre tary Ribicoff, for  the splendid work he is doing 
and for his excellent statement, all of which is most encouraging to 
the members of this subcommittee.

I should, also, like to thank him and to commend him for his very 
effective statement off the cuff, if you please, to this very fine group 
of high school students from Vera Beach.

I notice tha t on pages 13 and 14 of your statement, Mr. Secretary, 
you referred under the caption, “Inform ation  Exchange,” to the ad
vantage of the exchange of information, probably through your 
Department, I am wondering if you could explain how the communities 
could take advantage of studies made in other communities.

Secretary Ribicoff. I have found this, that  there is a great, great  
interest,  sir, in this whole field of highway safety. This is a concern 
of every mayor, of every Governor, and of every thinking citizen. 
The press is very much interested in highway safety. Highway safety 
drives are going on in all o f the 50 States. Citizens and public officials 
are equally concerned.

Many people are dupl icating their  work. Community A over a 
period of years has tried a method that has either succeeded or failed 
and community B decides, on its own, without  ever knowing, that  it is 
going  to  use this method. It  might save a lot of money and time if 
it knew tha t past experience has indicated it s success or failure.

Once the Department collates all of this information together we 
will invite communities and States, mayors and Governors, etc., who 
are interested in highway safety not to hesitate either to come to 
Washington personally or to write to us telling us what they are inte r
ested in tryin g to do, asking for information; and to have a libra ry 
established with pamphle ts, with tables, with methods, with pictures, 
with experience of what has been done and the results. And, there
fore, with this clearing house in the Federa l Government and accessi
bility  to it, you will find th at the good methods will be adopted and 
the bad methods will be re jected.

7070ft— 61- 17
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I t is something tha t could do an incalculable good for every com
muni ty in this country because I do not think there is a man or a 
woman in America who has not directly or indirec tly been affected 
by an accident. Many of us have lost close relatives. The papers 
each day in every community in America li st the highway deaths of 
people known to everybody else in the community.

The fantastic  cost of insurance each year goes up and up and up, un
til  it  gets so that  it  is becoming economically very, very tough to drive 
a car , i f you have a sense of responsibility and you w ant to take care 
of a person who is in jured.  If  we are not careful and do not reduce 
the cost of highway accidents—if we do not eliminate the deaths, we 
are going to find that  the automobile, instead of be ing a boom, is just 
a curse. An automobile is a boon, but we must make sure tha t we 
eliminate many of these hazards.

I think,  Congressman Schenck, th at you have p ut your finger in a 
very simple way on one of  the most impor tant phases of the question 
of giving information to whoever wants it. And I  think that America 
w’ants it.

I did find in my period as Governor, interested in this field, t hat  
newspaper editors, Governors, mayors, from all over the United States, 
used to come to Hart ford to talk about these problems, to see what we 
wanted to do, what we were trying to do, and where we were success
ful and where we had failed. There is so much interest in highway 
safety that  once this gets a boost from the Federal Government—once 
the people in whom this committee is interested know that  our Depart
ment is available to help, I think tha t we would s tar t accomplishing 
some plus factors in this whole field.

Mr. Schenck. I might  say th at I think  the public relations people 
in your Department should make sure tha t these various reports of 
studies would go to municipal and State officials and associations of 
municipal and State officials so tha t they may be informed as to the 
availability of this information in your Department. I think  this 
information should be made available when you have had an oppor
tuni ty to set up your library and information for them.

Secretary Ribicoff. Of course, we will always work very closely 
with the National Safety  Council which does an excellent job. I do 
not want you to think t ha t the  Government will do the whole job.

I think much of the experimentation and research that are being 
done will be available to the fullest extent possible. We would want 
to continue a cooperative effort with pr ivate agencies in this field, such 
as the Automotive Safety  Foundation, the National Safety Council, 
and other groups who are  doing an excellent job in this  field.

Bu t I think tha t all of us coordinating our efforts would be very 
helpful in this field.

Mr. Schenck. And, perhaps, the publication of the availabil ity of 
this in the so-called trade journal would be helpful.

Secretary  Ribicoff. And also, the State public health officials and 
our own Public Heal th Service officials are out among the States. 
They can be making this information available to all of the State 
people. In other words, our public health services, all over the 
United States can be helpful. As information is developed, it will be 
made available to the Governors of our  States and to the municipali
ties who I  know are very anxious to do thei r p art. I  have not known 
a Governor in the 50 States  who is not vitally  in terested in thi s field.
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And the mayors of the cities and others are interested in the work 
tha t is being done here.

Mr. Schenck. I want again  to express my apprec iation  to Secre
tary  Ribicoff for this very effective and helpful work th at  he is doing.

Mr. Rogers of Florida. I, too, appreciate the statement of the 
Secretary and the interest t ha t you have in this subject which, I think,  
will be shown in the work that  follows.

I have a feeling, however, that , perhaps, we could do more th an act 
as an information center. I realize the importance of th at, but I  have 
the feeling, and I have been in this field and have worked with it, cer
tainly , for some time. I know tha t your work has been outstanding 
on this subject.

I t seems to me tha t we really are not concent rating enough yet 
on safety first in this whole problem.

I notice in your  statement on page 9 where you s ay :
Today the Public  Hea lth Service has  no f aci litie s for  conducting int ra-mu ral  

researc h in accident causation sim ila r to the  intr a-m ura l research faci litie s 
that  are avai lable to  other na tio na l research  centers, such as  the Nat iona l In 
sti tu tes of Health.

It  seems to me that this research would be a proper thing for the 
Fede ral Government to do basic research on. We want  to find out 
what the real problems are, instead  of a rather hit  and miss program 
as it is thus far.

I wonder what the Secre tary might think about expanding this 
sort of  program and, perhaps, developing some facilities for  our doing 
some research along these lines, rather than  pu ttin g out a basic grant 
here and there  which is done in the health field. I know tha t you place 
gran ts among various colleges and universities and I know tha t is 
very effective and necessary, but I s till do not think  that we are taking 
the leadership in get ting to  the core of the problem by simply saying, 
“We are going to pu t out some pamphlets and send out some men and 
have them talk  a little bit  about it.” I think we have to meet the 
problem head on and actually do some research to solve these problems.

Here are 40,000 people who die by automobile accidents. We do 
not vet have any fac ilities in the  Federal Government to research these 
problems and to find out the real  causes and what can be done about 
them.

Secretary Ribicoff. I  think that  you are right . Fir st,  may I  say 
I  have been Secretary only since Janu ary  20.

Mr. Rogers of Florida. I realize that. I realize that. I  am not 
criticizing you.

Secretary Ribicoff. Basically, I  would say tha t I  thin k you are 
on the rig ht  t rack. Of course, to  be able to do th is we will have to 
have some more funds, you understand.

Mr. Rogers of Florida. Yes.
Secretary Ribicoff. I think you might be interested in this  list 

which I have asked to be included in the record. As I run my eye 
down the l ist on the grants , I  notice tha t there a re listed Cornell Uni 
versity, Northwestern,  Harvard,  Michigan State, Public Health In 
stitute, State of California, Michigan State, Universi ty of Minnesota, 
Unive rsity of Michigan, Wayne State  University, Fli gh t Safety 
Foundation,  Department of Hea lth, Honolulu, Michigan State, New 
York University, University  of Californ ia-Los Angeles, Inte rnat iona l
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Association of Chiefs of Police, University of Californ ia, Columbia 
University, George Washington University,  et cetera. In other  words, 
you will be very much interested in seeing the  amount of research 
through these grants tha t we are  doing.

Of course, there are many universities and many people vitally 
interested in this field, and we should encourage them to do as much 
as possible.

I would believe and I  would hope frankly, I would want this whole 
job to be done to the fullest extent possible tha t we can and to have 
the outside cooperation with universities and colleges tha t would like 
to cooperate. I do think  th at t here  is much more that can be done on 
an intramural basis, which we wrould like to do.

Mr. Rogers of Florida.  I would not expect every thing to be done 
here, but in drawing an analysis in the health field, we st ill have our 
facilities here which are developing dynamic progress. At the same 
time we are carrying out all of the grants  in other universities in 
various fields. We have put emphasis upon that  matter.

What , for instance, is the  budget now for accident prevention re
search ? I think  that you said $1 million was allocated in 1961. I am 
wondering what the actual budget for  research is.

Dr. Chapman. $1,400,000, approximate ly, th is year. We can place 
the exact figure in the record.

Mr. Rogers of Florida. It  would be helpful to have tha t infor 
mation.

Dr. Chapman. We can supply the exact amount for the record.
(The information follows:)

Bas ic re se arch  g rant s in fiscal ye ar  1961 to tal ed  $1,482,000. Of th e 33 researc h 
proje cts  su pported  in 1961, 23 de al di rect ly  w ith  vario us  phase s of traffic acc ident 
res earch .

Mr. Rogers of Florida. We have millions and millions of dollars 
being spent for research on health. We have 40,000 deaths with 4 
million people injured everv year  and our budget is $1,400,000, rough
ly. I see th at you have 122 people in accident prevention. You just  
came on the scene, I understand. I was pointing out some of the 
things  that concern, and how little we have been doing does con
cern me.

Secretary  Ribicoff. I think in all fairness, let me say this, I do 
not think  t ha t you are ever going to find the touchstone, the panacea 
to solve this entire problem. In all candor you have a human factor. 
And you never know what any man is going to do at any given time 
under  any given circumstance. There is so much that has to be 
done.

There is the question of enforcement. No matter what  research 
you do here, if the courts will not prosecute, if the police will not 
arrest and the arrested people are let out, the people are not educated. 
And if you do not take the students that we had here in the room 
this morning and give them good driving habits, you will lose much. 
You do not take advantage of the way you build roads. Afte r all, 
with the amount o f traffic, and the types of cars that you have, there 
are many factors of engineer ing that  you can put into the roads 
themselves.
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Th ere  is the  que stio n of  recipro city between St ates , and the  qu est ion  
of  w ha t the Ro berts  bi ll is a iming  at  r ig ht  now, s afety devices , a t least, 
to  min imiz e the  s everi ty of the  in jury  in case of  acc ident. Th ere are  
all  of these facto rs.

No mat ter what res earch  you do, you  will  alw ays have acc idents.  
I  th in k we sho uld  do ev erythin g we possibl y can  to min imize the 
acciden ts. Th ere  is no easy way to solve it. I  th in k th at  we wou ld 
be ma kin g a big mistake i f we let  people bel ieve t hat t he re is one  answ er 
to  acc ident prevention. We  must do ev erything  we can to min imize 
an d to decrease  accidents .

And  as  fas t as these ide as come, wh eth er the y come from the  St ates  
or  come from research  or  come fro m th is  com mit tee,  we sho uld  tr y  
to p ut them i nto  effect.

Mr. Rogers of  Flo rida . I  agree wi th  th at . Ce rta in ly , we cannot 
find an answer  wi th res pect to all  of  it. Th e question is wh eth er 
we are  doing  enou gh basic  researc h to find ou t wha t we should do to 
tr y  t o funnel in fo rm at ion ou t and  make it  avail able to those who are  
int ere ste d in do ing  som eth ing . For inst anc e, I  th in k th at  res ear ch 
on the  safety  facto rs on the cars alone , probably,  could  do a gr ea t 
dea l. I t  is st ar ting  now , I  thi nk . Lik e we say  in th is  bill , th is  is a 
righ t s tep in th at  dire cti on .

I was gla d to see yo ur  sta tem ent on ai r po llu tio n, which, I th ink,  
is a very necessary th in g.  Tha t act ion  has come abo ut from  the  las t 
Con gress, because we star te d to assert  some lea de rsh ip  in th is pa r
ticu la r field.

Mr.  Roberts. I f  you  will yield, I  shou ld like to have ins ert ed  in the  
rec ord  a sta tem ent in  th e Su nday  S ta r of A pr il  16 by Secre tar y 
Ribicoff.

(The  sta tem ent fo llo ws:)
(F ro m  th e Sun da y S ta r,  Ap r. 16, 19 61 ]

R ib ic o ff  A s k s  F u m es  Con tr ol

Welfare Secretary Ribicoff wants the auto manufacture rs to install devices 
on new cars to cut down exhaus t fumes.

If the auto industry doesn’t act voluntarily  to make the device standard 
equipment, Mr. Ribicoff sa id yesterday “then legislation to require it should be 
considered.”

Mr. Ribicoff’s predecessor, Arthu r S. Flemming, also had said the device 
should be made standard equipment. The auto manufacturers, according to 
an HEW spokesman, refused to put the device on all cars but agreed to make i t 
optional.

The device was pu t on cars to be sold in California, which has been struggling 
with “smog” problems for the past 10 years. Some cars with this device have 
reached Washington and buyers have paid the extra few dollars for it without  
knowing t hat  they were thus  contributing to cutting down air  pollution in the 
Nation’s Capital.

The gadget goes by various names, such as crankcase ventilation  control device 
or blowby device. It  diverts fumes of crankcase back into the engine to be 
reburned.

It was reported tha t a car  manufacturer reported in 1959 tha t crankcase 
blowby is responsible for from a quarter to a third  of the total pollution from 
car  fumes. When this report was tested in Los Angeles County and by Public 
Health  Service research officials, it was found tha t a significant portion of 
car fumes comes from this source.

Mr. Rogers o f Fl or id a.  I wanted fo r a minu te to  go int o thi s ques
tion. Ac cor din g to the  sta tem ent, 122 people hav e been assigne d to 
yo ur  acciden t divi sion . I  notice th at  34 are  engaged , pr im ar ily , in
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traffic accident prevention activities. What mainly are the other per 
sonnel concerned with ?

Dr. Chapman. Traditionally,  Public Health has been concerned 
with home safety for a number of years. I t was not until 1956-57 
that they finally broke through the barr ier and became interested in 
traffic safety. So natur ally , m relating our activities to the current 
activties in the States, we are more active, or have been trad itionally,  
in home safety  and in farm  safety and in these other types of safety  
activity rather than  in motor vehicle safety, but the contribution we 
are making, percentagewise, is growing much, more rapidly in the 
motor vehicle field in  the last few years.

Mr. R ogers of Flor ida.  W hat is your budget for these other safety  
activities ?

Dr. Chapman. Th at amounts approximately to $1,300,000. We can 
insert  the exact amount in the record.

Mr. Rogers of Florida. If  you will do so.
Dr. Chapman. We will.
(The information re ferred to follows:)

For  direct operation s in fiscal yea r 1961, including $1,440,300 was allocated, 
$643,400 for traffic acc iden t p revention.

Of the 122 full-time  employees, 34 are  in traffic saf ety  work.
Mr. Rogers of Florida . In  other words, you are speaking about 

$1,300,000 for other accident work?
Dr. Chapman. That is for direct  operation, about one-third of which 

is on motor vehicle safety  activity. About two-thirds of the basic r e
search funds are spen t on motor vehicle safety research. About one- 
thi rd of the funds for application is spent on the study of highway 
accidents, th at is, one-th ird of direct operation funds. Do you see 
what I mean?

Mr. Rogers of Flor ida.  Give me tha t again.
Dr. Chapman. We have a research budget of $1,400,000, covering 

33 projects. About 23 are directed toward highway safety research.
Mr. Rogers of Florida. Yes?
Dr. Chapman. We have about $1,400,000 for direct operation. Of 

this  amount, about one-third is spent on highway safety activity.
Mr. Rogers of Flor ida . Wha t percentage of the accidents are caused 

by automobiles; th at is of the total accidents?
Dr. Chapman. Motor vehicle accidents cause about 40 percent of 

the deaths each year, but home accidents cause the great majori ty of 
injuries. In other words, motor vehicle accidents tend to be more 
fatal , accident for accident, than home accidents are.

Mr. Rogers of Flor ida.  And there are about 4 million accidents, I 
believe, from automobiles each year.

Dr. Chapman. The re are 40,000 deaths.
Mr. Rogers of Flo rida . Yes.
Dr. Chapman. And a lit tle over 4 million injuries  from automobile 

accidents.
Mr. Rogers of Flor ida. I just wanted to say that  I  hoped in this 

study you would give some thoughts to increasing your basic research 
on these problems.

I am glad that the Secretary has gone into this subject and has taken 
a very vital interest  in i t. With  40,000 deaths a year, this is certainly 
one of the major fields th at needs research and leadership from the  
Federal Government.
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Secretary Ribicoff. At this point, I  would like to place in the 

record, Congressman Roberts, the statist ical summaries tha t would 
give the answers to the questions you jus t asked. You will have it for  
the purposes of the record.

(The document refe rred  to follows:)
Accid ent  P revention  P rogram— Sta tist ical  Sum ma ry

Director of prog ram: Dr. Pa ul  V. Jolie t.

Organizat ion (June SO, 1960)
U n it : Employees

Office of Ch ief__________________________________________________  7
O pe ra tion al  re se arc h_________________________________________________ 13
Program  services_______________________________________________  13
Nation al clearinghouse fo r poison control cen ters__________________  5

Personnel (as of  Ju ne SO)

1957 1958 1959 1960 1961 (e st i
m ate d )

P a id  e m p lo y m en t.................. ................... ............................. 5 43 37 38 128

I n  D is tr ic t of  C o lu m bia  a re a __________________ _ 4
1

37
6

32
5

32
6

87
41O uts id e  D is tr ic t of C o lu m bia  a re a______________

Funds (fiscal year)
[I n th ou sa nd s]

1957 1958 1959 1960 1961 (e st i
m ate d)

T o ta l ava il ab le ____________________________________ 49 318 325 355 1 271
A p pro p ri a ti ons ....................  .......................................... . . . 49 4 4 16 34T ra nsf er_____________________________ _____ . 4 4 16 34
F u n d s  a va il ab le  fo r: D ir ec t opera ti ons________ _____ 49 318 325 355 1,271

Program sta tis tic s (Uni ted State s; years indicated)

1955 1956 1957 1958 1959 (e st i
m ate d)

A cci den ta l dea th s:
A ll  acc id en ts ...................................................................... 93,443 94,7 80 95,3 07 90,604 89 ,35 0M oto r ve hic le ______ ______ ____________________ 38, 426 39,628 38. 702 36,981 35,320H o m e________________  ___ . . .  _ . 22,935 22,630 22,772 22,749 23,80 0O th er a n d  un sp ec if ie d__________________ _____ 32,082 32,522 33,833 30,874 30 ,23 0

Accidental dea ths  as percent  of  all deaths  by age

1954 1955 1956 1957 1958

U nder 1____ ______ _________________ . . . . . . 3.3 5 3.0 9 3 23 3 29 3 441 to  4___ ____________________ _______ 28.3 5 28 72 28 16 27 68 27 755 t o  14___________________________ 40. 53 41 60 42  39 41 67 41 9115 t o  2 4 . . . ........................ . ........... . ......................................... 49.89 52 40 55 09 51 75 59 2725 t o  34.............................. ........... ........................... .............  . . 28.89 30. 44 30 77 30  07 28  8635 t o  44________________________ 13. 52 14 35 14 51 14 24 13 8845 t o  54.......................... . ....................... 6 50 6 89 6 86 6 74 6 275 5 a n d o v e r . . . .......... . ............. ........... .... . . .  .  . . 3.2 3 3.19 3.11 3.01 2.74
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Est imated number o f persons injured (Ju ly 1957 to Jun e 1958) 
[N u m b ers  i n  th ousa nds]

A ll ag es U n d er 5

All a c c id e n t s _________________ 46,919 5,641
M o to r veh ic le ________________ 4,7 02 120
W hil e a t w o rk ____ 8,1 50
H om e ________  _______ 19,13 7 3,8 32
O th er a n d  u n k now n  ______ 14,930 1,689

5 t o  14 15 to  24 25 to  44 45 to  64 65 and  
ov er

10,830 7,040 11,332 8,451 3,6 25
323 1,214 1,669 1,081 296
178 1, 464 3, 755 2,471 282

5,732 1,311 3, l«0 2,53 6 2,545
4,598 3,051 2,7 28 2, 363 501

Mr. Roberts. Thank  you very much.
Secretary Ribicoff. I agree with you again. Fran kly,  I have al

ways been excited about wha t the Roberts committee has been doing. 
1 do not know whether you realize yourself the real impact and im
portance  of the work that you do here—I mean, the leadership in this 
field, the nationwide leadership.

This leadership tha t comes out of this connnittee, in every phase 
in the field that you have touched, in it you affect the life and the wel
fare of practically every man, woman, and child in America, and you 
may be assured of my close cooperation, working together with this 
committee to try to work out an effective program in the field en
compassed by this committee for the future welfare of all of our 
people.

I do look forward in the years ahead to working very closely with 
this committee.

Mr. Roberts. Thank you.
Mr. Nelsen. Mr. Secretary, has there ever been any coordination 

of some of these recommendations of these various research groups? 
For  example, has there ever been an attempt  made to assemble an 
automobile with the maximum of safety factors installed in the ma
chine? Perhaps  the Government could provide leadership by pur 
chasing some of these machines—setting a good example for the pub
lic. Has there ever been anything like tha t done ?

Secretary  Ribicoff. No. A few years ago, I would say 1958, the 
Governors' Committee on Highway Safety of which I was chairman, 
went to Detroi t and talked not only to the engineers, but to the pres i
dents of all of the m ajor automobile companies. I think  it is one of 
the few times tha t they all came together—I mean not only did we 
visit the p lants and the experimental yards  of every majo r automobile 
company, but we sat  down with all of their top people to discuss this 
problem.

They are all doing work in this field, some very interesting work.
On safety devices, I do not think tha t any manufacturer wants a 

monopoly. He is wil ling to exchange his information with the other 
manufacturers.

I think  that they move too slowly in putting these into effect.
My feeling is this, and I would make a prediction , tha t when 

Detroit knows tha t Washington  means business, throu gh the efforts 
of your  committee and the  Congress, that  much of this will never 
have to get into law, that they, too, will realize the basic interest of 
the people of the United  States, speaking through you gentlemen— 
my prediction is that  when this takes place, De troit  on its own will 
do this, because looking back from the standpoint of my research,
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about 10 percent of the  cost of every automobile today goes into engi
neering fancy frills, in the price of a car. I hey are the so-called 
parasit ic par ts that are not necessary to run the automobile.

Let us say tha t if you take an automobile t ha t costs $2,500, that  
amounts to $250. You take the safety factors you gentlemen are t alk 
ing about ; what do they cost? About $50, maybe, in the cost of 
a car—$50 or $60.

Once the American people know that  for $50 or  $60 they can get 
some of these safety features, they will be willing to give up the  fancy 
gadgets.

Let us not kid ourselves. You have them in your car and 1 have 
them in my car, but we get no use from them, although we pay for 
them.

1 think there is such a realization in the fact that  Detroit has gone 
into the manufacture of the small automobile. 1 think that once 
they know th at this committee means business and is going to push 
these things through  the Congress, you will find that  they will sud
denly realize the time has come to put these things into automobiles. 
It  is commonsense; it is good business. And I think tha t just that 
awareness will bring good results. This is my prediction.

And if this takes place, I think this committee is due a lot of credit 
from the people of America.

Mr. Nelsen. That is all. Thank  you.
Mr. Thomson. I have no questions. I have enjoyed hearing the 

Secretary again. I thought he sparkled when he talked to the group 
from Vero Beach.

Secretary R ibicoff. I am always glad to see one of my former col
leagues. I am glad to see you again, Governor Thomson.

Mr. T homson. Thank you.
Mr. Roberts. We are glad to have the chairman of our full com

mittee with us today. We shall be glad to hear from him. if he has 
any comments to make.

Mr. Harris. Thank you, Mr. Roberts.
Mr. Secretary. I just want to say that 1 am sorry that  1 was other

wise engaged and could not be here for the presentation  of your  state
ment this  morning. I am pleased to observe, of course, the statement 
you have made regarding automobile exhaust fumes and the publicity 
given it in the newspapers.

I, too, want to sav that I believe that this subcommittee is deserving 
of a lot of credit—the major credit—for the progress that has been 
made in this field.

I know the difficulties they were having in this work when I first 
became chairman of th is committee; however, they have labored with 
this question ha rd and long and have been patient,  and over the years 
have accomplished a great  deal.

If , by installing this blowby device, some fumes can be eliminated 
as has been done in California , it can be done in Pittsburgh. It  can 
be done in Washington.

Inciden tally, when I  read your statement to the press regarding  ex
haust fumes, I wondered if  something could not be done to control 
these fumes from our buses, as well as passenger cars.

I noticed in connection with this repor t that  these blowbv devices 
can be installed a t the time of manufacture for $4.50 or $5.
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If  that, can be done, i t should be. This committee, over the years, 
has emphasized that . I t would prevent th is condition in other places 
in the United States. I t  would help prevent the ir experiencing the 
same conditions now found in Cal ifornia.

I have been out there the last couple of years and experienced th at 
condition myself. I thou ght  t ha t it would not affect me, but before 
we left, one day it hit me, too.

I  think what you are doing in backing up what the committee is 
try ing  to do is of tremendous benefit to the indus try itself.

If  such an instrument could be put on my car, I would prefer tha t 
they put  it on. And I imagine tha t most of the automobile drivers of 
the  country would welcome it, too.

I thank you, as chairman of the committee, for your  attention to this 
and the assistance you have given to the committee.

Thank you, Mr. Roberts.
Mr. R oberts. The Chair, I am sure, expresses the sentiments of the 

members of the subcommittee in thank ing you for  your continued 
support in the work of this subcommittee.

W e are always happy to have our chairman sit with us at any time.
Again I want to thank you, Mr. Secretary, for your statement and 

to say we especially appreciate  your support in the  form of the rep ort 
on H.R. 1341 and your offer of support to the committee in its 
activities.

We appreciate it very much, and the information you have given 
and the time you have given to the work before the committee.

Secretary  Ribicoff. Thank you. It  was a pleasure to be here, Mr. 
Chairman. May I  say t ha t I am as close to you as the telephone in 
case there is any question in your mind, Mr. Chairman, or the 
committee’s.

As I  said, before the chairman of the  full committee came in, from 
my knowledge of the Department, the various problems tha t funnel 
thro ugh  this whole committee in various phases, they are some of the 
most im portant and weighty for the interna l progress and well-being 
of our Nation. And that is why I am so thrill ed to be working to 
gether with a group of people so interested, because I think with 
cooperation between the Congress and the executive branch in this 
field, much good can be accomplished for all of our people, not only 
back in your own districts, but  the people in the en tire Nation.

And keep this in mind, that  it might be very interes ting to know 
tha t when you talk about the problems of highway traffic and the 
problems of safety, while the record in the United States may be 
bad, it is still much better than  the record of any other nation in 
the world. You will find that what you do here will not only have 
an impact in the United States , but will be followed by every nation 
in the world. During the period tha t I was working in this field 
in Connecticut I  was also visited and received inquiries from foreign 
nations and representatives of the press from all over the  world, who 
are deeply concerned. The lead tha t this committee will be taking 
not only will be one for the people of the United States, but you will 
find tha t all over the world peojde will be beating a path  to your 
door to find out what you are doing. So, therefore , you are really 
affecting the health of the people and the futu re people all over the 
world, as well as those in the United States.
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Mr. Roberts. I might say, going back to the effect th at  this com
mittee has had in the safety p icture , we have been all over th is country 
studying this problem. I have had wonderful help from my col
leagues on this committee. I believe tha t one of the forward steps 
which has been taken by this  indust ry goes back to the hearing on 
H.R. 1341 when the industry pledged itself to so manufacture thei r 
cars tha t seat belts could be a ttached  at a very small cost, th at is, in 
all the 1962 models. The cars will be manufactured  so tha t these 
belts can be placed on them at a very small cost.

I migh t say, too, tha t last  Thursday afternoon I was advised to 
be present a t the  General Fede ration of Women’s Clubs consisting of, 
I believe, 16,000 clubs and 5 ^  million women, who are going to try 
to get safety belts on as many cars as they possibly can. And this, 
too, is being sponsored, I thin k, by the Automobile Manufacturers  
Association, NADA, and the Auto  industrie s Highway Safe ty Com
mittee, Inc.

I think we had a great deal to do with gett ing this.
Again, I want to thank you for  your appearance here today.
Secretary Ribicoff. Thank you again.
Mr. Roberts. Our next witness is Mr. John L. Moore, Adminis

tra tor  of the General Services Administration. We are always hap
py to have you before the committee.

STATEMENT OF JOHN L. MOORE, ADMINISTRATOR, GENERAL
SERVICES ADMINISTRATION; ACCOMPANIED BY J. W. FLATLEY,
ASSISTANT COMMISSIONER, OFFICE OF PROPERTY MANAGE
MENT; S. 0. FARRIS,  DEPUTY COMMISSIONER, MOTOR EQUIP
MENT; AND A. C. McKINNEY, JR.,  INDUSTRIAL SUPPLIES AND
EQUIPMENT BRANCH CHIEF, NATIONAL BUYING DIVISION,
FEDERAL SUPPLIES SERVICE, GENERAL SERVICES ADMINISTRA
TION

Mr. Moore. Mr. Chairman and gentlemen, I have with me three gen
tlemen, Mr. Flatley , Mr. Fa rri s, and Mr. McKinney, Jr .;  I am not 
experienced on the subject of safety  as was the Secretary who p re
ceded me. I have a general statement which is not too lengthy and I 
shall endeavor to go through th at  as rapidly as possible.

I am Joh n L. Moore, Adm inist rator of General Services. I am 
here today at your request to discuss with you and your subcommittee 
the Federal Government’s responsibil ity in protecting persons and 
prope rty in intersta te commerce from highway accidents. You have 
asked th at  I  give you the benefit of my views as to what  the Federal  
Government, and specifically, General Services A dministration, can 
and should do to prevent such accidents.

First, let me say th at I welcome the opportunity you have afforded 
me to discuss with you ways and means of combating the tragic 
toll of highway traffic deaths and injuries.

Second, I  wish to  take this means of expressing my appreciation 
for the interest you and your subcommittee are taking in protect ing 
persons and property from highway accidents and the painstaking  
study you have been making of h ighway safe ty problems. As Admin
istrator of General Services, I  want  you to know that I share this 
interest  and concern with you and assure you of  my full cooperation.
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Third, Mr. Chairman, I would like, at this point , to make a brief comment with respect to your bill, H.R. 1341, to require passengercarrying  motor vehicles purchased for use by the Federal Government to meet certain safety standards.
On March 28, 1961, we submitted a report on this bill to the chairman of the House Committee on Intersta te and Foreign  Commerce. M e took the position tha t enactment of such legislat ion would not be necessary since the General Services Adminis tration already has tech

nical authority to prescribe motor vehicle procurement standards. With your permission, Mr. Chairman, we wish, a t this  time, to submit a revised report on H .R. 1341. In view of  the fact that  there may be a beneficial effect from the enactment of legislation which would clearly define the responsibility of establishing requirements for safety devices to be installed in motor vehicles sold to the Federal Government, General Services Admin istration would have no objection to the enactment of H.R. 1341 if the bill were amended by striking the words “Secretary of Commerce” in lines 7 and 10 on page 1 and insert ing in lieu thereof the words “Adm inistrator of General Services.”
The reason we have asked for tha t specific change—and this I unders tand has been completely agreed upon by the Department of Commerce and the D epartment  of Health, Education , and Welfare— is t ha t there should be only one agency within the Government prescribing these standards and specifications for the purchase of vehicles.There is another mat ter in relation to the change of the statutory limitat ion as to the amount of money that  we can spend for automobiles and station wagons. And if someone else were prescribing safety regulations we mig ht not be able to comply w ith those standards because of the lack of funds.
As you know, the General Services Administ ration  establishes p rocurement standards fo r moto r vehicles purchased for  use by the executive branch of the Government, which standards must be observed by other  branches of the Government as well. In  doing so we have continually kept safety in mind as one of the major objectives of the procurement standards. We are, of course, limited to those safety accessories which the manufacturers provide as standard optional equipment, since the Government’s purchase of approximately 10,000 passenger cars per year represents only about 0.2 percent of the new passenger car sales in the United States. The present procure

ment, standards require that  each passenger car sold to the Federal Government has safety glass ; dual constant speed windshield wipers; ash trays:  horn ring  or ba r; dual horns, two sun visors; windshield washers; fresh air heater and defroster: turn  signals; inside rearview mir ror of the glare-reducing type;  and an outside rearview mirror. 
Furthermore, I am happy to advise you and the members of the subcommittee that  we are now add ing a requirement for  seat belt anchors, fron t and rear, to the procurement standards for passenger vehicles. Optional  accessories which the requesting agencies may order include seat belts;  nylon tires, where the service requirements justi fy their use ; and in the case of law enforcement vehicles, engines of greater horsepower; padded visors and dashboard; special tires  and tubes; flasher lights; and power steering and brakes.
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So far, with the exception of law enforcement vehicles, we have been 
able to procure vehicles within the present statutory price limitation 
of $1,500 for passenger cars and $1,950 for station wagons equipped 
with such added accessory items as the agencies have requested. Gen
erally, the law enforcement agencies are permitted to exceed the price 
limitation for the estimate cost of certain optional items. However, 
under the existing price  limitat ion, there is very little  latitude  for add
ing other  safety devices. As such items are proven, the General Serv
ices Administra tion will ta ke action to include them in the s tandards 
and to request sufficient change in the maximum price limitation  to 
permit their purchase. These actions must, of course, be concurrent to 
preclude the standards requiring items which cannot  be obtained 
within the price limitation.

In developing motor vehicle procurement standards we utilize the 
standards of the American Standard s Association; the  Society of A u
tomotive Engineers; the American Society of Testing  Materia ls; and 
the available research findings of the Bureau of Standard s and the 
Ordnance Tank Automotive Command of the Departmen t of the 
Army. We also solicit the advice of the other Government agencies 
and of the vehicle manufacturer s. As you know, Executive Order 
10898, dated December 2, 1960, established the Interdepa rtmental 
Highway Safety Board, which, we understand, is now becoming 
operative. In the future in developing standards we will seek the 
advice and counsel of this  Board.

During the past  20 years there has been considerable progress in the 
area of  traffic safety. This is borne out by the National Safety Coun
cil’s statis tics which reflect tha t in 1941 there were 34,894,000 ve
hicles registered in the United States. These vehicles operated 334 
billion miles and killed 39,869 people—which is a death rate of 12 
for each 100 million miles of operation. In 1960 there were 73,900,000 
vehicles registered. They operated  700 billion miles and the motor 
vehicle accident deaths were 38,200—a death frequency rate of 5.3 
for each 100 million miles of  operation, a decrease in the death rate 
in excess of 50 percent. Admit tedly,  this is stil l a gruesome record 
and every effort possible must be made to prevent the loss of lif e and 
bodily in jury  resulting from traffic accidents. This frequently  reduc
tion has come chiefly from improved highways, improved equipment, 
and improved law enforcement. During this 20-year period very little, 
concerted effort has been expended toward improving  the skill of the 
driver. In General Services Administration, we have developed an 
Operator ’s Handbook and also a 10-hour training course for our 
motor vehicle operators. Thi s course in its entirety , or modified to 
meet local conditions, has been given to each GSA driver. On March 
24, 1961, GSA Circula r 234 advised the heads of Federal agencies of 
the availab ility of the handbook and also of the availab ility of In 
struc tor’s Guidelines for the 10-hour training  course. I have a copy 
of each which I  would like to submit for the record. I t is GSA’s opin
ion tha t the next major advancement tha t must be made in reducing 
traffic accidents and traffic fa tali ties  is to improve the  defensive driv 
ing skill of not only the Federal vehicle driver, but of all people driv
ing motor vehicles. To this end, we believe th at research along the 
human engineering lines must  be expedited and emphasized to the 
full extent practicable.
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In  concluding my prepared statement, Mr. Chairman, I should 
like to introduce the following members of my staff who have accom
panied me for the purpose of furnishing any additional information 
you or members of your subcommittee may desire or answering any 
questions you may wish to ask.

I certainly agree with the statement of the Secretary of Health , 
Education, and Welfare, who preceded me, that  in mat ters of research 
in this field, we in General Services Administrat ion have no research 
funds for this purpose, for  the  purpose of safety, and we will be glad 
to assist and cooperate with  other  agencies engaged in research to the 
fullest  extent possible.

As I said earlier, we are in full sympathy with the intent of the 
committee. We certainly wish to do everything tha t we can do to 
improve the safety of driv ing on the highways, relieving the painful 
and horrible  accidents which are taking place today.

I, and the gentlemen who are with me, will be glad  to answer any 
questions possible, and I  shall submit, if it meets with your pleasure, 
this  repor t for the record.

Air. Roberts. That may be done. I t will be made a part of the 
record, without objection.

Thank you, Mr. Moore. I realize that  this  is a new field. Of course, 
I am not asking you to accept the  responsibility or to rationalize this 
action, but what we are  try ing  to do here is to set up a policy. The 
policy is for the Fede ral Government to protect its employees, and 
also, incidentally, to give the Federal Government leadership in the 
field of safety devices. This  is the type of leadership in aviation 
safety, in food and drugs, and in the inspection of meat, in  ra ilroad  
safety, and in maritime safety.

It  will give the people of this country something to patte rn after;  
therefore  it will save many lives and avoid many injuries.

I realize there is a litt le difference o f opinion to the procedure to 
be followed. The General Services Administration is a procurement 
agency and naturally feels tha t it must purchase cars from the in
dustry for the use of various employees of your Department and 
other  Departments and agencies.

Do you have any sort of technical setup, such as the Bureau of 
Standards,  for testing devices and equipment? Do you have such a 
group  in General Services Administration ?

Air. Moore. I will let Mr. Flatley  answer that.
Air. Flatley. I am one of Air. Aloore’s assistants. We have a 

Standards Division th at is responsible for the promulgat ion of Fed
eral specifications unde r Air. Aloore’s direction. We work coopera
tively with all agencies of Government, more part icula rly with the 
Bureau of Standards  in this specific area.

Air. R oberts. I s it  not true  that, as a rule, you adopt standards th at 
have already been passed on by groups such as the Society of Auto
motive Engineers?

Mr. Flatley. We serve as the coordinating agency. In order to 
arrive at a uniform position for the Federa l Government, and under 
Air. Aloore’s jur isdiction, we promulgate  those standards. We have 
no research facil ities as such within  General Services Administration.

Air. Roberts. Tha t is the point I wanted to make. Actually what 
we are seeking to do here is to find out what devices are lifesaving
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and what devices can be used that  have been proved through  testing 
should be on these automobiles.

There is one statement you made, Mr. Moore, in your  prepared 
statement, on page 3, where you sa y:

Th ere i s very lit tle  la tit ud e f or  add in g othe r sa fe ty  devices.

Tha t follows the gist of the views you have given the committee 
as being true with specifications.

Mr. F latley. Unde r tha t par ticu lar statement, tha t was pointing 
up the present statuto ry l imitations. We are presently paying on the 
order of $1,495 for vehicles, and we only have a spread there of $5. We 
can, of course, appeal to the Congress to get tha t raised, if people 
like the Department of Health, Education, and Welfare recommend 
new stand ards to us.

Mr. Moore. It  would seem to me, Mr. Roberts, tha t if we had a 
recommendation from some of the other agencies that would be accept
able to the Congress, then this  would give us an opportuni ty to have 
the ceiling raised. And as has been stated by Mr. Flat ley, there is a 
$5 leeway which would mean that  we could not provide very much 
in the way of any safety devices for  any purposes whatsoever.

Mr. R oberts. Tha t is correct. There is the fact  that many of these 
devices can be made at the same cost as those presently  on the car s; 
in other words, a safety-type lock would not require any more steel, 
(perhaps, than one th at is being used at the present time tha t is not 
safe.

The same would be true with  reference to the steering wheel th at 
presently is felt to be unsafe by some people who work in research 
fields. It  would require, perhaps, no more cost or costly materia l to 
build a safety-type steering wheel.

Tha t would not apply to things  like crash padding and other  devices 
tha t may have to be put on and have to be incorporated  in the cars.

Mr. Sciienck. Would you yield there for a question along the  line 
of the other feature ?

Mr. Roberts. Yes.
Mr. Schenck. I am w’ondering if Mr. Moore would suggest tha t 

the ceiling be raised universally  across the board, or whether some pro
vision be made to pay for the additional safety equipment which is 
approved.

Mr. Moore. Well, I would believe th at it would need to be raised 
across the board, because if  wTe standard ize it for all of the agencies, 
we would need to have an across-the-board raise.

Mr. Schenck. Thank  you.
Mr. Harris. Who establishes the ceiling at present ?
Mr. Moore. It  is statu tory—by Congress.
Air. F latley. The Appropriations Committee has always taken the 

leadership in establishing it in th at  particula r area. For over 20 years, 
the Congress has established the  statutory price on passenger-carry
ing vehicles. It  is the only item of  supply on which the re is a s tatu
tory  limitation.

Air. Harris. What is th e statutory limitation, or ceiling?
Air. AIoore. On passenger cars,  it  is $1,500, and on station wagons, 

it is $1,950.
Air. H arris. What kind of passenger car do you get fo r $1,500 ?
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Mr. Flatley. We get the standard six-cylinder  Ford,  Chevrolet, 
and Plymouth. For the past 6 months, Plymouth is the only one of 
the Big Three tha t has been bidding to  us. But Rambler and Stude- 
baker have been successful bidders within the p ast 3 months.

Mr. Harris. Do you get a special factory price ?
Mr. F latley. Yes, sir. We buy all of our vehicles f.o.b. factory.
Mr. Harris. Who establishes the standard  equipment which you 

have indicated here?
Air. Flatley. Genera l Services Administration establishes the 

standard specifications fo r the invitations  to bid under which we buy 
this equipment.

Mr. Harris. As an example, why have dual horns ?
Mr. Flatley. I will let Air. Farris  tell you about that  from the 

technical angle.
Air. Farris. To get a signal which can be heard, to improve the 

quality and the loudness of the signal. Horns  are not of very much 
value unless the person you a re blowing it a t can hear it.

Air. Harris. AVhy have more than one horn ? You do not have to 
have more than one.

Air. F arris. That is righ t.
Air. Harris. Has it  been determined tha t it  is necessary to have dual 

horns for the other man to hear?
Air. Farris. Tha t, sir, I cannot answer for a certainty.
Air. Harris. I have always wondered why it is necessary. I have 

them on my car and most all cars have them. I t is what the manu
facture rs put  on. As a matte r of fac t, I have a 1959 Buick automobile 
tha t has three cigarette lighters in it. I d id not ask for them. AVhy are 
they on there? Wha t is the purpose? I had to pay for all three of 
them—it was standard equipment on the car.

Air. AIoore. I think that  the General Services Administration would 
certainly  agree, sir, that many of these items such as the three cigarette 
lighters could be replaced by some safety  devices th at we ought to  be 
happy about having.

I find that  my car has, I  think, two or three c igare tte lighters, and I 
have no occasion to use them.

Air. Harris. These standards are not statuto ry. Tha t is what I 
am try ing  to get at. You say tha t you have a s tatu tory  limitation on 
the amount you can pay, but you do not have sta tutory standards for 
equipment.

Air. F latley. Tha t is correct, Air. Chairman.
Mr. Moore. AVe could, within the money available, change the spe

cifications to obtain some new device othe r than the one that is down 
there.

Air. Harris. Supposing tha t the State  Department would say to 
you, “AVe do not  want our cars with dual horns.” Could you over
ride them and say, “You have to have them” ?

Mr. AIoore. AATe probab ly would not.
Air. F latley. The manufacturer would charge us addit ional money 

if we changed any of the present standards, Air. Chairman. Every 
agency of Government has its own likes and dislikes, of course, but 
within the standards that  are presently established, each agency of 
Government must accept those. They can appeal,  and if they have 
good and substantial reasons, we will gra nt individual exceptions on
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individual procurements, but  they are intended to be standards tha t 
work across the board and have, in effect, compulsory compliance.

Mr. H arris. In  other words, then, if  you were to decide to require as 
standard  equipment safety items tha t would be provided in this bill, 
then you could require that  and negotiate with the manufacturers 
accordingly ? Is that not correct ?

Mr. Flatley. Tha t is exactly correct.
Mr. Moore. Did you say it would cost additional money ?
Mr. F latley. It  will.
Mr. H arris. I s i t possible tha t you could leave olf some things and 

ask for other things  ?
Mr. Flatley. Tha t is correct.
Mr. H arris. Would th at not  be within  the ceiling?
Mr. Flatley. Tha t is within the Appropriations Commit tee’s iuris- 

diction.
Mr. H arris. They are not a legislative committee.
Mr. F latley. They have always had this par ticu lar ride r in the 

Independent Offices bill.
Mr. H arris. I imagine that  the limitation was for the use of the 

funds.
Mr. F latley. It  is specific. Previously i t appeared in the Treasury- 

Post Office when Federa l Services was a constituent pa rt of the 
Treasury Department. I t has been a ride r to the authority  since 
the Treasury Procurement Division, back some 20-odd years ago, 
carried over into General Services Administration  its appropria tion 
authority  and is applicable to all appropriations of the Government, 
even including the mil itary.

Mr. H arris. Do you use the Bureau of Standa rds ?
Mr. F latley. Yes, sir. We use every facility of Government, in

cluding  Ordnance Tank Research.
Mr. H arris. The Bureau of Standards is available to any other 

Federal agency.
Mr. F latley. Yes, sir. We were delighted to hear  Secretary 

Ribicoff stress this par ticu lar pa rt of that.  We work, very, very co
operatively with all of the activities, including the Department of 
Heal th, Education, and Welfare.

Mr. H arris. Thank you, Mr. Roberts.
Mr. R oberts. Thank you, Mr. Harr is.
Mr. S chenck. I have no more questions.
Mr. Roberts. Mr. Rogers?
Mr. Rogers of F lorida . I have a question of two. Who is actually 

involved in deciding what standards will be set, so far  as the Gen
eral Services Admin istration is concerned? What group within 
your agency decides this ?

Mr. F latley. The S tandardization  Division.
Mr. Rogers of Florida. How many people a re involved in that?
Mr. Flatley. We have 118 people in tha t par ticu lar Division.
Mr. Rogers of Florida. And what is their competency on this ? 

Are they engineers ?
Mr. F latley. Yes, sir. They are all engineers. They work co

operatively with every agency of Government, both big business and 
little  business—all of the trade associations, and all of the standards 
associations.

70706— 61------ 18
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Mr. Rogers of Florida . If  you have no research program, although' 
you have the  benefit, you say, of the  American S tandards Association, 
the Society for Automotive Engineers, and these various other organ
izations that  you list, inc luding the Bureau of Standards, who makes 
the decision as to which recommendation will be accepted?

Mr. Flatley. We resolve it in committee conference. We have a 
membership made of technicians from all parts  of Government. We 
resolve this and recommend to Mr. Moore the promulgation of the 
specific standards.  It  becomes mandatory when i t is promulgated by 
Mr. Moore for the Federal establishment.

Mr. Roberts. How long have you had this author ity ?
Mr. F latley. This authority  is in Public Law 152, under which 

the General Services Administration was created. Wha t we call 152. 
of the 81st Congress.

Mr. Roberts. Of the 81st Congress ?
Mr. F latley. Yes, sir. Tha t has been for 10 years.
Mr. Roberts. Ten years ago ?
Mr. Flatley. Yes, sir.
Mr. Roberts. You have, so fa r as I can tell, from the testimony, 

never made any recommendations of a safety-type  lock to be installed 
on Government cars, have you ?

Mr. Flatley. No, sir ; we have not.
Air. Roberts. Nor have you advocated the elimination of projec

tions on the cars, have you ?
Air. F latley. No, sir.
Air. Roberts. Nor have you asked for the elimination of other 

interior design features or such matters as sharp-pointed bumpers?
Air. F latley. No, sir. We have not, although we have watched 

with a great deal of interest, both the experiments in the Department 
of Health, Education, and Wel fare  as well as the AAA’s and the 
recommendations of the American Aledical Association. We are 
interested bv s tandards,  i f I may put it tha t way, to resolve the rec
ommendations of the parties  at interest.

Air. Rogers of Florida. Would it be easier for you to let an agency 
which has research facilities set the standards ■which you would apply 
in purchasing?

Mr. F latley. If  I may put  it this way, we would prefer to have 
them do the research and then come to us wi th the recommendations 
that  we could resolve with all of the interested partie s in the Federal 
establishment, including this committee.

Air. Rogers of Florida. You discussed the changeover to the General 
Services Adminis tration and tha t concerned me. When we look at 
the Depar tment  of Health, Educat ion, and Welfare, we find that  they 
do some research. When we look at  the Department of Commerce we 
find tha t they do some research. Yet here is the General Services Ad
ministration tha t has no research, and they do the purchasing.

Air. Flatley. The reason fo r that , Air. Rogers, is tha t General 
Sendees Adminis tration buys all of the passenger cars for  all of the 
executive agencies.

In addition to that, we establish the purchase standards. And we 
think  tha t we can be much more effective with our organic authority 
in this area to produce the results t hat  the committee is interested in.

Air. Rogers of Florida. That is one of the things which concerns me.
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I wonder in my own mind  whether it is advisable  to have the people 

who do research, and coordinate research, unable to decide on its use.
Th at is the point I want to raise. Why should another group have 

to come in and go over the whole thing and decide whether it should 
be used or not ?

Mr. F latley. I think th at  we are in almost the same parallel case 
as Governor Ribicoff pointed  out in your informational area. You 
have got to marry a lot of people and a lot of ideas.

The research people have to be aware of  the practical ities of  taking 
a recommendation based purely  on research as related  to both pro
duction and use. For example, the research people may or  may not 
have contacts wi th safety  people. They may not have contacts with  
people engaged in driver tra ining.

We hit every segment of this in our coordination of the entire 
problem. Tha t is the reason we have recommended this to the 
committee.

Mr. Rogers of F lorida. You have experts in each of these fields?
Mr. F latley. Yes.
Mr. Rogers of Florida. Who are working in this division tha t co

ordinates everything?
Air. F latley. Tha t is correct.
Mr. Rogers of Florida . And they are on your own staff?
Mr. F latley. Tha t is right .
Air. Rogers of Florida . Tha nk you.
Air. Roberts. Thank you again. I have just one short question 

and I  will be through with my examination.
In  the fourth  parag raph of the letter sent to this committee by the 

Administrator, dated April 14,1961, it is sta ted :
In determin ing safe ty devices which should he added to the procu rement standard s, the General Services Adm inist ration will seek the  recommendations of the  Inte rde par tmental Highwa y Safe ty Board,  established  by Execu tive Order 10898, dated December 2, 1900, and  which, it is understoo d, is now becoming operative.
Would you think  that  by waiting  to receive the recommendations 

from this Board, which is really just getting  started, tha t it  would not 
serve to delay in getting safety devices on Government automobiles?

Air. AIoore. I am not too famil iar with the Interdepartmental 
Board. I will ask Air. Far ris  to answer.

Air. Roberts. I will tell you tha t the Chair has the same trouble. 
I have not really found out much about it.

Air. F arris. I do no t believe tha t it will delay, but as the Inte rde
partmental  Highway Safe ty Board becomes operative I think  it can 
render  an assistance to Genera l Services Administra tion in helping to 
determine which safety items should be added to the specifications and standards,  sir.

Air. Roberts. Do you know where the personnel of the Board will 
be obtained. Is it an advisory group ?

Air. F arris. It  is an advisory group, sir. The personnel will come from the member agencies.
Air. Roberts. Will there be members from the general  public on this Board ?
Air. Farris. Not on this Board.  They are members on the  general 

board—on the President ’s Committee for Traffic Safety, which is a consultant to this Board.
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Mr. Moore. The Secretary of Commerce is on th is Board, so it  is 
handled through the Bureau of  Standards.

Mr. Roberts. In  Government circles, does Commerce have the only 
membership on this?

Mr. Farris. The Board is composed only of Government agencies. 
The Secretary  of Commerce is designated as the Chairman of the 
Board. Membership on the Board includes both the Secretary of 
Health, Education,  and Welfare, the Postmaster General, the Admin
istr ato r of General Services Administration , the head of the Int er
state Commerce Commission, and some others.

Mr. Roberts So, it is in all respects at that level ?
Mr. F arris. The agency head level.
Mr. Roberts. Do you know if there are any research activities th at 

will be carried on by the Board, will it  be limited pretty well to policy
making ?

Mr. F arris. I do not believe that the Board would carry  on any 
research activities as such, but  I think  the Board could properly 
recommend tha t certain items be the subject of research and testing 
by the Bureau of S tandards, or by any of the Federa l agencies which 
have research facilities, or coulcl recommend tha t certa in research 
activities be instituted under contract.

Mr. Roberts. Do you agree tha t it is ra ther difficult to know what 
the action of the Board will be at  this point ?

Mr. F arris. Yes, sir.
Mr. S chenck. If  you will permi t me to make an observation there?
Mr. Roberts. Yes.
Mr. Schenck. I do not imagine  that the Secretary  of Commerce, 

the Secretary of Health , Educat ion, and Welfare,  personally sit on 
this Board. They no doubt delegate tha t to somebody. And the 
Board, probably, means very little .

Mr. Roberts. Thank  you.
Mr. R ogers of Florida . I hope th at you would not hold up any of 

your consideration waiting on the formation of  tha t particular Board. 
It  seems to me tha t there are enough agencies to give your informa
tion on safety  features which could be acted upon now, since this Board 
will not conduct research itself. It  will act in the capacity  tha t you 
are now acting.

Mr. R oberts. Thank  you an d the gentlemen who have accompanied 
you here to the hearing.

Mr. Moore. I thank you.
Mr. Roberts. Mr. Whitton is our next witness. Would it be con

venient fo r you to come tomorrow ?
Mr. W hitton. Mr. Chairman, I  have to go before  the Appropr ia

tions Committee tomorrow at 10 o’clock.
Mr. R oberts. We could possibly get to you this afternoon i f we get 

permission to sit. How long do you think you will be with  the Appro
priations Committee tomorrow ?

Mr. W hitton. It  is rath er difficult for  me to say, Mr. Roberts. I 
expect th at it will be for an hou r or an hour and a half.

Mr. Roberts. If  I can get permission to sit this afternoon, I will 
convey tha t information to the clerk of the committee, Mr. William
son, and if you will keep in touch with him, we will meet at 2 o’clock.

Mr. Whitton. Thank you.



MOTOR VEHICLE SAFETY STANDARDS 259

Mr. Roberts. We will recess a t this time to reconvene at  2 o’clock 
this afternoon.

(Whereupon, at 12:10 p.m. the subcommittee recessed to reconvene 
at 2 p.m. the same day.)

AFTERNOON SESSION

Mr. Roberts. We will come to order.
This afternoon our witness is Mr. Rex M. W hitton, Federa l High

way Administra tor, Bureau of Public Roads, U.S. Department of 
Commerce. Will you identify  the gentlemen.

Mr. W hitton. On my righ t is Mr. E. H. Holmes, Assistant  Com
missioner for Research; and on my lef t is Mr. Charles Prisk , Special 
Assistant on High-way Safety.

Mr. Roberts. We are certain ly glad to have you, gentlemen. Mr. 
Whit ton, you may proceed.

STATEMENT OF REX M. WHITTON, FEDERAL HIGH WAY  ADMIN
ISTRATOR, BUREAU OF PUBLIC ROADS, U.S. DEPARTMENT OF
COMMERCE; ACCOMPANIED BY E. H. HOLMES, ASSISTANT COM
MISSIONER FOR RESEARCH, AND CHARLES PRISK, SPECIAL
ASSISTANT ON HIG HW AY SAFETY

Mr. Whitton. Mr. Chairman , I  am happy to have this opportunity 
to be with you. I, like some of the others that have testified, am rather 
new here, having come to Washington in this position the 19th of 
Jan uary, but I  do not think  of myself as new in the field of highway 
safety.

Fo r 10 years prio r to my coming here I was chief engineer of the 
Missouri Highway Department, and for 15 years prior to tha t I  was 
engineer of maintenance fo r the Missouri Highway Department. And 
in both of those positions I was vitally  interested  in highway safety.

We claim credit in Missouri for having initiated  the safe driving 
speed you find posted on curves: those signs that tell you what the 
safe speed is for the par ticula r curve.

I,  also, was a member of the first committee tha t tried to standardize 
no-passing zones. You may recall tha t we used to have all kinds of 
different types of mark ings for no-passing zones.

So we have followed highway safety in the use of no-passing lines 
and pavement edge lines and many types of signin g and many im
provements of traffic control devices through the years, including re- 
flectorizing of signs and pavement lines. We are deeply interested in 
highway safety and have been for 25 or more years.

So, again, I am happy to have the opportuni ty of speaking to you 
today and tha t you and your committee are taking such a deep in
terest in highway safety .

Mr. Roberts. May I say that we are delighted to have someone with 
the background and experience tha t you have; and certainly in the 
items that  you mentioned which have made a contribution to the sub
ject of highway safety.

Mr. Whitton. We have been asked to set forth in some de tail the 
responsibilities and functions of the Bureau of Publ ic Roads, U.S. 
Depar tment  of Commerce, in the field of highway safety.
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I have a prepared statement covering these matters. It  also at
tempts  to define the working relationship tha t the Bureau  has with 
others engaged in this field, both governmental and private,  and to 
evaluate the real effects of these efforts to achieve highway safety.

The primary task of the Bureau of Public Roads is, and has been 
for  more than four decades,'to develop an adequate highway transpor
tation system for the Nation, w’orking cooperatively with the States. 
Highways are built to serve th eir users and the total welfare—for no 
other reason. The service to users and to the tota l welfare is adequate 
only when highway transportation is both efficient and safe.

Because traffic accidents are prominent among the inadequacies in 
highway transportation, the Bureau of Public Roads is sensitive to 
its specific and implied responsibilities in highway safety.

The Office of Road Inquiry , created by an act of Congress dated 
March 3, 1893, was the forerunner of the Bureau of Public Roads, and 
a look at tha t early legislation shows tha t tha t agency was created 
largely  to make inquiries and  investigations of the systems of road 
management and roadbuilding and to assist college and experiment 
stations in disseminating this information.

From  this beginning, highway research, testing and investigative 
responsibilities have grown to the scale envisioned by the cu rrent s tat
utory authority which reads:

The Secretary is authorized in his discretion to engage in research on all 
phases of highway construction, modernization, development, design, mainte
nance, safety, financing, and traffic conditions * * *.

From this it will be eviden t tha t research into highway safety is a 
specific obligation of the Department  and the Bureau of Public  Roads. 
Because the national roadbuilding program is a huge administ rative 
and physical task, and is itse lf immediately related to the safety of 
highway travel, the research program of the Bureau of Public Roads 
in safety  has been largely highway oriented.

Fo r this reason, some fail to realize tha t Public Roads has been 
active on research projects of immediate concern to safety  for more 
than  a generation. An abbreviated review’ of some of the typical 
safety  researches conducted dur ing this period was presented to the 
1958 Williamsburg Conference on Highway Safety  Research, which 
attracted  distinguished scientists from many disciplines, and can be 
made available with this statement, if desired.

These researches have not been approached solely from the highway 
engineering viewpoint, but they have been aimed at the solution of 
those difficult, practical problems of a dynamic operating  system that  
must be understood if we are to improve traffic safety.

Research in the Bureau of Public Roads today is more attentive than 
ever to safety needs. Most projects are performed in the realistic en
vironment of the vehicle-driver-highway situation, and incorporate 
knowledge and techniques from disciplines other than engineering 
wherever this is appropriate . Study  of traffic accident data alone is 
not altogether satisfactory as a basis for improving highway safety 
because traffic accidents are a rare rather than a common occurrence.

This  is shown by experience. There are 20 million miles of driving 
for every traffic fat ality , or some 2,000 years of dr iving for the aver
age motorist.  For this reason, th e Bureau of Public Roads has been 
engaged continuously in study of  drive r habits and behavior since the 
mid-1930’s, as well as of accident circumstances themselves.
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The litera ture of scientific journals  in the highway field is gener
ously marked with the evidence of these contributions to safer 
highway design and operating  practices, all of them keyed to the 
capabilities and characte ristics of persons and vehicles that  use the 
highway.

It  will not hur t to repea t that controlled access highways of modem 
design have only one-third the fatalit ies and one-half  the accidents 
of highways of the  type being built  a few years ago. Tha t means tha t 
this  control of the rig ht of people to come onto the highway has 
dramatically  cut accidents. Tha t one feature, and the other key 
featu re of the divided lane pavement makes a grea ter contribu tion 
to highway safety in the  saving of lives and accidents than any other 
two features, in my judgment.  These features are something we must 
never give up  by pressure or otherwise from our highway standards.

Accident cost research being conducted cooperatively with the States 
will provide a more valid basis than ever before for  measuring the 
■effectiveness of the many approaches to traffic safety.

Much has been said of the highway safety research function in the 
Bureau  of Public Itoads because research is the most effective way to  
achieve still greater safety  progress with minimum cost and resistance 
from the public and officials alike. This year ’s research program 
includes highway safety projects and projects with s trong overtones of 
safety  th at are being conducted or supported by Public  Iioads. While 
the Bureau is spending $456,000 of administrative funds on such 
projects, it is providing technical guidance and coordination through 
its cooperative approach to research efforts with a projected cost 
tota ling  $2.5 million.

It  is logical tha t the Federa l Government support a broad, co
ordinated program of h ighway safety research. An inventory of the 
Federal effort reported to the Congress in 1959 by the Secretary of 
Commerce in “The Federal Role in Highway Safe ty” indicated tha t 
safety  research was limited indeed, when compared with the traffic 
needs. It  was stated then that  even a slight reduction in total traffic 
accident losses would just ify  a substantial research expenditure.

The future of highway safety  research depends not only upon the 
men o f talent, skill, and knowledge working in Public  Roads or else
where in the Federal Government, bu t upon those with official respon
sibility  at all levels of Government, upon researchers at universities, 
and others in private  organizations.

The Bureau of Public  Roads program is ta ilored to this desirable 
patt ern  of cooperation. Excellent relations have been built with other 
researchers, with public officials having traffic safety  responsibility, 
with the highly important auto industry, and with the many repre
sentatives of the public who a re able and ready to back an accelerated 
safety  research program, and  to implement its findings.

Moving to another area, the Bureau of Public  Roads has been the 
princ ipal Federal agency p articipant  in the several Presiden tial con
ferences on highway safety.

I attended tha t first meeting in 1946, and since that year, Public 
Roads has been staffing the general headquarters operation  and ad
ministe ring those funds (now $150,000 annually) specifically desig
nated for  advancing the Pres iden t’s action program in traffic safety. 
The President’s Committee for Traffic Safety has no Federa l officials
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among its membership, but its working body, the Advisory Council, 
has two top officials of Public Roads on its roster.

Othe r Public Roads personnel participate actively in key positions 
on technical committees to improve the effectiveness of the President’s 
Committee’s work in conferences for legislators, educators, research 
scientists, and laymen, to upda te technical recommendations of the 
action program, and to plan with  others the  long-range objectives and 
programs of the Committee.

From  the funds available fo r support of the Pre sident’s action pro 
gram, the Bureau of Public Roads established and supports a traffic 
safety research correlation service at the National Safe ty Council, 
contributed to a series of train ing  conferences for traffic court judges 
arran ged by the American Ba r Association, assisted the American 
Association of Motor Vehicle Administrato rs in the ir program to 
encourage more widespread adoption  of uniform traffic laws among 
the States, and sponsored research at Northwestern Universi ty Traffic 
Ins titu te to determine desirable  practices in traffic law enforcement.

Pur suant to Public Law 86-660, the Bureau of Publ ic Roads has 
just organized a Driver Regis ter Service which will permi t State  
motor vehicle authorities to check with a central  file and avoid the 
inadvertent licensing of any appl ican t for an operator’s permit when 
tha t indiv idual ’s privilege to drive  has been withdrawn or revoked 
because of driving  while intoxicated or involvement in a fatal  accident.

This new program has been favorably received al ready by nearly 
half the States. Public Roads anticipa tes that, in addition  to its p ri
mary objective, the Driver  R egiste r Service program may also be an 
influence for more uniform driv er license administrat ion, which it self 
would be a powerful force for safety .

Bureau of Public Roads personnel are continually in demand for 
part icipa tion in safety activit ies of national associations and organ
izations. To the extent tha t the workload permits effective service 
to under takings of major significance to safety, these opportuni ties 
are accepted.

Illu stra tive  of these is a top official of Public  Roads who serves as 
Vice President for Traffic in the federally chartered National Safety 
Council, and  another who serves as a member of the Executive  Com
mittee of the Council’s Traffic Conference, the princ ipal policymaking 
body on traffic safety.

In  anothe r instance, a Public Roads official is chairman of the Na
tional Jo int Committee on Uniform  Traffic Control Devices, a safety 
standards group representing all government levels and interests con
cerned wi th uniform and effective traffic signs, signals, markings, and 
simila r safety devices.

In  cooperation with representatives  of the automotive industry, 
State motor vehicle administrators, traffic engineers, and others com
petent in the scientific community, including human factors special
ists, Public Roads has also been studying means fo r improving  inter- 
vehicular communications systems and equipment so th at  drivers may 
at all times have the benefit of information pertinent  to safe per
formance of their task.

As an example of its cooperative work with  other  Federal agencies, 
a Public Roads representat ive is a member of the Accident Prevention 
Research Study Section and parti cipa tes in the review and  action on



MOTOR VEHICLE SAFETY STANDARDS 263

applica tions made to the Publ ic Health  Service for research grants in 
traffic safety.

In  another case, a Public Roads authority on truck brake perform
ance serves as chairman of a brake advisory committee to the Inter 
state Commerce Commission on their  safety regulations applicable to 
brake equipment. Recently a major national conference was held to 
consider the value of driving simulation equipment as a tool fo r future  
highway safety research. This was jointly sponsored by Public Roads, 
the Public  He alth Service, and the Automotive Safety Foundation.

Resul ting from this is a group now being created in the Highway 
Research Board of the Na tional  Research Council for pu rsui t and best 
realiza tion of any potent ials for safety throu gh tha t means. This 
liaison ac tivity is impo rtant in avoiding wasteful duplication of Fed
eral research effort in highway safety.

Mr. Chairman, here are the proceedings of  tha t National Confer
ence on Driving Simulation. I  would like to leave it with you.

Mr. Roberts. Thank you.
Air. Whitton. As a part  of the record, if you want to so make it.
In the international field, a Public Roads official headed the U.S. 

delegation to the Fir st Internatio nal  Conference on Scientific Research 
into Road Safety  held in Ju ly I960. Another is program chairman 
for the internationa l sessions a t the World Traffic Engineering Con
ference scheduled in Washington  during August 1961. Important 
gains in technical knowledge o f highway safety developed from re
search and experience in othe r countries will help to accelerate im
provements in the United  States part icula rly throu gh refinement of 
engineering and other stan dard s contributory to highway safety.

I have gone into these matt ers in considerable detail in the hope 
tha t a rather  ful l explanation would be responsive to the subcommit
tee’s wishes.

I am also filing separately a list of current research projects in 
safety, classified in four groups,  and a brief bibliography of recent 
safety articles and publications resulting from direct or cooperative 
research of the Bureau of Public Roads.

Air. Roberts. Tha t will be made a part  of the record.
(Appendix A follows:)

Appendix A
GROUP 1.  AUTO MOBILE HIG HW AY SAFETY INV ESTIGATION BEIN G CONDUCTED BY 

TH E OFFICE OF RESEAR CH , BUREAU OF PUBLIC ROADS

1. Vehicle emergency braking systems.—Laboratory, field, and service tests 
of emergency braking systems for combinations of commercial vehicles to de
termine the effectiveness of systems required by the ICC motor car rier  safety 
regulations in preventing runaw ay vehicles and to evaluate  the effectiveness 
and practicability of emergency brak ing systems other than those contemplated 
under the motor carr ier safety regulat ions.

2. Winter  driving hazards.—Vehicle performance measures to improve opera
tion under winter driving conditions with respect to traction,  braking, and 
maneuverability.

3. Driver and vehicle characteristics study.—A study of various vehicle 
characteris tics such as model, year, horsepower, and various drive r character
istics such as speed, age, etc., as related to accident experience and travel.

4. Effect of small-car operation on traffic safety flow and capacity.—A study 
to determine the effect of very small and of medium-sized cars  on highway 
safety and traffic flow charac teristics.
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5. Improved communication between drivers, vehicle to driver, and highway to driver.—To determine what  information the driver obtains from his dr iving environment, how he trea ts this  information, reaches decisions and acts, and to consider methods for improving the total communication process.6. Survey on intervehicle communication.—A thorough survey of the communication needs of drivers by direct interview in questionnaire to develop priority of communication needs and to develop crite ria for measuring and testing the effectiveness of communication.
7. Effect °f  speed communication on intervehicle spacing.—A study of feasibility  of modifying the safe headways between vehicles through the improved communication between vehicles by visual means such as improved vehicle taill ights and signals.
8. Road loading mechanics.—A study concerned with the physical effects of motor vehicle operation and design, especially with respect to suspension systems, upon vehicle life, vehicle handling capabilities, drive r fatigue, road life, and the interaction of the elements involved in road design.

GROUP 2.  OTHE R SAFETY  RESEARCH STU DIES

1. Evaluation of traffic safety  betterments associated with  traffic control devices and measures, and wi th more intensive application of  accepted uniform standards for highway design.—To determine the safety value of various traffic control devices, measures, and traffic design elements, giving particular attention to the effects of uniformity and  standardization.
2. Accident experience related to control of access.—To determine the effects of accident control on various types of accidents as related to certain design features  of the highway.
3. Accident experience related to traffic control devices.—To determine accident rates for various types of traffic control devices to develop standards for the use of and improvement of traffic control devices.
4. Inter state  System accident research.—Accidents and relative traffic on the Int ers tate System will be related to various design features and to select traffic characteris tics in order to refine design standards and to improve traffic operations on the Intersta te System.
5. Speed regulation.—To determine and evaluate  the factors involved in regula tiig the speed of vehicles on the highway and to estab lish procedures for speed zoning and for obtaining maximum compliance with speed regulations.6. Economic costs of motor vehicle accidents.—To evaluate in detai l the direc t annual cost of motor vehicle accidents to vehicle owners and the indirect annual cost of motor vehicle accidents to al l citizens.

GROUP 3.  PRO JECTS TH AT  ARE NOT OF A RESEARCH NATURE  BUT  W H IC H  RELATE 
DIRECTLY TO HIG HW AY  SAFETY

1. Highway safety and uniform laws.—A cooperative agreement with the American Association of Motor Vehicle Administrators to provide an active program to encourage and assis t in the adoption of more uniform and effective State  laws and regulations r elating to motor vehicles and highway traffic.2. Traffic court program.—A program of training activities  to upgrade the work of the traffic courts.
3. Traffic safety clearinghouse.—The development of factual data  concerning all recent current and proposed researches  on traffic safety.4. Safety  promotion as re lated to the uniform vehicle code.—To advance the cause of safety on streets and highways and to encourage and assist in the adoption of more uniform and effective State laws and regulations relating to motor vehicles and thei r operation.

GROUP 4 . STU DIES RELATED TO H IG HW AY SAFETY  BUT W H IC H  HAVE AS TH EI R MAIN 
OBJE CTIV E TH E IMPROVEM ENT  OF HIG HW AY DES IGN, AND  TRAFFIC  CONTROL AND 
OPERATION

(1) Driver performance on surfaces of various width.
(2) Hill climbing ability and acceleration ability of motortrucks.(3) Effect of width and type of shoulder on traffic safety and movement.(4) Effect of median dividers on traffic operations.
(5) Driver  behavior and safety  of operation as related to highway l ighting.(6) Television traffic surveillance on heavily traveled urban facilities.(7) Variables affecting traffic flow and capacity a t intersections.
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(8) Similatio n techniques for  the timing of progressive traffic  ligh t systems
in vehicular traffic contro l.

(9) Ru ral and urban freeway capaci ties.
(10) Weav ing a rea  ope rating charac ter ist ics  and  capacities.
(11) Access and  ex it ramps.
(12) Ru ral highway capacities as  re lated to geometric design.
(13) Increasing t raffic-carrying capabiliti es of u rban arte ria ls.
(14) Revision of manual on uniform  traffic cont rol devices.
(15) Trends  in operating  speeds  on main ru ral  highways.

In add ition to the report  ent itle d, “The Federal  Role in High way Safety” 
.(H. Doc. No. 93, 86th Cong., 1st sess. ) which contains  refe rences to research  com
pleted by the  Bureau  of Publ ic Roads prio r to 1958, the  following is a lis t of 
art icles published since then. These references are the  res ult  of research  con
ducted di rect ly or in cooperation w ith  the Bureau of Public Roads.

(1) “Traffic Signals and Accidents in Michigan ,” by David Solomon, Publ ic 
Roads, volume 30, No. 10. October 1959.

(2) “Two Simple Techniques for Determining the  Significance of Accident- 
Reducing Measures,” by Ric hard M. Michaels, Publ ic Roads, volume 30, No. 10, 
October 1959.

(3) “The  Economic Cost of Traffic  Accidents in Rela tion to the  Human  Ele
ment ,” by Robie Dunman, Publ ic Roads, volume 31, No. 2. Ju ne  1960.

(4) “The Economic Cost of Traffic Accidents in Rela tion to the  Highw ay Sys
tems,” by Bernard B. Twembly, Public Roads, volume 31, No. 2. Jun e 1960.

(5) “The Economic Cost of Traffic Accidents in Rela tion to the  Vehicle,” by 
Jam es F. McCarthy, Public R oads, volume 31, No. 2. Jun e 1960.

(6) “The Economic Cost of Traffic Accidents in Relation to Highw ay Pla n
ning and  a Comparison of Accident Costs in Utah  and  Massachuse tts,” by J. E. 
Johnston,  Public Roads, volume 31, No. 2, Jun e 1960.

(7) “Drive r Tension Responses Generated on Urban Street s,” by R. M. 
Michaels, Public Roads, volume 31, No. 3, August 1960.

(8) “Traffic Opera tions as Relate d to Highway Illumin atio n and  D elineation,” 
by A. Ta rag in and B. T. Rudy, Pub lic Roads, volume 31, No. 3, August 1960.

(9) “Digita l Recording for Highwa y Research,” by R. C. Hopkins, Public 
Roads, volume 31, No. 3. August 1960.

(10) “Shoulder  Occupancy on Ru ra l Highways,” by C. R. Billion , proceedings 
38th ann ual  meeting, Janu ary 1959.

(11) “S tat isti cal  Dete rmination of Effect of Paved  Shoulder Width on Traffic 
Accident Frequency,” by R. C. Blensly, Highway Research Board Bulle tin 240.

(12) “Accidents and the  Human  Element in Skidding” (F ir st  Int ern ational 
Skid Prevention  Conference, 1959), Highway Researc h Board Bul letin  219, 5-8, 
1959.

(13) “Community Study  of the  Charac ter isti cs of Drive rs and  D river Behavior 
Related  to Accident Experience,” by C. E. Billion, Highway Rese arch  Board 
Bul letin 172, 30-94,1958.

(14) “Economic Costs of Motor Vehicle  Accidents,” by Robie Durm an, High
way Rese arch  Board Bulletin 208,16-28,1959.

(15) “Traffic Behavior and  On-Ramp Design,” by Ichiro Fukutom e and Karl 
Mockrowitz, H ighway Research Board, Bulle tin 235, 38-72, I960.-

(16) “Effect of Freeway Medians on Traffic Beha vior ,” by Charles Pinnell, 
High way Research B oard Bulletin 235,1-18, 1960.

(17) “Effect of Edge S trip ing on Traffic Operations ,” by I. L. Thomas, Jr. , and  
W. T. Taylor , J r., Highway Resea rch Board Bulletin  244,11-15,1960.

(18) “A Friction Concept of Traffic  Flow,” by Adolph D. May, Jr. , Highw ay 
Rese arch  B oard Proceedings , 38th Annual Meeting, 1959, 493-510.

(19) “Effec tiveness of Symbols for  Lane Control Signa ls,” by T. W. Forbes, 
Edw ard Gervais and Terrence  W. Allen, Highway Rese arch  Board Bulletin 
244, 16-29. 1960.

(20) “Dr ive r Eye Height a nd Vehicle  Performance  in Relation to Great Sight  
Dis tance and  Length of No-Pass ing Zones ; Driv er Pass ing Pra ctices ,” by O. K. 
Normann, Highway Research Board  Bulle tin 195,1-14, 1958.

(21) “Comprehensive Analysis of Motor Vehicle License Pla tes ,” by Delbert  
F. Karmeie r, C. Gordon Herington, and  John  E. Baerwald , presente d at  39th 
Annual Meeting  of the H ighway Re search  Board, Janu ary 1960.

(22) “Appl ication  of Digital  Simulat ion Techniques to Fre eway on-Ramp 
Traffic Operations,” by Phi lip A. Perchonok and Sheldon L. Levy .presented at  
39th Annual Meeting of the Highwa y Research  Board, Janu ary 1960.
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(23) “Effec t of Pavement Edge Mark ings on Accidents on Two-Lane Rural 
Sta te Highways in Ohio,” by James  V. Musick, presented a t 39th Annual Meet
ing of th e Highway R esearch Board , Janu ary 1960.

(24) “Effec t of Pavement  Edge  Mark ings on Operator Behavio r,” by Rober t 
M. Willi ston,  presented a t 39th  Annual Meeting of the  High way Research 
Board, Janu ary 1960.

(25) “Shoulders and Accident Experience on Two-Lane Ru ral  High ways: A 
Summary,” by R. C. Blensly  and  J. A. Head, presented at  39th Annual Meeting 
of the Highw ay Research Board, Ja nu ar y 1960.

(26) “Sample Size Requiremen ts for  Vehicular Speed Stud ies,” by J. C. 
Oppenlander, W. F. Bunte and P. L. Kadakia , presented a t 39th Annual Meeting of th e Highway Research  Board,  J an ua ry  1960.

(27) “Variabili ty of Fixed-Point Speed Measurements,” by Robe rt P. Shu
mate and  Richard F. Crowther, pre sen ted  a t 39th Annual Meeting of th e Highway Research  Board , J anuary  1960.

(28) “California Median Study—1958,” by Karl Moxkowitz and  W. E. Schae
fer, presented at  39th Annual Meeting of the Highw ay Research Board, January 1960.

(29) “Cross-Median Accident Experience on the  New Jer sey  Turn pike,” by 
Joh n R. Crosby, presented at  39th Annual Meeting of the High way Research Board , Janu ary 1960.

(30) “Dynamics Full-Scale Tests of Median Ba rri ers” (Motion Pic ture),  by 
Joh n L. Beaton and Robe rt N. Field, presented at  39th Annual Meeting of the 
High way Research Board, Ja nu ary 1960.

(31) “Increas ing the Traffic-Carrying Capability  of Urban Ar ter ial  Stre ets, ” 
by A. A. Ca rta r and Jac k Berman , prese nted at  39th Annual Meeting of the High way Research Board, J an ua ry  1960.

(32) “Application of Police Pow er and  Planning Contro ls to Increas e the 
Effect iveness of a Traflic Ar ter ial ,” by William H. Stanhage n and  John  J. Mul
lins, Jr. , presented at  39th Annua l Meeting of the  Highway Rese arch  Board, Janu ary 1960.

(33) “Highway Safety—A Pr im ary Challenge to Traffic Engineer ing,” by C. W. Prisk, Traffic Engineering, November 1959.
(34) “A Traffic Tale  of Two Cities,  Science and Technology,” U.S. Depar tment of Commerce, March 31,1959.
(35) “The  Motor Vehicle Aspect of Traffic Safe ty,” by C. W. Prisk, SAE summ er meeting, Jun e 10,1960.
(36) “Today’s Research—Tomorrow’s Practi ce,” by E. H. Holmes, North  Carolina State  Conference, Raleigh , F ebruary  4,1960.
(37) “Safety  Fea tures on Modern Highways,” by E. L. Armstrong , 48th National Safety  Congress, Chicago, October 20,1959.
(38) “Human Fac tors  in Highway Safety,” by R. M. Michaels, New York Sta te Tea che rs’ Association, October 16,1959.
(39) “The Speed Fac tor in Highwa y Accidents,” by C. W. Prisk , Traffic Engineering , August 1959.
(40) “Sign Standards for  the In te rs ta te  Highway System,” by W. G. Eliot, Traffic Engineering, May 1959.
(41) “Dict ionary of Highway Traffic,” by J. S. Baker , and  W. R. Stebbins, 

Northw este rn Univers ity, Evan ston, I ll., 1960.
Mr. Whitton. Here is another  r eport  I wanted to leave with you, 

Mr. Chairman. It  is entitl ed “Case Studies of Traffic Accidents.” 
It  was prepared by the Traffic Institute  of  Northwestern University  
of Evanston, Ill., as the resu lt of intensive research into accident 
causes. It  was sponsored by the same group tha t sponsored the 
driver  simulation conference, the Automotive Safety  Foundation, 
Bureau of Public Roads, and U.S. Public Health Service. I will 
leave both of those with you.

I would like to say again I  do not think  tha t you realize the great  
service th at your committee is g iving the  people of this country. As 
the Secretary of Health, Educa tion, and Welfare said this morning, 
the world is interested in your studies of highway safety. I have 
no way of measuring what you contribu tion will be.
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I do know this. We estimate tha t when we have completed our 
Inte rsta te System of Highways to the s tanda rds tha t have been deter 
mined, and I hope tha t we get tha t in 1972, the resu lting  saving in 
lives will be a minimum of 4,000 a year—4,000 lives jus t on tha t 
one system of highways.

So, again,  I  say th at such progres is very satis fying  to  me because 
I have spent 25 years or more in th is work of highway safety. I am 
very pleased tha t your committee is taking such a vita l interest in 
this very important subject.

Mr. Roberts. Thank you, Mr. Whitton . The Cha ir appreciates, 
certain ly, the statement that you made. And we are, of course, pleased 
to have it.

There  is one question tha t I wanted to get to before going into the 
matte rs in your statement because I am not too sure tha t you are 
prepared  to answer this completely. But  you may supply the in
formation for the record if you so desire. And I refe r to the United 
States  Code, 1958 edition, section 307, titl es 22-26, entitled  “Research 
and P lann ing.” I am reading part  of that;  I would like for the whole 
section to go into the record :

The Sec reta ry is author ized  in his  discretion to engage in research on all 
phases of highw ay construction, modernization, development, design, mainte
nance, safe ty, financing, and traffic  conditions, including the  effect thereon of 
Sta te laws, and is authorized to test, develop, or ass ist in the  test ing and 
developing of any materia l, invention, patented  artic le, or process.

I will not read the rest of  it  because it provides for the delegation of 
authority , and so on.

Mr. Reporter,  you will have the entire section put into the record.
(The section follows:)

307. Uni ted Sta tes Code 1958 ed it io n:

R esea r c h  an d  P la n n in g

A. The  Secreta ry is author ized in his discretion  to engage in research  on all 
phases of highw ay cons truct ion, modernizat ion, development, design, mainte 
nance, safe ty, financing, and  traffic  conditions, inclu ding the  effect thereon 
of Sta te laws  and is authorized to test , develop, o r ass ist  in the tes ting  and de
veloping of any materia l, invention, patented article,  or process. The Secre
ta ry  may publish the results of such resea rch. The Secreta ry may c arry out the 
au tho rity granted hereby, either indep ende ntly  o r in cooperation with any othe r 
branch of the  Government, State  agency, author ity , assoc iation, inst itut ion, 
corp oration  (prof it or non profit) , or  any other organization,  or jierson. The 
funds required to carry  out  the  prov ision s of thi s subsection sha ll be take n out 
of the  adminis tra tive and research fun ds authorized by section 104 of thi s titl e 
and  such funds as may be deposited  in a special accou nt with  the  Secretary  of 
the  Treasur y for such purposes by any cooperating  organiz ation or person. 
The provisions  of section 3709 of the  Revised Sta tute s, as amended (41 U.S.C. 
5) shall  not be applicable to contr acts or agreements made und er the  author ity  
of this subsection .

B. The Sec reta ry shall  include in the  highway research  program  herein au
thor ized  stud ies of economic high way  geometries, structure s, and  desirable  
weight and size standard s for  vehic les using the public highways, and  of the 
feasib ility of uniformity in Sta te regulat ions with  respe ct to such stan dards, 
and  he sha ll report from time to time to the Committees on public works  of the 
Senate and  of the House of Represen tatives  on the  progress and findings with  
respe ct to suc h studies.

C. Not to exceed 1.5 per  centum of the  sums apportioned for any  year  to 
any Sta te under section 104 of thi s tit le  shall be avail able  for expenditure upon 
requ est of the  Sta te highway departm ent with  the  approval  of the  Secretary , 
with or witho ut Sta te funds, for  engineering and  economic surveys and  in-
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ves tiga tions, for the planning of fut ure  highw ay programs and the financing 
thereof, for  stud ies of the  economy, safety,  and convenience of highway usage 
and the  desirable  regulat ion and  equitable  taxatio n thereof,  and for resea rch 
necessary  in connection wi th the  planning, design, cons truction, and mainte
nan ce of highways and high way  systems, and  the  regula tion  and taxatio n of 
th ei r use (Public Law 58-767, Aug. 27,1958, 72 S tat.) .

Mr. Roberts. What I  wanted to ask you was this. I believe th at 
the amount under the legislation  authorized under section 104 of the 
titl e amounted to about 1 percent.

Mr. Whitten. P/2 percent under section 307 (c ).
Mr. Roberts. li/2 ?
Mr. Roberts. Of the funds under  the Highway Act  of 1956.
Mr. Holmes. We get about 1 percent for our tota l administ ration 

at the Bureau, and the actual percentage for research is a good deal 
less than  that.

Mr. Roberts. I wanted to get the facts. If  1 percent of the huge 
fund is devoted to rese arch ; and if you have tha t much money, we 
ought to be making more progress. I would like for you to clarify 
that  for the record.

Air. Holmes. For  1961 the Office of Research budget for the Bu
reau  of Public Roads amounts to $3,727,000. That provides for quite 
a lot of services, in addition to research. Tha t compares with total 
Federal highway author izations for 1961, which would be somewhere 
over $3 billion. So it  would be considerably less than 1 percent. It  
would be about one-tenth of 1 percent that  is available for  research. I 
can give you the figures.

Air. Roberts. Will you furni sh the breakdown?
Air. Holmes. Yes.
Air. Roberts. And give me an explanation of where those funds 

are being used?
Air. Whitton. We will be glad to give it to you.
(The  information follows.)

Hon. Oren Harris,
Chairman, Committee  on In ters ta te  and Foreign Commerce,
House of Representat ives,
Wash ington, D.C.

Dear Mr. Chairman : During our  April 17 testimony on the Bureau of Pub
lic Roads highway safe ty prog ram, Chairman Roberts  of the Subcommittee on 
Health and Safety asked for  more precise information on safe ty financing in 
relation to the nat ional highway program. We a re glad to provide this  for the  
subcommittee.

Sections 104 and 307 of tit le  23, United States Code, govern the adminis
tra tive, research, and planning expenditu res for highway purposes. Section 
104 (a)  directs the Sec reta ry to deduc t an amount not to exceed 3% percent 
of all the  sums authorize d to be appropriated, as necessary for  adm inistering 
prov isions of the highway law. and also for carryin g on the  resea rch au tho r
ized by sections 307(a) and 307(b). Total  Federal  aid auth oriz atio ns ava il
able  for  obligation during 1961 are $3,075,674,000. The adm inis trat ive,  re
search, and planning funds auth oriz ed under section 104 tota led $28,305,000 
or sligh tly less than 1 percent of the tota l authorization, and  from this  comes 
the  budget of the Office of Research , which tota ls $3,727,000. Certa in nonre
sea rch  expenditures are  included in this  tota l, and the  fun ds expended for  
researc h total  $3,159,932.

It  is important  to under stand th at  section 307 (c),  in add ition to the  Office 
of Resea rch budget, author izes a furth er  amount not to exceed 1% percent of 
the  Federal  funds apportioned to the States to be made ava ilab le for engineer
ing and economic investig ation s, for planning , and for  stud ies and res ear ch;  
and  th at  these IVj percent funds, unlike  those  authorized in sections  307(a) 
and 370 (b) , are  avai lable  for  expendi ture  upon requ est of the Sta te highway
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•departments, with the approva l of the Secretary of Commerce. For fiscal year 
1961, the section 307 (c) funds available totaled $40,466,147.

From the two sources described, sections 104, 307 (a) and (b), and from sec
tion 307(c), the funds being expended in behalf of safety  during 1961 are  
estimated at $425,000 and $575,000, respectively, a total of $1 million, or three- 
hundredths of 1 percent of the total Federal aid authorization. Almost all of 
this can be classed as safety research expenditure, the only important exception 
being the $35,000 for operation  of the newly established drive r register service 
activity.

The 1%-percent funds authorized in section 307(c) are  not only programed 
for expenditure by the State  highway departments with the approval of the 
Secretary of Commerce, but are  customarily matched by State funds in the 
same ratio as the Federal aid construction funds. This matching is not a legal 
requirement, but an administ rative policy considered to have important merits, 
and can be and is waived where special circumstances exist. Obviously, one 
effect of the  matching with Sta te funds is to extend the scale and range of the 
projects undertaken with the 1%-percent funds. It  also tends to magnify 
State  interest, technical participation, and responsibility in planning and re
search work.

In addition to the indicated $1 million for Federal participation during fiscal 
1961 in safety research and other work whose total cost is substantially greater, 
the Secretary of Commerce adminis ters the $150,060 authorized in section 313 
of said title 23 and in accordance with section 104(a) to assis t in carrying out 
the action program of the President' s Committee for Traffic Safety. Within 
this limitation, financial support is given to the traffic court program of the 
American Bar Association, and to the continuing work of the National Com
mittee on Uniform Traffic Laws and Ordinances, and the American Association 
of Motor Vehicle Administrators  on the development of uniform laws and model 
ordinances and encouragement for their enactment in the States and cities. 
Funds are provided also for a traffic safety research correlation  service at the 
National Safety Council. Our support of these special projects stimulates  
financial contributions from othe r sources and thus tends to increase the use
fulness to highway safety. Other funds within the $150,000 limitation are used 
to staff much of the headquarters operations of the President’s Committee for 
Traffic Safety and for special conferences and meetings periodically scheduled 
to advance objectives and programs of the committee.

We apprecia te the opportunity the subcommittee has offered for submission 
of th is information.

Sincerely yours,
Rex M. Whitton, 

Federal Highway Administrator.

Mr. Roberts. Fir st of all, I will ask if you are familiar  with the 
comment in the Department’s report entitled  “The Federa l Role in 
Highway Safe ty” ? This was the report, I believe, authorized under 
section 117.

Air. W hitton. I will have to ask Air. Holmes to answer that.
Air. Holmes. Air. Pri sk is the author. He will be glad to try  to 

answer any questions.
Air. Roberts. Since we have the author here, let us have him an

swer. He is familia r with it if he wrote it.
Air. Prisk , on page 3 of the repor t i t reads  as follows:
There are residues of weakness in automotive design and function, however, 

to which manufacturers and public officials alike need to give fu rthe r attention.
You understand tha t there  are certain safety features which are 

available and which could and should be included in automobiles as 
standard  equipment. Would  tha t be a fai r statement of what  you 
meant by tha t statement?

Air. P risk. As a general observation, I would agree; yes, sir.
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Mr. Roberts. Fur ther , in the same report, refe rring  to standards 
set by government, there is this stateme nt:

Many States require certification through their  motor vehicle departments 
tha t these standards have been met. An expansion of such standards, and a more 
widespread use of the certification process by the States, would lead to quicker 
adoption of desirable vehicle safety features.

This ques tion: Do you in terpre t this to mean tha t the State should 
tighten up thei r safety requirements and require the adoption of 
safety features by law, if necessary ?

Mr. Prisk. The intent of that  paragraph, as I unders tand it, is 
tha t there should be more widespread attention  on the pa rt of the 
States to certifying equipment which contributes to safe operation 
of the vehicle and a broader acceptance of certain design standards 
which contribu te to safety. This would be desirable insofar as the 
actions in the States are concerned.

Mr. Roberts. Tha t should be instal led ?
Mr. Prisk. This is a statement that applies to all automobiles and 

not merely to State  purchased automobiles.
Mr. Roberts. Would you say then tha t if the States could expand 

the use of safety devices by the adoption  of these stan dards or by the 
insistence that they be incorporated in cars purchased by the States, 
would it  follow tha t the Federal  Government have the responsibil ity 
for the same type of vehicles used by Government employees?

Mr. Prisk. Yes; I th ink it would.
Mr. R oberts. Do you believe tha t if this were to be followed, this 

line of reasoning, that  the general public, the consuming public, would, 
perhaps, look to the Federal Government as an example or as a place 
where leadership in the promulgation of safety devices would be 
advanced ?

Mr. P risk. To the extent that  the purchase of vehicles for Federal 
use can be effectively used as an example, it would have a benefit, 
certainly, among the general public, yes.

Mr. Roberts. Do you think it  would serve the purpose of giving 
a more accurate body of statistics as to what these devices would do 
in the field of saving lives and prevention of injuries all along the 
line ?

Mr. Prisk. This feature I would not be so sure of because of the 
difficulty with the accident record system, and the control of the 
information. The experience that  would be gained in the use of 
Federal automobiles would, certain ly, make a contribution. And 
depending on how the public reacted and the way the records were 
reported and processed, it might  serve that  purpose, yes.

Mr. Roberts. Has the Bureau  done any research on the safety 
features recommended by the American Medical Association and which 
features were included in this committee’s report on II.R. 1341 in 
1959?

Mr. Prisk. This includes the speed governors-----
Mr. Roberts. If  you do not have it  before you, I will hand  you this 

report and gi ve you a chance to see what we have in mind.
Mr. Prisk. Thank you. I am not aware of any direct parti ci

pation on the part  of Public Roads insofar as the details of vehicle 
design are concerned, as referred to in this report. We have main
tained a sharp  interest in these features and have witnessed a great
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deal of the crash testing t ha t has been done in the industry and have 
kept abreast of it. We have not sponsored any research of the type 
mentioned.

Mr. Roberts. Has the major part of the work of Commerce been 
concentrated in the field of public highways, inter state  highways, and 
other types of roads, rather  than  on research in the field of safety 
features, safety devices ?

Mr. Pkisk. I think  Mr. Whitton’s statement  refers  to that  and 
indicates tha t our research has been largely highway oriented.

Mr. Roberts. To get back to Mr. Whitton , I notice in your state
ment the reference to the  work of the Bureau on uniform traffic laws. 
Our committee is quite interested  in tha t field, because, as you know, 
I think one of the first resolutions which this committee sponsored 
was the Beamer resolution which was to promote an interstate compact 
in the field of uniformity.

Mr. Whitton. Yes.
Mr. Roberts. The Chair is, certainly, glad  to know of your interest 

in this  field, and would like to know if you have any suggestion as to 
why there has been difficulty in getting  these uniform laws enacted ?

Mr. Whitton. Mr. Chairman, I can only speak from experience 
now in my home State of Missouri. Every  year we will introduce or 
have introduced some legislation having to do with driv er safety, like 
giving a certa in number of  points for being caught driv ing a car in
toxicated or giving a cer tain number of points for being in a certain 
type of accident; and then having a certain number of points adding 
up to be a specified number, like 18 or 20, the drive r loses his  license 
for a period of time.

But  I will swear we jus t have a terrible time gett ing anything 
passed. That is just the experience in Missouri.

I do know that the Bureau of Public Roads sponsored this meeting 
of the traffic people, traffic directors,  and traffic judges. And I would 
like for Mr. Holmes to add to what I have said. But there is, cer
tainly , a pulling back on the pa rt of S tate legislators, as I envision it, 
from passing  legislation that would tend to eliminate poor drivers, 
for one reason or another. I do no t have the viewpoint of the State 
legislators, so I cannot say why.

Mr. Roberts. I think  tha t is, probably, a f air  statement of the si tua
tion as it is in many States.

Would you have any suggestion as to what the Bureau could do or is 
doing to encourage tha t ?

Mr. Whitton. Let me refer that to Mr. Holmes, if I may.
Mr. Roberts. Mr. Holmes.
Mr. Holmes. As I  think you know, Mr. Roberts, there is this Na

tional Committee on Unifo rm Traffic Laws and Ordinances. Tha t 
was not the one Mr. Whitton referred to in his statement. But  there is 
such a committee.

It  has a very limited budget,  a part of which is supplied by the 
Bureau of Public Roads. And as one of the contribu tors, we hold 
membership on the committee and on the executive committee.

During a recent meeting of the executive committee of that  National 
Committee, with in the last 2 weeks, plans were made to step up the 
activity very considerably. Th at committee has employed a new man 
to be its executive secretary which will enhance and enlarge the staff 
at its national office.
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That  committee ha s as its  function the  job  of  reco mm end ing  a 
un ifo rm  vehicle code, o r set o f traffic laws, t hat  w ill be in keeping w ith  
ch an ging  times and c ha ng ing needs.

It , also, has the respon sib ili ty  to  follow the wo rk done in the  S tat es , 
and to call the  at tent io n of  St ate leg islato rs to any proposals  in tro
duc ed in State  leg isl atures  th at are  not in confo rm ity  wi th the 
un ifo rm  vehicle code. And  in th at  way, by try in g to keep the  code 
cu rren t and  enco urag ing  th e State s to follow the code, we hope to en 
cou rage more na tio na l u ni form ity .

Th ere  has been a pre tt y  substa nti al accepta nce  of  a t leas t some p ar ts  
of  the  Un ifo rm  Veh icle  Code. One section cal led  the  rules of  the  
road , fo r exam ple,  has ha d very  w ide accepta nce  a nd  most  S tates  have 
a lar ge  p ar t o f it  inc lud ed in t he ir  laws.

Th ere are sti ll differen ces, however.
Th e only  way t hat  we  could suggest is t hrou gh  continued persuasion 

to  t ry  to get t he  S ta te  l egislatu res  to  f ollow the  code more  close ly tha n 
they  now a re following  it,  and a lso, to  be sure th at  th e code is up  to d ate .

The executive  com mittee  ins tru cte d the  staf f to ar rang e for a m eet 
ing of  the  na tional com mit tee  du rin g th is com ing  year  so th at  there 
will  be a full -scale rev iew  of the code and a rep ublication  of the  
code with any  c hanges th at  m ay be m ade.  We ho pe th at  w ith  the  e n
larged  budget,  which I hope we wil get,  we will be able  to pa rti cipa te  
even to a g reater  deg ree  ne xt  y ear and the reb y he lp  the  committ ee do 
a be tte r job.

I t  is mostly  a m at te r of  per sua sion because it  is a mat te r of  St at e 
juris dict ion and  au thor ity .

Mr.  Roberts. You  m ay pr ef er  n ot  to ans wer th is  question. An d if  
so, very well. I f  we are pa ying  90 perce nt of  the  cost of the  roads,  
cou ld you say, “I n or de r fo r you to pa rti cipa te  in the  prog ram,” w hy 
would  it not  be req uired  th at  “you ad op t a un ifo rm  motor vehic le 
cod e”—a nd, if so, how lon g do you th ink it  wou ld tak e to get  it?

Mr. W hitten . Mr . Ch airm an , it migh t be a wise policy fo r yo ur  
com mit tee  to express  the h ope  th at  you do not  ha ve to go  to th at  end.

Mr.  Roberts. I ce rta in ly  would not  like  to  p ut  the  p ressure on any - • 
one or  any  sov ere ign ty bu t it does seem to me th at  the Federal  Gov
ernm en t would be e nt ire ly  with in its  r ight s if it so chose  to  exercise it, 
in savin g th at  it would be a require ment. We would  hope , however, 
th at  it would not be necessary .

I  un de rst an d th at  there is an ac tiv ity  now in the com pac t field t hat  
offers some hope. I  was adv ised  t his  p ast  week one of  the lar ge  S ta te  
governm ent g roups has been  p olled and the re is a ve ry fine chance th at 
the State s will sh or tly  en te r into a com pac t with  an agreem ent  to 
ad op t the  un ifo rm  law.

Mr . W hitton . Is n’t th a t the 11 West ern  State s—those  Governors 
meetin g here  now ?

Mr . Roberts. Yes.
Mr.  W hitton. In cide nt al ly , Mr. Holmes . M r. Ch air man , is a  m em

ber of th at  execu tive com mittee th at  he has  been t al ki ng  to  you abou t.
Air. Roberts. We are  ce rta in ly  ha pp y to hav e him  rep res ent the 

Bu reau  of Publi c Roads  in th a t cap aci ty.
Tha t is all I have . Mr. Rogers.
Mr . Rogers of  F lo rid a.  Th an k you, Mr. Ch air ma n.
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Mr. W hitton , I  read your statement. I was very sorry  that  I  was 
not here when you presented it. And I find it very interesting in the 
background of history here, some of the elforts tha t the Bureau has 
made.

However, my concern, afte r h earin g from GSA devoting no money 
to research, but works in cooperation with other agencies, and HEW 
is devoting about $1.4 million—I am not sure it  is all research in th is 
par ticu lar field, however—it may not be devoted to automobile acci
dents, but it  is accident prevention , however.

Your figure of $3,727,000—1 wonder how much of tha t was actually 
geared toward vehicle safety other than highway design of safety 
features ?

Mr. Whitton. May I refe r it  to Mr. Holmes?
Mr. Rogers of Florida . Yes.
Mr. Holmes. I would say, Mr. Rogers, t ha t very litt le of ours is 

directed exclusively toward the safety of the vehicle itself.  We fe lt 
tha t our responsibility was to the highway and its features,  traffic 
control devices, and so forth.

Mr. Rogers of Florida. Of course, I  realize  tha t highways  mean a 
grea t deal to the prevention of accidents.

Mr. Whitton. Divided lane highways: That is the other  great 
contributor.

Mr. Rogers of Flor ida. You certa inly are  to be commended for your 
work in that  field.

Mr. Whitton. Thank  you.
Mr. Rogers of Florida. However, I am concerned and I know the 

chairman is, too, about how littl e we are actually doing in our research 
programs to bring about g reater safety factors in the vehicle itself. I 
wondered what plans you have to approach this problem.

Mr. Wiiitton. Mr. Rogers, before you came I  made the statement 
tha t I have just  been here something less than 90 days, so I am re
ferr ing  those questions like th at to Mr. Holmes, with your permission.

Mr. Rogers of Florida . I realize that. It  is difficult in the short 
period of time you have been here.

Mr. Holmes. If  I might speak to th at then, Mr. Rogers, we have had 
the feeling tha t wTe must know more about the real causes of accidents 
than  we can learn from the reports that  customarily are made by the 
police and even by the police investigations. It  was for tha t reason 
tha t we pa rticipated with Public  Health Service and the Automotive 
Safety  Foundation in the study at Northwestern University which we 
call the intensive investigation of accidents. That repor t is th at thick 
one on the table here.

Mr. Rogers of Florida. How many accidents did you investigate 
there ?

Mr. P risk. Forty-th ree.
Mr. H olmes. Forty-three  accidents, which seems like a pret ty small 

number of accidents for tha t size book. But they were invest igated 
with the  hope that in such an approach we could prove whether or not 
it would be desirable to extend that  type of research toward the  deter 
mination of the  fact of the extent to which each element of the system, 
whether the  driver, the vehicle, or the highway, entered into the causa
tion of the accident.
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We find that  there are still differences in interpretat ion of the extent 
to which the vehicle entered into it. But, undoubtedly, there is room, 
as was shown in response to  a question Mr. Roberts asked—there is 
room for  improvement in the vehicle as there is room for improvement 
in the  other elements of the system.

Our  plans would not include research into the  vehicle itself, bu t we 
do hope to be able to  par ticip ate with others who are interested in 
developing a bette r understanding  of the extent to which each element 
does enter in. I think  that  is the limit to which we feel in our author
ity we should go.

Mr. Rogers of  Florida. I see. Tha t is what I think we need to get 
at. We want to center the responsibility of research on these things. 
I feel now tha t as to the problem of research concerning safety w’ith 
the vehicle itself, I am not sure where we would really go at the present 
time to have a really effective research program carried on. I think  
that is what we need to get to, if  you feel it is not the Bureau of Public 
Roads.

Mr. W hitton. We would like to have a part in that.  I think  we 
can make a contribution.

Mr. R ogers of Florida. I presume in a cooperative way.
Mr. W iiitton. Yes; th at  is right.
Mr. Rogers of Florid a. But not the primary responsibility for the 

research? You are more concerned with highway design and the 
attendant problems there?

Mr. Wiiitton. I think it is very helpfu l to get tha t clear, Mr. 
Chairman, so th at we can face t ha t problem.

Mr. Rogers of Flor ida.  I  do wonder if, since there  has been men
tion o f this  new commission tha t the President established—I guess it 
was President Eisenhower in December—do you feel tha t is really 
making an effective approach to th is problem, or should we go ahead 
and try  to work through our agencies and place the responsibility for 
this  type of work on, say Commerce, or Health, Educa tion, and W el
fare, or GSA, and such as tha t ?

Mr. Wiiitton. I have not had an opportuni ty to talk  with Mr. 
Hodges about it, but it would seem to me that  the Interdepartmental 
Highw ay Safety Board ought  to be effective in this  business.

Mr. R ogers of F lorida. Are you familiar  at all w ith the Board?
Mr. Whitton. I know the agencies tha t are on there. I would 

assume that each Secretary would, possibly, designate someone within 
his organization; perhaps the Bureau of Public Roads in the case of 
Commerce.

Mr. R ogers of F lorid a. This has not yet been done.
Mr. Whitton. Not to my knowledge.
Mr. Rogers of Flor ida.  Is there a time schedule for  it?
Mr. W iiitton. Not to my knowledge.
Mr. Rogers of Flor ida. Has any action been taken up at the sec

reta rial  level that you know of?
Mr. W hitton. I don’t know, sir.
Mr. Rogers of Florida. You have not been informed?
Mr. W iiitton. I have not been so informed.
Mr. Rogers of Florida. Probably , yours would be the agency tha t 

would handle i t in th e Commerce Department.
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Mr. W hitton. I would certainly think we would have a pa rt of it. 
Mr. Rogers of Flor ida.  I notice that  you state on page 2 of  your 

statement that $456,000 of funds have been devoted to certa in research 
problems, including highway safety projects and projects which have 
overtones of safety being conducted by Public Roads.

And  you state fur the r that you are provid ing technical guidance 
and coordination with another amount.

Where is that type of research going on, the $2.5 million ?
Air. Holmes. Fo r the most part tha t is work being done by the 

Sta te highway departments under what we call the l 1/^ percent funds. 
Those are funds tha t are available for purposes of plann ing and re
search from Federal-aid  funds apportioned to the States.

I might say in explanation to the statement about the overtones, I  
thin k is the word used, th at  we have a very definite feeling that 
most of the things t ha t we do in highway design and in traffic control 
to improve the flow of traffic, to increase the capacity of the  highway, 
are about the same thing s as we would do if we were concerned only 
with improving safety of the highways.

Fortu nate ly, the two go hand in hand. So tha t we undertake a wide 
variety of such projects largely with the objective of increasing the 
abil ity of the highway to move traffic at reasonable speeds and in 
reasonable volume and produce  as a byproduct improvements  in safety 
as well. I suppose we could say that  we started the oth er way and had 
as an objective the improvement of safety and as a byproduct  to im
prove the capacity and other features of the highway. But the two 
we feel are very closely linked. So tha t the Sta te highway depart
ments, in the many traffic studies tha t they under take with Federal- 
aid funds over which we do have the responsibility for technical super
vision, do provide a great deal of new knowledge and, we feel, ad
vancement in highway safety.

The majority of tha t expend iture is in that area, but  we have agreed 
with  Chairman Roberts to present any other  available data  showing 
the  breakdown for safety  research.

Mr. Whitton. Fo r example, on the Interst ate  System there is a 
requirement to pave the shoulders. I t protects the pavement itself 
and makes it last longer, bu t a good byproduc t is safety.

Mr. Rogers of Flor ida.  Yes. What amount of influence do you 
exert, would you say, in various States on speed limits on the in terstate  
highways ?

Air. Whitton. Will you speak on that, Air. Pri sk ?
Air. P risk. In my capacity  as secretary of the Committee on Traffic 

in the  American Association of State Highway Officials, we are associ
ated with a current study of speed limit regulations  on the Inte rsta te 
System. This is a committee of representatives from the State high
way organizations, and the study was init iated  because we have some 
concern about this problem of  different speed limits in different Sta tes. 
It  is a mutual problem among the States, and the  study is now under
way.

Mr. Whitton. That would have an indirect effect. Tha t is, the 
results of that  study would have an effect.

Air. Rogers of Flor ida.  I t  is the purpose then to exert influence on 
the speed limits ?

Air. Whitton. Tha t is ri ght , to the exten t tha t might  be warranted.
Can we talk  off the record here?
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Mr. R oberts. Yes.
(Discussion off the record.)
Mr. Rogers of Florida. I wonder how far  you felt the Bureau of 

Publ ic Roads should assume leadership in that field ?
Mr. W iiitton. I th ink we will through Mr. Pr isk as secretary of the 

committee acquire gradually  more uniformity. We acquired uni
form ity in the construction of the Intersta te System by such a method, 
by getting all of the States to agree that they would build 12-foot lanes 
and a certain number of lanes for a certain  amount of traffic and 
certain grades. Some a re crying a little  bit about it but most are- 
complying. That  is uniformity .

Mr. R ogers of Florida. I  th ink you did just a b it more than  asking. 
You said you would not give them the funds unless they did meet it.

Mr. W hitton. They set i t up, Mr. Rogers, themselves, the States set 
them up. The Bureau approved and the Secretary  of Commerce 
approved it. Then we said, “You follow the standards you set up.”

Air. Rogers of Florida. The Bureau of Public  Roads wrote tha t?
Mr. W hitton. Yes.
Mr. Rogers of Florida. You had a fai r amount to say about the 

standards.
Mr. W iiitton. That is r ight, but the States  themselves had recom

mended them.
Mr. Rogers of Florida. I have enjoyed your statement and appre

ciate the helpful information. And I must say that  my good friend 
Bill Hull has spoken most highly  of you.

Mr. W iiitton. Thank  you very much.
Mr. R oberts. I would like to thank you, gentlemen, for your action 

with reference to the Rhodes’ bill which was cleared by this committee 
and which this committee supported in the  House which became law.

I would like to commend you for the speed and the efficiency with 
which you have entered into tha t activity and I thin k it has made a 
tremendous amount of progress.

Mr. Rogers of Florida. I know you probably mentioned it, but 
we would all like to see the Secretary bring about the installation of  
seat belts.

Mr. Roberts. I certainly concur in Mr. Rogers’ comment. I feel 
tha t while many of these things , these approaches may not immedi
ately change the picture, we never know which one will be the cat
alytic aid. I think  we are beginning to see some light  in this picture, 
part icularly  this year ; and in the years to follow we want to see 
this horrib le toll of deaths and  injuries diminish.

Again,  we want to thank  you.
Mr. Whitton. Thank you. May I add tha t I  had  seat belts put  

in my Government car the same day the Secretary did.
Mr. Roberts. I am glad you nave employees who not only care 

about others but themselves.
The committee will stand in recess until 10 a.m. tomorrow.
(Whereupon, at 3 p.m., the  committee adjourned,  to reconvene a t 

10 a.m., Tuesday, April 18,1961.)
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TU ESD A Y , A P R IL  18 , 1961

H ouse of R epresentatives,
Subcommittee on H ealth and S afety of th e 

Committee on I nterstate and F oreign Commerce,
Washin gto n, D.G.

The subcom mit tee met , purs an t to recess, at  10 a.m., in room 1334, 
New House  Office Bu ild ing , Ho n.  Ke nneth  A. Ro berts  (cha irm an  ot  
the subcom mit tee) pre sid ing .

Pr es en t:  Re prese nta tive Ro be rts  (p residi ng ), Ro gers of  Flor ida,  
Schenck, Nelsen, and Dominick.

Mr.  R oberts. The subcom mittee  will plea se be in o rde r.
We  are meetin g th is mor ni ng  to  con tinu e ou r hear ings  on II .R . 

903 and H.R . 1341. These he ar ings  are  des igned to de termi ne  wh at 
the va rio us  executive  de pa rtm en ts  are  doing  on saf ety , how they are 
spendin g an d wh at res ult s they  are ob tai nin g so fa r as research is 
concern ed, so fa r as the  ov era ll m at te r of highwa y sa fe ty  is in the  
pic tur e.

Th is morning  we will  he ar  M r. W.  E.  Alb rig ht , who will  rep res ent 
th e Dep ar tm en t of  Defense. Mr. A lb rig ht  is the De pu ty Di rec tor  
of  Sa fe ty  of  the  Dep ar tm en t of  the Army  and is fro m my St ate of 
Alabama.

He is accomp anie d by Ma j. Jo hn  Naler. We will  be ha pp y to hear 
you  now.

Be for e the witness proceeds, I  should  like  to tak e th is  op po rtu ni ty  
to welcome to ou r Sub com mittee  on  H ea lth  and Sa fety  Mr . Dominick . 
We  are  de lig hte d to hav e you  with  us. We  ap prec iat e th e fac t th at  
you  have been selec ted an d ha ve  consented  to come here. We ap 
prec iat e you r be ing here.

Mr.  D om inick . I am de lig hted  to  be here , Air. Ch air ma n. I  t ha nk  
you.

Air. R oberts. You may now proceed, Air. Albrig ht .

STATEMENT OF W. E. ALBRIGHT, DEPUTY DIRECTOR OF SAFETY,
DEPARTMENT OF THE ARMY; ACCOMPANIED BY MAJ. JOHN
NALER, OFFICE OF CHIEF LEGISLATIVE LIAISON, DEPARTMENT
OF THE ARMY, WASHINGTON, D.C.

Air. Albrig ht. Air. Ch ai rm an  an d members  of  the  com mit tee,  my 
nam e is AVilbur E.  Alb rig ht . I  am De pu ty Di rector  of  Sa fe ty  fo r 
the U.S . Army . I  am here th is  mo rni ng  as a witness represen tin g 
the Dep ar tm en t of  D efen se, as the result  of  a le tter  f rom the com mit 
tee chair ma n to the Se cretary of  Defense , askin g fo r com men ts in 
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connec tion  wi th  H .R . 1341 an d comm ents rega rd ing wh at the D ep ar t
men t of Defense  is do ing in the field, of mo tor  veh icle  accident pr e
venti on  and wh at steps we are taking  in the  desig n of saf ety  devices 
fo r Government-ow  ned motor  vehicles.

F ir st , I  w’ould like to speak  n ot fo r the  D ep ar tm en t o f D efense, bu t 
as a ve ter an safe ty  official of  more  than  a qu ar te r of  a cen tury . I 
wo uld  like  to exp ress the appre cia tio n of  those  in the saf ety  field fo r 
th e splen did  s up po rt of  th e safet y movement t hat  we h ave  alw ays  en 
joy ed  on the  par t of  th is  pa rti cu la r comm ittee.  I t  h as always been a 
sou rce of  sa tis fac tio n an d consola tion  to know  th a t we have safet y 
represen tat ion at  th is  leve l an d the  benefits th at  have been affo rded  
ou r safet y mov ement cann ot  be described in words. We appre cia te it  
ve ry  sincerely.

Conce rning th e first po rti on  of  m y presen tat ion  it reg ards  the  posi 
tio n of  the  De pa rtm en t of  Defense  on I I.R . 1341 which  is sim ply  thi s, 
th a t the positi on tak en  by  the Burea u of  the  Bu dg et as out lined in 
th ei r le tte r of the  17th of  A pr il,  t o the  c hairm an of  t he  Committee  on 
In te rs ta te  and  Fo re ign Commerce, Hou se of  Re pre sen tat ive s, is con 
cu rre d in an d endorsed  by  th e D epart men t o f Defense.

The ir  posit ion  as sta ted by the Bu rea u of the  B ud ge t is sim ply  t h is : 
We are in acco rd with  the objectives of  I I.R . 1341, bu t a re of the  op in
ion  th at  the  e stabli shm ent of  sta nd ards  c ove ring moto r vehic le safet y 
devices  and specific ations inc ide nt the ret o sho uld  rem ain  unde r the  
au th or ity  of  the Adm in is trat or  of General Services. Th e staf f of  
th e General Services A dm in ist ra tio n works on a  c on tin uin g basis wi th 
the manufac turers of  motor  vehicles, on technica l an d perfo rmance 
spec ifications, an d it is no t believed des irab le no r fea sib le to sep ara te 
st an da rd s and specific ations of  m otor vehicle sa fe ty  devices  from  the  
gene ral  sta nd ards  and specific ations res ponsibi lity of  General Se rv
ices Ad minist rat ion.

In  view of  thi s we suggest  that  I I.R . 1341 be amend ed to subs titute 
th e Adm in ist ra to r of  G enera l Services fo r the Se cretary o f C ommerce 
in  sections I  and I I  of  the bi ll;  and  th at  the bil l, so amended, be 
ena cted.

That  is the  pos itio n expressed  by the  Bu rea u of  the  Bu dget an d is 
concurr ed  in wh ole heartedly by the  D ep ar tm en t of  Defense.

In  th e pa st the  Dep ar tm en t of Defense has  objected to th is  bil l, 
no t necessa rily objected to  it , bu t we have exp ressed  some concern 
as to  wh eth er or  no t it  was essentia l. I th ink,  pr im ar ly , ou r pa st 
obj ect ions wTere based upon  the  fact  t hat  we fe lt  a s if  it  was po intin g 
to war d the  small end  of  th e prob lem. We would  have been more 
en thu sed had it  been mo re inclusive and tak en  in  pr ivately owned 
veh icles as well.

I  mention th is sim ply  because  the  fa ta lit ie s th a t we experience in 
the De pa rtm en t of  D efe nse  as a res ult  of G overn ment-owned  vehicles 
ar e m inor  compared to  the n um ber we have in  p riva te ly  ow ned vehic les. 
F or example, fo r each  fa ta li ty  th at  wre exp erienc e as the  res ult  of 
Government-owned  veh icle s we hav e 13 as the re su lt of  pr ivately 
own ed vehicles.

We  would , ce rta inly, be  enthu sed  if  all  moto r vehicles cou ld be 
inc lud ed in th is specific ation.

W ith reference  to the second quest ion  th a t was con tain ed in the 
le tt er  from the  com mittee chair ma n to  th e Se cretary of Defense,
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which has to do with what  the Department of Defense is doing in 
the field of motor vehicle accident prevention, I might mention tha t 
the Depar tment  of Defense does not have a safety organization as 
such bu t i t does have one in  the various segments of the Department 
of Defense, each one maintaining  a very active safety  organization.

Even though safety responsibility has been delegated to the various 
Secretaries there still is maintained a close coordination on the par t 
of the Secretary of Defense with a representative in the Defense 
Departmen t Personnel Ollice assigned the responsibility of coordina t
ing the functions of the various departments. And regardless of the 
fact tha t safety has been delegated out to the various Secretaries there 
still is maintained  a close coordinated  effort on the part of all of 
the depar tments  in the field of special interests and of special emphasis. 
As an example of the coordina ted effort on the pa rt of the services 
I call your attention to  the Commission on Accidental  Trauma which 
is a pa rt of the Armed Forces Epidemiological Board  and the bene
fits th at  they  have furnished in this capacity are legion. The Com
mission feeds all of the services with information obtained by studies 
and research conducted by men who are highly train ed and  specialized.

Among the many fields of study on accidental trauma is the field 
of motor vehicle safety which, perhaps, has received the greates t 
emphasis. And as an example of this I call your attention to the 
automotive crash inquiry research program at Cornell University, the 
thinking  of which, I believe, has had a grea t deal to do with the 
preparation of this par ticu lar  bill we are discussing.

This coordinated effort, also, pertains to areas of special weapons 
and problems of tha t natu re which require joint safety precautions.

There is at the moment a join t study on the par t of the three serv
ices under  the coordination of the Secretary of Defense to determine 
what percentage of our mi lita ry personnel fata lities  are caused by the 
time they leave on pass and the  time they return, looking into th at to 
see i f there  may be a way of controlling the time tha t the individual 
serviceman leaves his stat ion in order to go on leave and the time tha t 
he is to repo rt back to eliminate as much nigh t driving as we possibly 
can.

In  addit ion there is a join t manual being p repared which contains 
chapters on safety, accident prevention, and repor ting, and one on 
driver selection, train ing, and licensing and the Departmen t of De
fense instructions are published placing a requirement on each of the 
services to maintain an accident prevention program.

Other  activities taken by the  military services on an individua l 
basis t ha t have proved effective, includes such items as an attitude 
survey of milita ry personnel which has been conducted to determine 
the effectiveness of methods used to combat privately owned motor 
vehicle accidents. It  was ra the r revealing, to learn  th at the majority  
of the milit ary personnel did not feel tha t the usual means used to  
promote a safety program, such as posters and memoranda and things 
of tha t nature served a useful purpose. They felt, t ha t is, individual  
members felt, tha t the most effective approach would be a get-tough 
approach.

In  connection with this par ticula r study, it has attracted such at
tention, that an abstract of the survey has been published bv the Na
tional Safe ty Council in the ir December issue of the ir Traffic Safety 
magazine.
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Mr. Roberts. Could you furn ish tha t information to the subcom
mittee?

Mr. Albright. Yes, sir, I can do that.
Mr. Roberts. Thank you.
(The information referred is in the committee files.)
Air. Albright. The Nat ional Safety  Council driver award program 

is endorsed by the Department of Defense and plays a major role in 
our promotional program. One parti cular service uses this award 
program throughout the entire service, and the other services leave 
it up to the individual insta llation or command. This drive r award 
program includes an annual award  for accident-free driving for all 
civilian drivers. It  contains a code for professional drivers,  a mag
azine on safe  driving, a monthly letter  conta ining im portant seasonal 
topics and a poster service.

In addition in the field of training , personnel are not only tra ined 
in the service schools, but  we use the services of universities, such as 
the Traffic Inst itute  which is maintained by the Northwestern  Uni
versity. We train civilian traffic officials in these schools.

In addition to this, motor vehicle safety is included in the chap
lain ’s character guidance program from the moral responsibility 
standpoint, which we think is rather effective.

Our general tr ainin g for dr ivers  is threefold.
We have a prelicensing tra ining program.
We have a refresher tra ining program, and we have a remedial 

drive r training program.
Timely circulars on motor vehicle safety are published, such as one 

that is being published a t the present time which calls attention to a 
danger  which we have been informed of bv the Inte rsta te Commerce 
Commission concerning d rivers  of  flammable liquid carr iers not stop
ping at railroad  crossings. In  addition to that, we publish circulars 
preceding long weekends and other holiday periods.

DOD suppor ts national programs such as the national vehicle 
safety check, the slow down and live campaign, and the Armed 
Forces -State traffic safety workshops, which have also paid dividends.

One of our oustanding efforts, I believe, is the fact tha t the Army 
part icipated  in the American Association of S tate Highw ay Officials’ 
study on driver fatigue  and performance in a 2-year s tudy which was 
conducted a t Ottawa, I ll. The study ran for 2 years, and represented 
a coordinated effort between the  Army, public roads, the truck manu
facturers, and the data is be ing processed a t the present and we ex
pect to develop a limitation as to the length o f time tha t drivers  can 
safely perform their  duties on the road from the data  tha t we will 
receive from this study.

Reporting  procedures for accidents are being converted to the 
automatic data  processing system to insure more accurate and more 
immediate information on accidents tha t we can use in our studies.

Civilian safety management career programs are being established 
to improve the quality of the safety  personnel who are engaged in 
this par ticu lar field of work. Promotional material such as films, 
posters, and litera ture are widely distributed and offpost safety pro
grams have been developed and they have been designed to  stress the 
motor vehicle phase of the safety program.

There is at present a policy being established on the use of seat 
belts and should be forthcoming in the very near future.
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Vehicle inspections are performed on a schedule tha t will insure 
against mechanical failure  of the vehicles.

Regulations  have been published on the prevention of Government- 
owned vehicle accidents and non-Government-owned vehicle acci
dents, and in connection w ith compliance with civil traffic laws.

Each  service was represen ted on the American Standard s Associa
tion Committee which was established to revise the national traffic and 
repo rting standards. And each service cooperates so that we have an 
interchange system between services in the use of our safety films 
tha t we use in the training programs.  . . .

A couple of miscellaneous incidents in connection with this indi
cates the progress tha t is being made bv the Department of Defense 
safety effort. One is the percent of reduction based upon the last 5 
years of accident experience. We find tha t our Government motor 
vehicle accident rate, Department of Defensewide, has been reduced 
16 percent  during  the last  5 years, and tha t our fata lity  rate—this is 
in connection with Government-owned motor vehicles—has been re
duced 25 percent. .

With reference to the privately owned vehicles used by Department 
of Defense personnel, the accident rate over the last 5 years has been 
reduced 28 percent, and the fata lity  rate has been reduced 19 percent.

I believe an indication of the progress tha t has been made on the part  
of the Department of Defense in connection with our accident preven
tion effort may be il lust rated by the fact tha t 5 years ago, the Pres i
dent of the United States established a safety award to be presented 
for outstanding safety achievement each year. Dur ing the 5 years  
tha t the President ial award  has been in effect, the Department of De
fense has won it four  times. The Army has warn it  twice; the Navy 
has won it once; the Air  Force  has won it once. We have been in
formed tha t all three of the services have again maintained a reduc
tion in their  accident frequency rates to such a degree that we have all 
three been nominated for this  award again this year, and only time 
can tell whether or not one of us will win it again.

In closing my comments, I  would like, if I may, to  correct what I  
thin k and what the  Depar tmen t of Defense thinks is a misconception 
as to the par t played in safety by our mil itary  drivers. It  is publicized 
by insurance companies and others that  the mili tary  drivers are p er
haps the worst drivers there  are in the world.

This is a statement that  I feel is a misconception, and if it is in 
order, I would like to go on record before this committee justi fying 
the position tha t I take, that it is not a true statement. I base this 
prim arily  on an aricle entitled, “The Case for the G I Driver ,” which 
was published in the Army  Personnel Letter of Jan uary 1961, and i t 
is submitted as a mat ter of record, if  it is appropriate  to do so.

I call attention to the fact that  although rumor  has it tha t service
men are among the poorest, if not the worst, drivers  on our streets and 
highways, we would like to look at the facts. I quote from the art icl e:

As a group, drivers under 25 are more frequently involved in accidents and  
show higher  accident ra tes than  would be expected on the  basis of their 
numbers  in the driving population. A very high percentage of servicemen are  
in the  under 25 years  of age group, who are  responsible for  the  major port ion 
of the  highway accidents. Bu t we would like to bear in mind that  soldiers 
or mi litary  driv ers in uniform ar e easi ly recognized—mil ita ry driver s by vir tue  
of the ir distinctive uniform and the ident ificat ion on the  bum per or windshield
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of the car  which is readily recognized, whereas the millions of other drivers of the same age are not so easily recognized.
Because of this ease of identification, the servicemen may have become the scapegoats of an accident-weary public, ready to assign blame for the traffic accident problem. No other group, ethnic, religious, or occupational, is so singled out.
Th at the driving performance of the under 25 serviceman is in need of improvement is acknowledged; that  his record is poorer than that of his driving contemporaries has not been proved.
These servicemen entered the service afte r 18 or more years in civilian life, where he was under the influence of his family and the community. He brought most of his knowledge, skills, and attitudes tha t relate to driving—and his driver’s license—with him to the military service. It  is the  public, not the military, which determines who shall be issued a license, and the requirements an applicant must meet to obtain this certificate. The Army examines, selects, trains, and supervises the drive rs of its Government-owned vehicles; however, controls of this sort are almost totally  absent in the case of the serviceman operating his own vehicle. The result—accident experience fo r Army vehicles is one-half tha t of motor vehicle fleets reporting their experience to the National Safety Council. Last year, Army motor vehicles were driven some 130,000 miles for each accident reported.
The serviceman’s private  motor vehicle problem is not exclusively a military problem; rath er it is a par t of the total traffic problem of the Nation. Accordingly, the solution is one which must be shared by the military and the civilian community. Improved licensing standards and driver controls offer the best hope for reducing accident experience among all drivers, military and nonmili tary  alike.
As an example of the point tha t I am tryi ng to stress before the 

committee, I mention the fac t tha t there were more fatali ties from 
motor vehicle accidents in my da ughte r’s high school graduating class 
in Huntsvil le, Ala., than ther e were among all of the thousands of 
mil itary personnel stationed at  Redstone Arsenal during the 9 years 
tha t I directed the safety program there. This is a problem tha t I 
think we all should consider.

This  completes the remarks from my notes, Mr. Chairman. If  there 
are any questions from the committee, I  would be glad to attempt to answer them.

Mr. R oberts. Thank you, Mr. Albright. You have been very help
ful to the committee. You have presented it quite well.

I  would like to ask a few questions. As I understand it, the De
partmen t of Defense approves the bill with the exception that  they 
would prefer  the bill be amended to put the authority, the power to 
carry  out the objective of the bill, in the General Services Adminis
tration, rather  than  in the Department  of Commerce; is that  correct ?

Mr. Albright. Tha t is correct, sir.
Mr. Roberts. Do you thin k tha t the General Services Administra

tion should rely on the Society of Automotive Engineers , the Ameri
can Standa rds  Association, or set up a staff of its own, to pass judg
ment on safety features, aft er hearing the engineering  societies, the 
testing  associations, the public, and the manufac turers and others in
terested in the mat ter ?

Mr. Albright. My personal feeling, Mr. Chairm an, is that there  
are people in the Government service who are qualified and tha t they 
may be called upon to assist in this par ticu lar field. Fo r example, in 
the Bureau of the  Budget’s comments on this, they state  tha t in fur
thering the objective of this  legislation, it is the ir unders tanding that 
the General Services Administration  intends to solicit advice and 
recommendations from the Inte rdepartmenta l Highw ay Safety
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Bo ard , which was  esta bli shed by Ex ecuti ve  O rd er  No. 10898, D ecem
be r 2, I960, in whi ch, am ong othe r responsi bil itie s, is requ ire d to pro 
vid e lea dersh ip to  an d to coord ina te the traffic sa fe ty  aspects of  pro 
gram s ca rried  on by th e departm en ts an d agencies of the  I  edera l 
Gover nment , and th a t adv ice fro m th is  B oa rd  w hic h is c ha ire d by  t he  
Se cretary of  C ommerce should  be of mate ria l ass ista nce  to the Ge n
eral  Serv ices  Adm in is trat io n in  pr om ul ga tin g sta nd ards  cov erin g 
sa fe ty  devices an d in th e pr ep ar at io n of  suit ab le specific ations in con 
nec tion  therew ith .

In  a dd ition  to  th at , I  a m sure that  a ll of  th e agencies  o f th e Go vern
men t who have  men s pecia lly  t ra in ed  in th is  field would  g ladly vo lun
teer  thei r services.

Mr. Roberts. Do yo u believe, however , th a t the Gener al Services 
Adm inist ra tio n,  a ft er  c onsulting  with  t he  usin g agencies, sho uld  hav e 
th e discre tion to make th e final judg men t on the safet y feature its elf ?

Mr. Albright . Yes , si r;  I  t hink  so. I  mak e th is  s tatem ent because 
o f the fact  that  th e veh icles are  used  d iffere ntl y by dif fer ent agencies, 
an d the y ma y be requ ire d to procure  sa fe ty  devices th at , due  to  th e 
use  of the p ar ticu la r veh icle , wou ld no t be necessa ry in othe r vehic les.

Mr . Roberts. I  sup pose you have in mi nd  a si tuat ion,  fo r inst anc e, 
suc h as the Po st  Office De pa rtm en t, in us ing a pa rt icul ar  type  of 
vehicle, m ight  ha ve  a ty pe  o f vehic le t hat  wou ld no t lend  its elf  t o use 
by an othe r agency  or  de pa rtm en t. Th ey  are req ui red to  sta nd  mo st 
of  t he  tim e, and I  ca nn ot  conceive  t hat  there wo uld  be much po in t in  
put ting  on  th ose  vehic les  a  safety  b elt,  in th at type  o f ope rat ion .

Mr. A lbright. T hat is rig ht , s ir. We h ave o th er  classes o f vehicles 
th a t a re  used  in di ffe rent  service, such  as  in  the  G eod etic  Surv ey in the  
Tr op ics where  the re  is  no th ing over  the top  b ut  a  piece of  canvas . We 
would  oppose putt in g sa fe ty  bel ts in th at  pa rt ic ul ar  type  of  veh icle  
because in case o f ro llo ve r they need  to  be ab le t o le ave  these vehicles in 
a hur ry .

Mr. Roberts. And  you feel th at they  would  be be tte r qua lified to 
ob ta in  the pa rt icul ar  eq uip men t because  i t i s t hei r job  to  procure the m 
in  the  first  inst ance ?

Mr. A lbright . T ha t is the genera l o pin ion  expressed by the  B ureau 
of  the Bu dget,  and  t he  D ep ar tm en t o f Def ense endo rses that .

Mr . S chenek . W ill  you yield  th ere ?
Mr. R oberts. I  wil l g ladl y yie ld.
Mr.  Schenck . You re fe r to the fa ct  th a t in th e Geodetic Survey  

vehicles , they have only  a piece o f can vas  f or  th e to p on thei r vehic les. 
Co uld  you no t i ns ist  upon rol lov er ba rs  t he re  ?

Mr.  A lbright. T hat co uld  be an answ er, a  solution. Rollover  hoops  
are ava ilable  a nd  ma y be procure d to  be insta lle d on vehicles of  th at 
typ e.

Mr.  Sche nck . W ou ld  you no t feel th at m ig ht  be im po rta nt , or  
does  the  record  show th a t it  is no t necessary ?

Mr. A lbright . I  do  n ot  thi nk  that  our  re cord would  p rov e it  unnec
essary , s ir. However , it  is an added safe ty  f ea tu re , and we cou ld no t 
ce rta in ly  object to  it.

Mr . S chenc k. T hat is a ll of t he  questio ns I  have . Th an k you.
Mr. Roberts. You me ntioned one th in g in yo ur  tes tim ony th at  we 

ha d previo usly d iscussed with  the  co mm and ing  officer a t W righ t F ie ld
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in our hearings tha t we had  in Dayton, Ohio, with reference to the 
type  of training for servicemen going on leave.

Instead of giving their leave to them in the usual way, having it 
occur on the weekends, have any plans been developed in the D epar t
ment of Defense that  would s tagger th at s ituation so tha t the service
man would go out, perhaps, during the middle of the week, or some 
other time during  the week, instead of the weekends, and then have 
it changed at the last minute and having him drive n ight  and day, try 
ing to get back in time fo r his  to ur of duty ?

Mr. Albright. A temporary study made in connection with tha t 
problem raises a question as to whether or  not it is actually a problem. 
However, to determine whether or not it is a problem, we have in 
process a t this moment a 6-month period of maintaining records of 
these types of accidents, to determine  for sure whether or not it is a 
problem. If  it is, we will definitely take action.

The reason I say there is a question in regard to it being a problem 
is that the records we have at  the moment do not reveal it as a prob
lem. We have a number of people killed who are nig ht driving 
when on leave or on pass, but the indications from our records are 
tha t these people who are being killed are people w’ho live in the 
community. They are off for  a holiday wTeek at  home; they are not 
going any place except around their local community.

The major portion of our people who are killed in night driving 
in the  military services, according to our records tha t we have at the 
present time, indicate tha t there are very few who are pressing to 
get home or to get back to the sta tion on a time limit.

We are concerned with this , and the Department of Defense is 
coordina ting a study on the pa rt of the three services a t this moment 
to determine whether there is an actual need for th is or whether there 
is not.

Mr. Roberts. About how many passenger-type vehicles are pur 
chased by the Department of Defense?

Mr. Albright. I am sorry; I  do not have that information with 
me. I can furnish it fo r the record.

Mr. Roberts. We would like to have tha t for  the record.
Mr. A lbrtgttt. We will furn ish it.
(The information referred to follows:)

The following figures represe nt the number of passenger-type motor  vehicles 
included in the  budget for fiscal ye ars 1960, 1961. and 1962 :

Fis ca l yea r 
1960

F is ca l yea r 
1961

Fis ca l ye ar  
1962

Sed an s_______________________________  _____________________ 2,675
1,426

787
190

2,8 70
1,15 3 
1,324 

453

4,374
1,572
1,73 9

629

S ta tion  w agons_____________________________________________
B u s e s .____________ ____ ____________________________________
A m bu la nces__ _________ ____ _______________________________

T o ta l................................ . ............................. ................................... 5,078 5,800 8,314

Mr. Roberts. I know you are not in the procurement end of  this, 
but do you, in your opinion, believe th at the addition of reasonable 
safety devices, such as seat belt  attachments, safety type locks on 
the doors, crash padding, roll bars, would appreciably increase the 
cost of the vehicles used by the Government ?
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Mr. Albright. Of course, I know that, it would increase it some, but 
I doubt very seriously whether the addition  of these devices would 
increase it  beyond the limitations stipulated for the procurement of 
the vehicle. I believe tha t most of the vehicles purchased now are 
purchased at a price under the stipula ted limit. I do not think  it 
would increase i t more than t hat  limit . If  it d id increase it, why, the 
cost would certainly be offset by the savings involved.

Mr. Roberts. Those are  all of the questions I  have. I)o you have 
any questions, Mr. Nelsen ?

Mr. Nelsen. No questions.
Mr. Roberts. Mr. Dominick?
Mr. Dominick. I have a couple of questions, Mr. Chairman.
In connection with  the safety  features mentioned in fair ly general 

terms, such as the seat belts, and rollover bars, and crash padding, and 
safety type door locks, do you have any other thoughts on what types 
of devices might be included wi thin this category?

Mr. Albright. In connection with this legislation, I  assure you tha t 
there should be some dividing line be made as to what is considered a 
safety device. Definitely a windshield wiper is a safety  device; a 
horn is a safety device; a windshield  washer is a safe ty device. You 
can enumerate I  do not know how many items on an automobile that, in 
the broad sense of the word, would be considered for the purpose of 
safety.

The brakes, for example—all of these things. Your sideview m ir
ror, your rearview mirror . Bu t in this part icular legislation, I be
lieve something should be done to specify what the minimum stand
ards should be in connection with this.

Mr. Dominick. Let me ask you just a few more questions, if I  may.
Has any thought been given in connection with this  legislation th at 

a safety device might include an antipollution device on the exhaust 
system ?

Mr. Albright. To my knowledge, i t has not been considered in con
nection with this. Some member of the committee would have to an 
swer that, because I do not know what has been included.

Mr. Dominick. Has the Government done any research work on 
this part icular problem, tha t you know of, in connection with this bill 
or otherwise ?

Mr. Albright. I do not know. I will have to get that informa
tion for you. There is research being done in connection with the 
control of the poisonous fumes from the exhaust pipe, but I do not 
know what role the Government is playing in this research work. I 
will have to supply it for you.

(The information referred to follows:)
The Division of Air Pollution of the Public Health Service, Department of 

Health, Education, and Welfare has been engaged in research and development 
for several years on the problem of emissions of motor vehicle exhausts. The 
research covers the exhaust from both the tail pipe and the blowby from the 
crankcase. Information is being furnished other Government agencies on a 
continuing basis through the Interdepar tmental Committee on Air Pollution.

Mr. Dominick. Has the Government, to your knowledge, contem
plated any research on different types of n ight  lights, as to whether 
they would be good or bad ?

Mr. Albright. Tha t I cannot answer, ei ther. I believe they have 
accepted the research of the outside agencies on tha t as standard 
equipment.
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Mr. Dominick. Those are all of the questions I have. Thank you.
Mr. Rogers of Flor ida.  As I understand it, you are with the De

partmen t of the Army ?
Mr. Albright. Yes, sir.
Mr. Rogers of Flor ida.  And the Army has been chosen to be the  

coordinating  branch for the entire Depar tment  of Defense; is tha t 
correc t ?

Mr. Albright. Th at is righ t, sir ; tha t is, at this hearing. The 
Army, of course, does not control the whole safe ty program, except 
at this hearing I am representing the Department of Defense.

Mr. Rogers of Flor ida . Do you have a coordina ting committee?
Mr. Albright. I mentioned tha t in the first p ar t of my statement. 

The  Department of Defense safety program is decentralized. The 
responsibi lity and the authority  is clearly delegated to each one of 
the Secretaries. However, the Department of Defense maintains 
a coordina ting agency in their Personnel Division; the Deputy Di
rector  of Personnel fo r t he Department of Defense is the person who 
coordinates the general efforts on the pa rt of the services.

Mr. Rogers of Florida. Do you do any research in the  Department 
of the Army on safety ?

Mr. Albright. Yes, sir. The Department of Defense has the 
Armed Forces Epidemiological Board which has a Commission on 
Accident Trauma, and they use the brains of the world in th is parti cu
lar  field in doing research and handing i t down to the various services.

Mr. R ogers of F lorida. Tha t is the only research that  you know of?
Mr. Albright. We do other research. I could not tell you for a 

fact how much we are doing tha t would concern this parti cular bill, 
because our special purpose tactical vehicles are excluded from this 
bill. When a tactical  vehicle is designed for a special purpose, human 
engineering plays a majo r role in the design of that  piece of equip
ment and human engineering  is p laying a la rger role in the design of 
the equipment every year.

Mr. Rogers of Florida. I was thinking  no t necessarily of restr ict
ing it to this bill, but your program of research safety for vehicular 
matters.

Mr. Albright. We depend on the Armed Forces Epidemiological 
Board , and the Commission on Accidental Trauma who do tha t re
search for us, plus other  studies th at we make. One I  mentioned was 
the study of the attitu des of servicemen as to the effectiveness of the 
measures that are used in accident prevention. Another one was the 
study on the par t of the truc k manufacturers, the Army and Public 
Roads in the field o f fatigue and performance of drivers. Tha t was 
a 2-year study just completed. They are compiling the data  now to 
be used in this field.

So we do a great deal of study and research of this nature.
Mr. Rogers of Florida. How many people are there  in your office? 

What is the size of vour staff ?
Mr. Albright. My staff?
Mr. Rogers of Florida. On this work?
Mr. Albright. My staff in the Department of the Army Head

quar ters offices consists of  10; 6 action people and 4 clerical. How
ever, our Army safety program is decentralized, too.



MOTOR VEHICLE SAFETY STANDARDS 287

We have such organizations as the Nuclear Weapons Coordination 
Group for Safe ty. We have a safety organization in the  Continental 
Army Command. And we delegate all this responsibil ity to each 
command. We follow the command channel all the way down to 
the unit  level, if you please. And the other services do the same 
thing.

Mr. Rogers of Flor ida.  Thank you very much. Tha t is all.
Mr. Roberts. Thank  you, Mr. Albright. Do you have any break

down as to fatalit ies in there, and injuries, broken down by whether 
or not they occurred on the base, the installation or outside of those?

Mr. Albright. Yes, sir. I have those figures in my office. They 
are very revealing. I would be g lad to furnish you the figures in 
tha t connection. I do not have them with me today.

Mr. Roberts. If  you will do so, we shall appreciate it.
Mr. Albright. We know tha t there are far  more off pos t than on 

post.
(The informat ion follows:)

Figure s obtained from the  Army, Navy, and Air Force ind icate that  off-post 
acciden ts are  responsible for approximately 98 percent of the motor vehicle 
death s experienced by the  Departm ent of Defense.

The latest  figures ava ilab le per tain ing to the  perc enta ge of on-post as op
posed to off-post accidents ind ica te that  approximate ly 00 percent of such 
acciden ts occur on-post and 40 percent off-post. This est imate  includes only 
those accid ents resulting in damages  of $25 or more to Government-owned ve
hicles and does not  include a number  of off-post acciden ts involving  privately 
owned vehicles since the re is no requirement to repo rt such accidents unles s 
they res ult  in a disabling in jury  to mil itary personnel.

Mr. Roberts. Thank you again very much for being here and fu r
nishing us with this information.

Air. Albright. Thank you.
Air. Roberts. Our next witness today is Air. E rnes t G. Cox, Chief, 

Section of Alotor Car rier  Safety, Inte rsta te Commerce Commission. 
With him, I understand, he is accompanied by Air. H erbert Qualls, 
Direc tor of the Bureau of Alotor Carriers,  and Air. Dale W. Hard in, 
congressional liaison officer.

STA TEM ENT  OF ER NE ST G. COX, CH IEF, SECTION OF MOTOR CAR
R IE R SAF ETY , IN TE RS TA TE  COMMERCE COMMISSION; ACCOM
PA NI ED  BY HE RB ER T QUALLS, DIRECT OR OF TH E BUR EAU  OF
MOTOR CARRIER S, AND DALE W. HA RD IN, CONGRESSIONAL
LIA ISO N OFF ICER, INTE RS TA TE  COMMERCE COMMISSION

Air. Cox. Air. Chairman, and members of the subcommittee, my 
name is Ernest G. Cox. I am Chief of the Section of Alotor Carrier  
Safe ty in the Bureau of Alotor Carriers of the Interst ate  Commerce 
Commission. I have served as Chief of tha t Section since December 
1951, and prior  thereto worked in the field staff of  th e Commission’s 
Bureau of Alotor Carrie rs from 1939. Chairman Eve rett  Hutchinson 
regrets that he was unable to lie here personally, but, as he stated in 
his le tter  of April  4 to Chairman Roberts, a previously scheduled oral 
argument  before the entire Commission has prevented his being here.

I am appearing today to discuss the safety activit ies of the Com
mission, giving par ticu lar attention to (1) drive r competency and 
physical fitness, (2) vehicle design and equipment to promote safety, 

70 70 6— 61------ 20
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and (3) safety inspections of vehicles. The duties and the jurisdic
tion of the Intersta te Commerce Commission with respect to high
way safety are specified in section 204(a) of the Intersta te Com
merce Act (49 U.S.C. 304). Paragraphs (1) and (2) of tha t subsec
tion specify it  to be the duty of the Commission to establish for com
mon and contract carriers by motor vehicle—
reasonable requirements with respect to qualifications and maximum hours of 
service of employees and safety  of operation and equipment.
Par agr aph  (3) states it to be the  duty of the Commission—
to establish for private  carrier s of property by motor vehicle, if need therefor 
is found, reasonable requirements to promote safety of operation, and to that  
end prescribe qualifications and maximum hours of service of employees, and 
standard s of equipment.
Paragr aph  (3) (a) provides tha t the Commission shall establish—
for carr iers  of migrant workers by motor vehicle reasonable requirements with 
respect to comfort of passengers, qualifications and maximum hours of service 
of operators, and safety of operation and equipment.

The Commission first prescribed regulations governing common and 
contract carriers of prop erty  and passengers as to qualifications of 
drivers,  reporting or accidents, and standards of equipment, to be
come effective in 1937. Maximum hours of  service regulations  became 
effective March 1, 1939. As to private  carriers of property , the 
Commission made the required finding of a need for such prescrip
tion and prescribed regulations, approximate ly equivalent to those 
applicable to common and contract carriers, to become effective 
October 15, 1940. Thus, as to common, contract, and private car
riers, safety regulations have been in effect fo r more than 20 years.

Regulations to establish reasonable requirements as to comfort of 
passengers and safety of operation of carriers  of migrant  workers be
came effective in 1957, following legislation approved August 3, 1956.

Leadership: The Inters tate  Commerce Commission has regarded 
its responsibility in this field not only as merely p rescribing regula
tions and enforcing them, but also as providing leadership for basic 
safety regulations in the commercial vehicle neld. In its 69th an
nual report to  Congress, 1955, a t page 50, the Commission sai d:

Our function in the prevention of commercial vehicle accidents is of vital 
importance. It  is unique, and it complements but does not duplicate the activi
ties of the States in the attainment of the objective of safe ty on the  highways. 
We deal with basic accident cause factors peculiar to highway transporta tion, 
which only a Federal Government agency can effectively control through ex
amination of records and properties of carriers at places located outside the 
jurisd iction of the States through which they operate. By investigation we de
termine the causes of accidents occurring throughout  the Nation, and through 
such investigations and knowledge gained thereby develop and improve equip
ment and driver standards.  Every State agency is limited by its own State 
borders, whereas we are concerned with highway transporta tion crossing the 
lines of all the States. Our function has to do, for example, with maximum 
hours of service, as contrasted with enforcement of traffic regulations by State 
and local police. We need the cooperation of State  agencies, but  it  is our obliga
tion to exert leadership and to establish standards in the inte rsta te field. The 
State  agencies look to us for this leadership.

This  leadership has been exerted in a number of ways, some of 
which I shall describe briefly.

As to driver standards , the Inte rsta te Commerce Commission has 
long maintained  a high level of physical qualification requirements. 
Although practically all States will license a drive r who has lost the
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sight of one eye, or who has suffered the amputation of an arm or 
leg, fo r more than 20 years the Inte rsta te Commerce Commission has 
required that , as to interstat e commercial driving, a driver, among 
other things, shall have s ight  of a specified degree in both eyes, and 
must not have suffered the loss of a hand, a foot, a leg or an arm. 
Periodic examinations by licensed doctors are required. Identical or 
equivalent regulations have been adopted by the regula tory commis
sions of a considerable number of States for applicat ion to commercial 
vehicle operations subject to the jurisdiction  of such commissions. 
Examples are Arkansas, Arizona, Kentucky, Georgia, and California,  
the public service commissions of which have adopted the ICC re
quirements as to driver physical  qualifications verbatim.

Following a series of serious truck runaway accidents in 1954 and
1955, one of which occurred on the streets of San  Francisco involving 
an Indiana-based truck, and which resulted in the death of seven 
persons, and one near Cumberland, Md., involving an Ohio vehicle, 
which killed five, a fter  consultation  with manufacturers of vehicles, 
manufacturers of  brakes, and motor carriers, the Commission in May 
1956 adopted a requirement for  a warning signal and devices to pro
vide manually and automatically applied emergency brakes in the 
event of loss of air  pressure. This requirement has since been adopted 
by the Public Service Commissions of Arizona and New York State. 
Furthermore, a panel of experts  act ing as advisers to a subcommittee 
of the National Committee on Uniform Traffic Laws and Ordinances, 
is in process of recommending to tha t committee incorporation of a 
requirement equivalent to ours in the Uniform Vehicle Code.

Also this Commission has taken the lead in developing regulations 
provid ing greate r safeguards, in addition to basic requirements, in the 
transpor tation of explosives and other dangerous articles. The 
volume of explosives, liquefied compressed gases, corrosive liquids, 
poisons, radioactive materials, and oxidizing materials transported by 
highway is very substantial. In  general, considering the volume of 
such transporta tion, the highway transporta tion of such materia ls has 
been conducted with reasonable safety, although a good record was 
tragically  marred by a disastrous explosion at Roseburg, Oreg., on 
August 7, 1959. This involved a Washington truck and driver, who 
ignored specific Commission regulations  by leaving the vehicle on a 
city street. To the extent that there are State  requirements relating 
to the transporta tion of such materials, they are largely  patterned  
afte r those of this Commission.

Educational effo rt: In  recognition of the fact t ha t the safety regu
lations of the Commission are  applicable to the operations of an esti
mated 137,000 motor carriers,  of which number less than 20,000 are re
quired to obtain operat ing certificates or permits from the Commis
sion, a special effort has been made to communicate the basic require
ments o f the Commission’s safety regulations to these motor carriers. 
One phase of this has been the careful investigation of many major 
accidents involving interstate  carrie rs and the publication of reports 
detailing the causes and consequences of such accidents.

These reports have wide circulation in the motor car rier  industry 
and are mailed to associations of motor carriers , to many individual 
motor carriers, to State regulatory commissions, State enforcement 
officials, vehicle manufacturers, labor unions, and insurance firms.
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They are put to various practica l uses. Motor carrie rs often have 
commented on their value in the training  of supervisory personnel and 
drivers. In many cases they request additional copies; and, in other 
cases, they reproduce the reports for distribution to their personnel.

To maintain close cooperative relationships with State  commissions, 
and to assure competence by our  own staff, twice each year an orienta
tion and tra ining course is conducted by the Bureau of Motor Carriers. 
It  is attended by representat ives of S tate commissions, on invitation, 
as well as our own tra inees. This month representatives of 11 States 
will partic ipate in such a course.

Drive r competence and physical fitness: The regulations of the 
Inte rsta te Commerce Commission as to driver  qualifications are mini
mum requirements. They are designed on the principle th at they are 
applicable to carriers who employ dr ivers and tha t the  car rier is sub
ject to the jurisdict ion of the Inte rsta te Commerce Commission. A 
driver , as agent of the carrie r, also is subject to the regulations and 
must comply with them.

In  addition to the specified physical and competence standards, the 
regulations  require tha t a motor carrier shall take into account the 
following considerations where they exist: (1) Violations of laws or 
regulations governing the operation of motor vehicles of which the 
driver is gu ilty;  (2) the driver’s accident record insofar as it tends 
to establish a lack of concern for, or indifference to, his own or the 
public safety; and (3) violations of criminal laws of which the driver 
is guilty . The c arrie r is required, periodically, to review the driver 's 
record and, particular ly, in connection with serious accidents.

The subcommittee chairm an has inquired particularly about the 
efforts of the Commission to keep chronic lawbreakers and habitual 
users of drugs and alcohol from driving vehicles subject to the  safety 
regulations of the Commission. Firs t, the clear requirement of the 
Commission regulations  is tha t such persons are not eligible under 
the minimum qualifications. The Commission does not license in
dividual drivers. Its  regulations are based on the fact tha t the motor 
carr ier is subject to regulation , and the carrier is required to see that 
the regulations relat ing to qualifications of drivers  are observed. An 
example of a Commission expression on this point is found in Motor 
Car rier  Accident Investigation Report No. 41, which involved the use 
of a driver  whose background demonstrated his lack of fitness for 
employment as an interstate  driver. The car rier ’s management de
fended his retention on the ground tha t terms of the union contract  
made it impossible to remove him after  they learned of his background. 
The Commission’s report said:

We wish to make it  clear th at  we do not consider any  carrier to be excused 
from  its  obligations to ins ure  th at  its  drivers are qualified and its  vehicles are  
safety  opera ted by vir tue  of any  obligation it  has  assumed in its contract  with  
an employee union. In the  area  of safety  of operat ion, the  carri er’s obligation 
to the  public and its abi lity  to abide by the provisions of the  In ter sta te Com
merce Act and our regulat ions thereunde r must remain paramount.

These reports occasionally have concerned accidents result ing from 
the use of amphetamine drugs by drivers. In fact, the investigation 
of such an accident which occurred at  Fayette, Ala., on July 24, 1953, 
and the publication of a repo rt thereon, was a facto r in stimulat ing 
the initia l drive of the Food and Drug Administration against the 
unlawful sale of amphetamine drugs to truck drivers. Other recent
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repor ts have emphasized the extent to which use of these drugs con
tribu te to the occurrence of serious accidents. One of these was the 
collision of a truck transporting cattle with a bus near Tucson, Ariz., 
on December 20, 1959, resulting in nine deaths. We regularly repor t 
to the Food and Drug Administration those cases in which we learn 
of the use of such drugs.

Hours of service regula tions:  The Commission's regulations  re
latin g to maximum hours of service are fundam entally  impor tant. 
It  has been part icularly difficult to obtain compliance with them 
because of the incentive to truckdrivers and carr iers to operate in 
excess of their  limitations. The use of amphetamine drugs, where 
it exists, is often for the purpose of defeat ing these regulations. 
Because of the importance of the hours  of service rules and the need 
for immediate correction of violations, the Commission has proposed 
a regulation to authorize its staff to remove from service, on the spot, 
drivers found to be operating in violation of these rules. This pro 
posal has met with opposition from management and union officials. 
Hearings on this and othe r hours of service proposals were held in 
May. June, and July 1960 and a recommended report of the hearing 
examiner is now’ awaited. However, this is an area in which the 
Commission has exercised vigorous enforcement action in the courts 
and has prosecuted motor carriers and drivers alike for serious viola
tions of these regulations.  It  has recently turned its attention to 
prosecution of drivers on a second offense basis and has met with 
success in the cases brought in court.

Regulations relat ing to vehicle design: The Commission’s safety 
regulations specify minimum requirements which must be met with 
respect to ligh ting devices, reflectors, and electrical equipment, brakes 
and brake components, glazing and window construction, fuel systems, 
coupling devices and towing  methods, miscellaneous parts and acces
sories, and emergency equipment.

The regulations specify tha t additional equipment and accessories, 
not inconsistent with requirements of the Commission, may be used, 
provided they do not decrease the safety of operation of the motor 
vehicles on which they are used. We have previously mentioned the 
improved requirements for combination vehicle brak ing equipment 
established by the Commission o rder of May 21, 1956.

We found, from accident reports filed by motor carriers, tha t a 
large number of accidents resulting in substan tial property damage 
and, in some cases, in fatal ities , resulted from vehicles roll ing away 
from parked positions at such locations as restauran ts and truck 
service stops. Therefore , in 1959 we substantially strengthened the 
regulations requiring adequate parking brakes.

Another major revision of our equipment requirements relates to 
ligh ting  devices. On September 30, 1960, the Commission adopted 
an o rder completely revising the light ing regulations for commercial 
vehicles. These revised regulations are to be effective Jul y 1, 1961. 
They contain a requirement tha t vehicles must be equipped with a 
switch or combination of sw itches fo r causing the s imultaneous flash
ing of front  and rear  signals  as a vehicular traffic hazard  warning. 
This is the first time tha t any legal requirement has been established, 
on a mandatory  basis, for providing the means and for making use 
of this type of signal.
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These  lig ht ing req uir em ents go beyo nd the  pro vis ion s of the  Uni 
form  Vehicle ('ode. Ho wever , a panel of exp ert s, even befo re the  
regu latio ns  have become effec tive, is alr eady  pro cee din g wi th the  
dev elopm ent  of  recom mendations to inc orporat e the se req uirements 
in th e Un ifo rm  V ehic le Code in the  hope th at  indiv idua l State s will  
see fit to adop t them fo r ap pl icat ion to in tra state ope rat ions.

For man y years  we ha ve  advocated,  and have con sist ent ly en
dea vored  to enco urage, S ta te  adoption of reg ulati on s identic al to or  
the equivalent o f those of  the  Commission .

Simila rly , we a re con vinced  th at  ou r req uir ement s fo r fuel  systems 
an d the components  th er eo f are  of vi tal  impor tance.  We prescribe 
a severe tes t fo r side-m ounted gaso line  tanks.  In  ad dit ion , they mu st 
be c erti fied  as meetin g the requir ement s of  the Com miss ion. A stu dy  
of  the acc ident repo rts  filed  wi th the  Commission by mo tor  ca rri ers 
shows th at  acc idents wh ich  resu lt in fire are more th an  five times 
as cost ly, as to pr op er ty  d am age, on the  a vera ge, as non  fire accidents. 
Our s is the  only  Governm ent agency to pre scr ibe  such  regula tions,  
excep t to  t he extent  th at  some State s have adopted  ou r rules.

Sa fe ty  inspections of  v ehicle s: Sinc e the  b eg inn ing of  the  C omm is
sio n’s safe ty reg ula tio n o f m oto r ca rriers , i t h as  car rie d on, to the  limit 
of  its  fac ilit ies , inspec tions of vehicles ac tua lly  op erat ing on the  
hig hw ays and insp ect ion of  maintena nce  practic es,  hou rs-o f-se rvic e 
records, and  o ther  record s of  mo tor  c ar rie rs  at  c ar rier s’ he adquarters . 
F or much of  the  pe riod betw een 1939 and 1955 ou r ab ili ty  to do th is 
was lim ited by an ext rem ely  small staff. In  1956 and 1957 Con gress 
voted addit ion al fund s to  ena ble  the  Commission to increase  its  staf f 
fo r th is  work .

Be ginn ing  in 1956 we began an inte nsive prog ram o f vehic le inspec
tio n.  Th is  was occasioned by con ditions  fou nd in invest iga tion of  
ser iou s tr uc k runawa y acc idents.  Our  publis hed  r ep or t on an acc ident 
of  J u ly  24,1954 , a t L iber ty , N.Y ., descr ibed  th e b ad ly  neglected condi
tio n of bra ke  chamber  d iaph ragm s, a h idd en c omponent . Ou r rep or ts 
on  th e acciden ts of May 27, 1955, in San Francis co , and October 19, 
1955, a t Cumberla nd,  Md. , conta in pictu res  of ba dly de ter ior ate d ai r 
hose s lea din g to bra ke  cha mbers . W ith  th is backgro und we no t 
on ly  made the  regu latio n modific ation re fe rre d to  previously but 
in st itu ted a prog ram  of  v igo rou s and very thorou gh go ing vehicle in 
spe ctions with much of  it  ca rri ed  on on the hig hw ays in the  form  of  
na tio nw ide  road checks, w ith ou r en tire field staf f par tic ip at in g.  Sinc e 
1957 we have  made de taile d insp ect ions of about 60,000 vehic les pe r 
ye ar , w ith  about 40,000 of  these  being inspecte d in the  course o f nat ion
wid e roa d checks. Veh icle s fou nd to be immi nentl y hazar dous are  
rem ove d f rom  service  on th e spot and  ma y not  be operated  unt il repa irs  
are mad e.

Eac h year  we have conduct ed a separat e road  check rel at ing to 
buses.  In  1960 we made inspec tions of  8,786 buses. Of th is number 
174 vehic les were tak en  ou t of  opera tio n un til  ha za rdou s mechanical 
cond itio ns  h ad been rem edied.  Th e 174 vehicles tak en  out of  service 
constitute d 2 percen t of  th e to ta l num ber  inspected , a ma rke d imp rov e
me nt  com pared wi th the  3.2 perce nt removed fro m service in the  in 
spe ctio ns of  1959.

La te  in 1960 we in st itu ted a p rogram  of  vehicle  ins pec tions on m ajor  
tu rnpike s. We  have been co nvin ced th at  m any  ve hicles o pe ratin g over 
th e turnpike s were  escapin g ade quate  inspec tion  because of  ou r in-
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ability  to reach them on such highways. However, through arrange
ments with the Pennsylvania  Turnpike Commission we made an 
inspection for 3 days in November 1960. We already have completed 
arrangem ents for such inspections on the Pennsylvania, Ohio, and 
Indiana toll roads in the near future.

With respect to the nationwide road check of prope rty-carrying 
vehicles in June  1960, we published data to show tha t there  had been 
a progressive improvement in the percentage of vehicles removed 
from service insofar as author ized carriers and priva te carriers  of 
prope rty are concerned but that there had been a worsening in the 
percentage of vehicles of exempt  carriers  removed from service be
tween 1959 and 1960. Our enforcement program has continued to 
emphasize all types but much more attention is being given to exempt 
and private carriers in recent years than  previously was the case.

The Commission has also had a major responsibil ity in the ade
quate regulation of carr iers tr ansport ing explosives and other  dangers 
commodities. Substan tial volumes of these materials move by motor 
transport.  We have continued to give the utmost attention possible 
to such carriers and their  compliance with the safety regulations. In  
a number of cases, the fitness of authorized carrie rs has been chal
lenged when they have appl ied for extension of operating  rights. 
Applica tions which have been denied by the Commission for lack of 
compliance with the safety regulations have, we believe, had a pro
found and far-reaching effect. The Commission also has directed 
tha t atten tion to the safe ty compliance of motor carrie rs shall be taken 
into account whenever carr iers  apply for temporary authority  to ex
tend thei r operations on the basis of an immediate and urgent need.

During 1960, 378 criminal  or civil cases were filed in the Federal 
courts agains t motor carriers and drivers for violations of our safety 
regulations. The investigations from which these cases resulted were 
made by our staff.

Our study of accident repo rts frequently results in our communi
cating with the Bureau of Public Roads and, throu gh it to State 
highway authorities, regarding the need fo r highway design, mark
ing, or signaling improvements. We also have communicated to 
manufacturers  of vehicles an d components conditions which have ap 
peared to us to warrant  changes in design. These suggestions and 
recommendations have been on a cooperative basis, but have met 
with considerable success in obtain ing design changes in vehicles and 
also in highway improvements.

The Commission has no facili ties with which to carry on research 
and no funds with which to finance research by other Government or 
private agencies for it. However, recognizing the vital need for re
search and the knowledge gained thereby, we have availed ourselves 
of the facilities  of other agencies of the Government to some extent 
and have obtained the cooperation of privately financed technical 
associations. When the Commission adopted its regulations relating 
to emergency brake functions  in May 1956, it took note of the  differ
ences of opinion between the proponents of different systems. As a 
consequence, we arranged with the Bureau of Public  Roads to carry  
on brake research in its laboratory and in field experiments. We 
obtained the advice and assistance of an industry advisory committee. 
We supplied the service of a mechanical engineer. The manufacturers
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of vehicles and the Department of the Army furnished vehicles for 
the conduct of actual highway tests. Manufacturers  of brake com
ponents loaned equipment for  use in the laboratory.  We expect to ob
tain  valuable information from this work. Industry sources also, a t 
our request, are now conducting experiments looking toward the 
development of a portable light  intensity measuring device to fill a 
long existing inspection need.

In  conclusion, we invite  the attention of the subcommittee to in
formation contained in the Commission’s 74th Annual Report to 
Congress, concerning the results of our safety work insofar as they 
can be measured by informat ion available to us. We obtain accident 
reports  only from for-hire  carriers—about one-seventh of the total 
number of carriers subject to our regulation, b ut who, we believe, carry  
on the largest propor tion of the interstate business. A chart on page 
138 of the annual report  shows that  in the 5-year period ending with 
1959, property carriers repor ting data to the Commission operated 
38i/2 billion vehicle-miles, 25.2 percent more than  the miles for the 
preceding 5 years. In  the later  period, despite the mileage increase 
and despite the increase in total use of the highways, carriers report 
ing accidents to the Commission reported 2.1 percent less fatali ties 
than in the earlier 5-year period. In the case of buses, in the 5 years 
ending with 1959, miles decreased by 15 percent but fatalit ies de
creased by 30.1 percent under the previous 5 years.

Beyond and in addition to the results shown by these data, we are 
convinced tha t our work has produced far-reaching beneficial safety 
results not capable of demonstration by statistics. Thousands of 
carriers  subject to our safety jurisdiction  do not report either acci
dents or mileage data,  so any improvement in the ir experience is not 
reflected. The effect we have had on truck and bus design has been 
felt far  beyond the vehicles operated in interstate  and foreign com
merce, as once a vehicle design or component design is changed the 
increased safety resul ting therefrom benefits all users. So, also, is 
the effect of our drive r standards carried to those governed by S tate 
agencies which adopt them. Yet, although excellent results have been 
achieved, we recognize tha t much vitally  important work still remains 
to be done to continue to prevent loss of lives, avoid injuries, and cur
tail  property losses. I am sure it  will be the purpose of the Commis
sion vigorously to press toward this objective to the fullest extent 
of its powers and facilities.

Mr. Chairman and members of the subcommittee, we appreciate this 
oppor tunity of app earing here today to discuss this  important  subject. 
If  there are any questions, I  shall be glad to answer them.

Mr. Rogers of Florida  (pres iding). Thank you very much, Mr. 
Cox, for your statement. I will ask Mr. Nelsen if he has any questions.

Mr. Nelsen. No questions.
Mr. Rogers of Florida . Mr. Dominick ?
Mr. Dominick. No questions.
Mr. Rogers of F lorida. I think  it is encouraging to the committee 

to find that  you are making progress in cutt ing down the damage 
from accidents. The figures you give us are very encouraging. I may 
have just a few questions tha t I would like to ask.

Fir st of all, can you give us an idea—maybe you do not have the 
figures offhand—as to the number of vehicles controlled by the I nter 
state Commerce Commission that fall under your jurisdiction?



MOTOR VE HI CL E SAFETY STANDARDS 295

Mr. Cox. Yes; tha t figure appears  in the latest annual repor t of 
the Commission at page 134.

The total number of vehicles—this is based, of course, upon an esti
mate—is 1,714,556 operated by 132,851 different motor carriers.

Mr. Rogers of Florida . Wh at personnel do you have tha t actually 
devote the ir time to the question of safety ? .

Mr. Cox. We have 80 field offices.
Mr. Rogers of Florida . How many ?
Mr. Cox. 80. There are employed 101 safety inspectors whose time 

is devoted substantially entire ly to safety matters. There are also 
123 dis tric t supervisors who devote varying portions of their time— 
one-third, approximately—to safety matters.

There are 13 distr ict directors , 2 assistant directors, and 13 rate 
agents. Tha t is a total of 252.

These latte r 28 devote a very small port ion of thei r time to safety. 
Mr. Qualls points out that  here in the Washington headquarters we 
have 43 people dealing with safety  matters, including receiving field 
staff repor ts, evaluating  them, analyzing accidents, p repa ring reports 
for publication and in the development of regulations , considering 
proposals for regulations, consulting with the  people who are affected 
by and interested in the regulations and the like.

Mr. Rogers of Florida.  Do you have any personnel, who are devot
ing their  time to research in this field ? If  so, how many ?

Mr. Cox. Unfortunately, no. We have on our staff here two me
chanical engineers. We did take the time of  one of those men for a 
portion, a major portion, of 1959, and also a portion of 1960, in con
nection with  the brake s tudy which I described, being carried on fo r 
us by the Bureau of Public Roads.

Mr. Rogers of Florida. In other  words, you have no research pro
gram ?

Mr. Cox. We have no facilit ies and no arrangements for research, 
although 1 would like to emphasize that there is a need for  it.

Mr. Rogers of Florida. IIow do you decide on a change in design ?
Mr. Cox. We consult very extensively with technical sources, par- 

ticula rlv those maintained by the associations of motor carriers  who 
are subject to regulation, and those technicians available to us through 
the automobile manufacturers associations. We consult extensively 
with engineers  in the Bureau of Public Roads. We also draw heavily 
upon the advice of specific manufacturers of components and groups 
of such manufacturers of components, but in the last analysis, afte r 
taking into  account, all of the views of these people, it boils down to a 
determination on the part of our own staff and our representa tions to 
the Commission as to the propriety , the reasonableness, and the need 
for these changes.

Mr. Rogers of Florida. Have you met much opposition from the 
manufacturers when you have selected a certain device to be included 
or certain suggestions as to vehicle design ?

Mr. Cox. Ordinarily, sir, we have had what I can properly describe 
as substantia] cooperative assistance from them. They, at times, do 
take issue with specific proposals we have under discussion, but in the 
main I think it is fai r to say th at they have been decidely cooperative 
and have been very willing to supply us with  the data and inform a
tion to enable us to arrive at a proper  judgment.
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Mr. Rogers of Flor ida. You feel probably it would be helpful to 
you if you had some research staff working specifically in this field ?

Mr. Cox. I think it would be very helpful, not only in the field of  
the vehicle and its design, but also in the field of human engineering. 
Basically, sir, one of the tremendous problems we must cope with and 
recognize as a fact is tha t we are responsible for  drive r qualification 
standards, driver  background standards, and we ought to know more 
about the effect of physical and mental conditions and fatigue, use of 
drugs, etc., to guide us in this  work.

Mr. Rogers of Florida. Have you had  much difficulty getting in
formation on driver permits?

Mr. Cox. By this  you mean driver licenses ?
Mr. Rogers o f Florida. I was thinking, perhaps when the driver 

himself applies-----
Mr. Cox. You mean the operator?
Mr. Rogers of Florida. Applies for his permit , gives false informa

tion—have you had any oppor tunity  to make a study of that,  or is 
that a problem?

Mr. Cox. In some of our published reports  we have emphasized the 
unsatisfactory background of drivers who have been involved in 
accidents, but I cannot say affirmatively to you tha t we have encount
ered many cases of falsification or improper use of a license. We did 
give quite a good deal of emphasis to tha t involving the operator of 
an exempt commodity vehicle that  collided with a  firetruck in Hyatts 
ville, Md., a few years ago. This man was operating under a stolen 
license. But in terms of  the total problem, there is much to be desired 
with respect to the  methods of  evalulating  background and the selec
tion of drivers. Yet, I cannot  say to you that we have had much 
experience with respect to falsification or the  s tealing of licenses.

Mr. Rogers of Florida. I was wondering if you required an ap
plica nt to sign a statement as to his experience or submit to physical 
examination in order to be licensed.

Mr. Cox. No. sir. The licensing is a State function. The Commis
sion does not license anyone, other than authorizing  the carrie r to 
perform service.

The issuance of the license to the individual to drive is in the hands 
of the States. The ca rrie r must see th at the driver  complies with our  
rules.

Mr. R ogers of Florida. Yes, I realize that , bu t here is what I was 
concerned about. It  seems to me th at you might give it some thought. 
Here you provide the license fo r a company to operate interstate,  do 
you not  ?

Mr. Cox. That  is true only with respect to the carriers who perform 
service for hire, and not even all of them require a certificate. Of 
approximately 132,000 carrier s we know of or believe are in operation, 
less than 19,000 require a certificate or a permit from the Commission. 
The others are private carr iers  of property who may go anywhere 
with anyth ing at any time—except as a carr ier for  hire—and others 
are transporters  of so-called exempt commodities which need no 
certificate.

Mr. Rogers of Florida. You have the authority  to check on the 
safety  of their  vehicle?

Mr. Cox. Yes, sir, and we do.
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Mr. Rogers of Florida. So far  as they are in interstate  work?
Mr. Cox. Yes, t ha t is true.
Mr. R ogers of Florida. That is a factor. Yet, I presume it is one 

of the greates t facto rs th at  will influence safety work, t ha t is, it would 
be the driver himself, the operator.

Mr. Cox. Tha t is true.
Mr. Rogers of Flor ida. I will not say tha t we make no attempt, 

but we have no procedure to check an applican t's background or med
ical history, so far  as I can determine.

Mr. Cox. May I say again what is in my sta tement, sir? We do 
require the car rier to do this. Under  the Commission’s regulations, a 
person may not drive in inte rsta te commerce without  obtaining a med
ical certificate from a licensed doctor of medicine or osteopathy, hav
ing the certificate with him. while he is driving , and having a copy 
on file with his employer, even though he himself may be the carrier. 
Such a certificate must be not more than 3 years old.

Furthermore , the carr ier is required by our regulations to examine 
the driver’s background, how often he has been arrested, what crimes 
he has been convicted of, and particularly  to examine his record of 
traffic arrests and his accident record. So I think,  sir, tha t regula- 
tionwise we have provided for  this as to the interstate carriers.

Mr. Rogers of Florida. Do you feel tha t the Inte rsta te Commerce 
Commission would have authority  to require an operating  certificate 
if you so desired?

Mr. Cox. Yes, I believe that the basic legislation is broad enough.
Mr. Rogers of Florida. And  it gives you that  autho rity ?
Mr. Cox. I think so.
Mr. Rogers of Florida. I refer you to page 6 of your statement. 

What about the  company you mentioned there t ha t could not get r id 
of a drive r because of  a union contract? What was the outcome of 
tha t case ?

Mr Cox. The Commission published a report on the accident, stat
ing its position as to the car rier’s obligation to see tha t its drivers 
are qualified as required  by  regulation.

The Commission also inst ituted an enforcement action in court 
against not only the driver who was driving the vehicle when it left 
the highway, but also the codriver—they are Doth named in the report. 
Both o f them pleaded guilty  to violations of the Inte rsta te Commerce 
Commission regulations, and each was fined $150 in Federal court at 
Council Bluffs, Iowa.

In addition, there has been a tremendous amount of interest  in this 
par ticu lar report from management, from labor unions, and we have 
done everything  we can to emphasize this expression on the part of 
the Commission.

Mr. Rogers of F lorida . Let me ask you one last ques tion: Can the  
Commission do something about this air pollution problem of buses 
and trucks  ? Have you gone into tha t problem at all ? It  seems to 
me that it is building up very rapidly as one of our major  problems, 
so far  as air pollution is concerned, according to repor ts from Cali
fornia and from many of our cities.

Of course, as we urbanize , it  becomes a more important problem. I 
personally  find it obnoxious to get behind one of these big trucks. 
Every  time they move out, you are covered with a cloud of smoke com-
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ing out of their  exhaust  pipes. I would hope tha t the Commission 
would do something to help this problem.

Mr. Cox. I should l ike to be careful in making this response, to be 
sure that my intent is not misunderstood. In the past, we have con
strued  the Commission’s responsibility  as directing i t to impose regu
lations with respect to safety. There always have been a lack of clear 
distinction between safety and nuisance in th is area. This is not, in 
any sense, minimizing the importance of your statement. But I also 
should like to say tha t because of the absence of well established and 
documented technical information in this field, and also because we 
have been so deeply concerned with other safety matters that  we be
lieve demand a higher degree of prior ity, we have not looked into 
this problem.

I wish to be cautious and  not to commit the Commission to a course 
of action. I think there is a question as to our legal authority here, 
but I can certainly, and shall be glad (and I  am sure in this statement 
Director Qualls and Mr. Hardin will join with me), to bring your 
observation to the attent ion of the Commission and to seek an ins truc
tion from them.

Air. Rogers of Florida. I think it would be helpful  for you to do 
that, and to let the committee have a w ritten statement as to whether 
you have a stand in the field, from the health and safety standpoint,  
and you could perhaps coordinate it between some of the  other agen
cies that are working on the problem. You might find tha t you have 
sufficient authority. If  no t, I think that  the committee would like to 
know of it, because we are  very much interested in that  field.

Mr. Cox. This is an area, of course, in which the full question of 
research is tremendously important. And, to the extent we have had 
an interest in it, we have been awaiting  the development of more 
factual information.

(The information refer red to follows:)
INT ERSTAT E COM MER CE CO MMISSION ,

Offic e  of  t h e  C h a ir m a n , 
Washington , D.C., May 29, 1961.

H on . K en n eth  A. R ob er ts ,
Chairman, Subcommittee on Health  and Saf ety , Comm ittee on Inters tate and 

Foreign Commerce, H ouse  o f Representatives, Wash ington , D.C.
Dear Chairman Roberts: On April 18, 1961, Mr. Ernest Cox, Chief of the

Section of Safety of the  Bu rea u of Motor Carriers, appeare d before your sub
committee to discuss, generally , the  motor carrier safe ty act ivit ies of the In te r
sta te  Commerce Commission. During the  course of his testimony, Mr. Cox was 
aske d whether, under the  pre sen t sta tutes,  the Commission is authorized to 
require that  moto r vehicles, subject to its  safe ty juri sdic tion , use devices that  
would eliminate or reduce the ai r pollution caused by fumes and other sub
stan ces  discharged from such  vehicles. Mr. Cox suggested that  he would prefer 
to subm it this question to the  Commission for  conside ration and for a subsequent 
expression of the  Commiss ion’s views with respe ct ther eto.  This matter has 
been considered by the Commission, and I am authorized to make the following 
comments in  its  be ha lf :

Except for autho rity  conferred by the Tra nsporta tion  of Explosives Act, the
Commission’s safe ty jur isd ict ion  over motor  vehicles ope rated in int ers tat e or 
foreign commerce is derived from section 204(a) of the  In ters ta te  Commerce 
Act. Under  th is section it is  the  duty of the Commission to r egu late  motor com
mon and contract  car rie rs, and to th at  end the  Commission may estab lish rea
sonable requirements with respect to qualif ications and  maximum hours  of 
service of employees as  well as  safe ty of opera tion and  equipment. The Com
mission is also authorized the rein to establish  for  pr iva te motor carriers  of 
prop erty , if need the refor is found, reasonable requ irem ents  to promote safe ty
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of operation, and in connection therewith  to prescribe qualifications and maxi
mum hours of service of employees and s tandards of equipment. It  has recently 
been held in United States  v. Pacific Power Company, U.S. Dist rict Court for 
the Dist rict of Oregon, tha t th e Commission’s authority  to regulate private motor 
carr iers  extended only to maximum hours of service of employees and standards  
of equipment, and not to safety of operations. Nevertheless, since the  question 
of eliminating  air  pollution involves standards of equipment, the Commis
sion’s authority  would be the same for all three groups of carriers.

In view of the Commission’s authority  under section 204(a) to establish “rea
sonable requirements” with respect to “safety of operation and equipment,” 
we are of the opinion tha t the Commission is empowered to require tha t motor 
vehicles subject to its safety jurisd iction be equipped with  devices to eliminate 
or reduce air  pollution resulting  from emissions of the exhaust or crankcase. 
Moreover, we are also of the view that, although the principal thru st of the 
safety regulations heretofore prescribed by the Commission has been directed 
toward the prevention of inju ry to persons or  property on or near  the highways, 
the Commission’s authority  is not so restricted, but extends to the protection 
of persons and property subs tantially beyond the highway.

However, in order to prescribe a protective device under the autho rity of sec
tion 204(a), it would be necessary for the Commission to insti tute  a proceeding 
to determine the reasonableness of the requirement; tha t is, whether it is 
reasonably related to the promotion of the health and safety of persons, or the  
safety of property, and reasonably  adapted to the accomplishment of tha t end. 
For example, it is not very meaningful to say that a substance is poisonous un
less the amount required to produce toxic effects and the form of ingestion are  
specified. A third question of fac t for determination is whether the safety de
vices are  needed only in certa in densely populated areas having a large amount 
of motor vehicle traffic, accompanied by certain geographic and climatic condi
tions, or whether they are needed throughout the country on the theory tha t 
harm  is being done in all areas , even though it is not generally known.

In this connection, the Air Pollution Division of the Department of Health, 
Education, and Welfare and the Motor Vehicle Air Control Board of the S tate of 
California  are presently conducting extensive research into the questions of 
whether the discharge of fumes and gases from motor vehicles do, in fact, sub
stantially affect the  health or safety of persons or property and whether there 
now exists, or can be devised, p racticab le devices which will reduce or eliminate 
such emissions. We are informed tha t few definite conclusions have been 
reached at  this time. It  is understood, however, tha t the California Board has 
required, beginning in 1962, that all vehicles offered for sale in California shall 
be equipped with approved devices to eliminate pollution caused by substances 
discharged through the crankcase. It  is fur the r understood tha t the California 
Board has not prescribed any device to eliminate exhaust discharges, which, to 
our knowledge, are the principal source of air  pollution by motor vehicles, be
cause an efficient and economical one has not as yet been developed.

We are  also informed tha t in 1960, and again in 1961, the Department of 
Health, Education, and Welfare requested automobile manufacturers to install 
a device tha t destroys crankcase fumes on all new cars. To our knowledge 
there was no additional request for the installa tion of devices to eliminate ex
haust fumes. This would seem to confirm tha t no such practicable device is 
available.

The testimony being received by the subcommittee together w ith the results of 
the research being conducted by the Air Pollution Division of the Department 
of Heal th. Education, and Welfare and the California Motor Vehicle Air Control 
Board will, when made available, probably provide more definite answers to 
the questions hereinabove raised. We are  of the  opinion, therefore, tha t an in
vestigation by this Commission at  this time would serve only to duplicate sub
stant ially  those investigations already undertaken. Moreover, in view of the 
small percentage of registered motor vehicles subject to the Commission’s safety 
jurisdict ion, approximately 1.7 million out of a total of approximately 70.4 mil
lion. we feel that  the imposition of safety devices to combat air  pollution, if 
found to be desirable and practicable,  should be prescribed by the Congress which 
has authority  to require such devices on all motor vehicles sold in interstate  
commerce.

Respectfully submitted.
Everett Hut ch ins on , Ch airm an .
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Mr. Rogers of Florida. Mr. Dominick, do you have any questions?
Mr. D ominick. This is a most important point. It  is true, is it not, 

that at the present time some States have regulations on buses and 
trucks as to the placement of thei r exhausts? And secondly, de
vices which would eliminate air  pollution from the exhausts? Some 
States  already have that. I t would seem to me that the Commission 
could cer tainly coordinate th at information and determine whether it 
is effective, whether it is worthwhile to try  to have some require
ment of this type.

Mr. Cox. May I respond ?
The Intersta te Commerce Commission in its safety regulations, for 

many years has had and stil l has a requirement with respect to the 
location of the exhaust. It  must be at a location behind the occupants 
of a bus. It  must e ither be above the cab of a t ruck or behind the 
compartment in which the driver rides. We have tha t definite 
regulation.

It  is for the protection of the passengers and the occupants of the 
vehicles.

Mr. Dominick. Thank  you. Tha t is all.
Mr. Roberts (pres iding). Do you think the Commission at the 

present time would have the authority to require that  devices be 
placed on the trucks for that purpose, or the  blowby device which is 
being required on passenger cars, tha t it should be required on trucks 
and buses ?

Mr. Cox. You are speaking now about function and location of the 
exhaust as the discharge there from will affect other  users of the 
highways ?

Mr. Roberts. Yes.
Mr. Cox. Rathe r than the  occupants?
Mr. Roberts. Tha t is right . Would you want to supply tha t in

format ion fo r the record ?
Mr. Cox. I think  I ought to reserve a reply on tha t. Director 

Qualls and Mr. Hardin  concur in my statement tha t this  is a mat
ter that we ought to make inquiry about, and to obtain a Commission 
instruc tion on.

Mr. Roberts. I missed some of  your testimony, I am sorry, but I 
have been concerned wi th the fact tha t many of the States  have not 
adopted a par t of the uniform traffic code which requires a physical 
examination for relicensing of drivers. Do you believe tha t the Com
mission would have the auth ority to require tha t all operators in 
inters tate commerce must have a physical examination, where they 
are licensed by the States; tha t is, before they can be relicensed, which 
have adopted the Uniform Motor Vehicle Code provision as to  the 
physical examination ?

Mr. Cox. In reply to tha t may I say, first tha t the Commission’s 
safety regulations for several years have required a physical examina
tion. They specify the standard s of physical qualifications. They 
require an examination by a licensed doctor of  medicine or osteopathy 
before the driver  goes to work as an inters tate commercial driver. 
The examination must be repeated  at intervals of not more than 3 
years.

This requirement is in effect and has been for some years. The 
requirement  extends to those drivel's who drive in inter state  or foreign 
commerce.
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Unless I have misunderstood your question, I believe tha t is the 
extent of our legal ability in thi s field.

Mr. Roberts. Does that mean by any private physician?
Air. Cox. Tha t is true—a licensed doctor of medicine or osteopathy.
Mr. Roberts. You say that it  is a requirement tha t must be met 

every 3 years ?
Air. Cox. Yes, sir. The Inte rstate  Commerce Commission does not 

license any person to drive a vehicle. The S tates do that.  The Com
mission issues certificates, o r permits, to authorize motor carriers to 
operate a transp ortation business when they transport for compensa
tion in interstate  or foreign business. However, with respect to more 
than 100,000 businesses which operate trucks in interstate  service, no 
certificates or permits are  required. Such firms are priva te ca rriers or 
carriers of so-called “exempt” commodities (livestock, fish, and agr i
cultural commodities). The ir operations are subject to  the Commis
sion’s safety  jurisdict ion but not subject to its economic regulation.

The Commission requires in its  regulations th at any driver , whether 
he is working for a carrie r licensed by the Commission or fo r a carrier  
not requiring a license by the Commission, to be examined physically 
and to have in his possession a certificate, signed by a doctor, tha t 
must not be more than 3 years old.

Air. Roberts. Even if  he holds a license from the State, which does 
not require a physical examination—if he holds a license there under 
his grandfather rights, and he has been driving for some time, and 
he has been renewing that license every 2 or 3 years ?

Air. Cox. This is true. Speak ing now of the driver , let us assume 
tha t the driver has been licensed by a part icular State to drive, even 
though he has lost a leg or has lost the sight of one eye. This is not 
uncommon. Even though he has been so licensed, he may not drive 
in interstate  commerce unless he has sight in both eyes of a specified 
degree, and unless he has not suffered the loss of a hand, a foot, a 
leg, or an arm, and has been examined by a licensed doctor of medicine 
or os teopathy. If  he has not, he may not drive  in inters tate commerce, 
regardless of what the State in which he is a resident permi ts him to 
do.

Air. Roberts. Here is a nothe r subject having to do with the vehicle. 
How f requently do you conduct inspections of the equipment?

Air. Cox. This varies a great deal with respect to earners and locali
ties. I said in my statement that  we have f or years paid part icular 
emphasis to carriers  whose vehicles transport explosives, flammables, 
compressed gases, poisons, radioact ive materials, and o ther dangerous 
items.

Air. R oberts. AVhat is it with  respect to braking systems ?
Air. Cox. AVe make inspections—carefully detailed inspections—of 

about 60,000 vehicles a year on a  spot check basis. AVe do not have a 
prescribed schedule as to how often we will see the vehicle, say of 
car rier  X. It  depends on where he is, how fa r it is from our  location, 
but in the course of time we encounter a very sizable sample of  these 
vehicles.

Air. Roberts. AATiat percent of the  total number of vehicles upon the 
roads are there of those 60,000 at the present time that cannot pass ?

Air. Cox. A very small percentage. Director Qualls will compute 
this.
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Mr. Qualls. I will have to have a slide rule for this. It  is about 
three-hundredths of a percent, but do not hold me to that  as being 
exactly correct.

Mr. Cox. May I add to tha t reply? The fact is tha t the funda
mental basis upon which our  regula tions are based is that we regulate 
the carrier. We require the carrie r to establish an adequate inspection 
and maintenance system and to keep records with respect to it. It  
is inconceivable th at we, with our small staff, could undertake to do 
the inspection ourselves on any basis that  would be really  adequate in 
relation to the usage that  these vehicles get.

Mr. R oberts. In other w’ords, if you allow the safety  record to get 
into jeopardy, so far as the Commission is concerned, you do not grant  
the carr ier new licenses ?

Mr. Cox. Tha t is true, but only with respect to a portion of the 
carrie rs for whom we have responsibility. Of the 132,000 carriers, 
less than 19,000 are required  to have a license from the Commission. 
We must supervise and spot check the balance. And if they violate 
our regulations, we must take them into court.

It  is a fact there are some of these of whom we have no record, but 
we continue to identify  them and serve them with the regulations.

Mr. Roberts. I s all of this inspection work carried out by the Motor 
Carrier Bureau, or carried out in the Bureau of Motor Carriers?  Or 
do you have a separate department ?

Mr. Cox. It  is carried  out in the Bureau of Motor Carriers.
Mr. Roberts. How many people do you have in that  Bureau ?
Mr. Cox. In the field offices there are a total of 252 men. These 

are distr ibuted throughout  80 field offices. Director Qualls can answer 
tha t more specifically.

Mr. Qualls. We have a total of 524 employees in  the Bureau; 102 
of them are in Washington and 420 of them in the field staff. This 
includes clerical personnel.

Mr. Roberts. Tha t is pretty  thin.
Mr. Qualls. That  is r ight . We have 80 offices, and in many of the 

States we only have 1 office in the State, and we may have 3 peo
ple there. The supervisor, a safety inspector, a clerk, and so forth. 
Of course, in some States we have more than one office.

Mr. Roberts. It  would appear to me th at you could use additional 
personnel.

Mr. Qualls. Yes, sir, we could do a better job, of course, with ad
ditional  people. We have not been doing too good a job with the 
migrant  workers. We got into  that question of the  transportation of 
migrant  workers rath er late.

Mr. Roberts. What type of vehicles are represented there?
Mr. Qualls. I have no idea how many there are there. Do you have 

any idea?
Air. Cox. This would be a wild guess.
Mr. Qualls. We have not been able to find all of them yet.
Mr. Roberts. Tha t is all. Thank you.
Mr. Cox. Thank you.
Mr. Roberts. In connection with the testimony regarding  the re

sponsibility  of the Inte rsta te Commerce Commission for the promo
tion of safety, a press release dated February 8, 1961, and two letters
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addressed to me, one under the  date of August 30, 1960, and the other 
dated September 27, 1960, will be of interest.

These are as follows:
Interstate Commerce Commission, 

Washington, D.C., February 8, 1961.

Change in Motor Carrier Fitness Law Sought by ICC in 74th Annual 
Report; Carrier Revenues Reach Record High

The Inters tate  Commerce Commission asked Congress today for authority to 
deny, revoke or suspend motor car rie r operating rights if used in the commis
sion of a felony or if perjury is committed in applying for the rights and con
viction of the crime affects the fitness of the carrie r.

In its 74th annual  report to Congress, the Commission said it does not believe 
it should be the “keeper of the morals” of the transportation indus try but should 
lend its weight to efforts to stam p out crime wherever it arises. The ICC added, 
however, tha t its efforts “must be relevant to the conduct of the transpor ta
tion business.”

As part of its program to expedite disposition of cases and to free the Com
missioners from the burden of considering the thousands of cases of a relatively 
routine nature, the report renewed a recommendation for authority  to delegate 
additiona l work to staff employees. Under the proposal the Commission would 
delegate to employee boards for decision all proceedings cases except those of 
general transportation importance. At present only those cases of minor im
portance tha t have not been the subject of a hearing may be delegated to em
ployee boards.

Chairman Everett  Hutchinson stressed the importance of the amendments re 
lating to motor carr ier fitness and delegation of additional  decisional authority 
to staff boards and expressed hope for early consideration and enactment  of these 
proposals.

“The report’s legislative recommendations were drafted af ter  lengthy study 
in an effort to provide more equitable  and efficient regulation of inter state  
transporta tion and to improve inte rna l organization of the Commission,” the 
Chairman said.

Six of the 14 proposals were new; 8 were renewed from previous annual 
reports.

One new recommendation would make more definite the Commission’s au
thority  to regulate the safety of operations of private motor carr iers  of prop
erty—trucking operations of business firms not conducted for hire but privately 
for the companies themselves. The Commission’s authority  in this field was 
conferred by Congress initial ly under the Motor Carrier  Act, in 1935, but was 
limited recently by a court ruling.

Other new legislative recommendations presented in the report would— 
Made common carrie rs by motor vehicle and freight forwarders  liable for

payment of damages in repara tion  aw ard s;
Authorize voluntary establishment of through routes and joint rates

between motor and wate r common carriers subject to the Inte rsta te Com
merce Act, and common carrier s subject to jurisdic tion of the Federal 
Maritime Board on traffic between Alaska or Hawaii and the other Sta tes ;

Elimina te the mandatory requirement tha t certain  reports, applications, 
and complaints be filed under oath ;

Provide protection against assa ult for certain  ICC personnel engaged in 
their  official duties, such as is afforded other Federal personnel engaged in 
investigatory and enforcement matters.

An earl ier legislative recommendation renewed in the 1960 annual  report 
would permi t prescription of railroad freigh t car per diem rate s which would 
provide an economic incentive to carr iers  to maintain an adequate supply of 
cars.

Another earlie r recommendation would amend as obsolete those provisions of 
the Railway Mail Service Pay Act directing the Postmaster General to request 
from the Commission information as to revenues received by the  railroads from 
railway express and the rates, as ascertained, for the transpor tation of express 
matter.

The eight carr ier groups subject to the Commission’s jurisdiction  had record 
high revenues of $19.53 billion for the 12 months ended June  30, 1960, which 
compared with $19.4 billion for the previous 12 months. This gain was more 
than offset, however, by rising costs, the report stated.

70706—61----- 21



304 MOTOR VE HI CL E SAF ETY STANDARDS

Railro ad income continued to acco unt  for the larg est port ion of total opera ting 
revenues, amounting to over $10 billion . This was a decrease, however, from 
the previous 12 months’ rai l revenues. Water carrier revenues also declined. 
Motor carri ers of p rope rty revenues  reached a record high of $7.3 billion, more 
tha n one-half billion dolla rs above the previous year’s am ount. Motor car rie rs 
of passengers and oil pipelines also  registere d gains  in revenues compared to 
the  previous 12-month period.

Opera ting revenues in the comparable years for the carri er  groups regulated 
by the ICC follow’:

[I n  th ou sa nds )

F is ca l vea r 
1960

Fi sc al  yea r 
1959

R ai lr oad s_______ __________ _____________ _____ . __________ $10 ,064,085 
244,668  

57, 324 
24, 163 

405, 699 
769, 441 
647,143 

7,317, 594

$10,434,281 
255,881 

62,176 
29,814 

453,353 
760,076 
604,396 

6,810,962

R ail w ay  E xpre ss ________ _________________ __________ ________ ________ _
P u ll m an  Co..... ......... ............. ............. ............. ...............................
E le ct ri c ra il w ays__________ ___________ _________________ ____ _____ ____
Wrate rl in es_________________ _________________  .
P ip el in es  ( o i l ) . ._____ ___________________________ ____ ________ ______ _____
M oto r carr ie rs  of  pa ss en ge rs ........................ ............... .. . . .
M oto r carr ie rs  ol  p r o p e r ty .. ..................................... ........................... ..................... .......

T o ta l.......................... ............................. 19,530 ,117 19,410,939

Int erc ity  ton-miles of all agencies of tran spo rta tion were higher  in calen dar 
1959 than in 1958. The 1959 tota l of 1,312 billion ton-miles compared with 1,215 
billion in 1958 and the  high record o f 1,3(50 billion in 1956.

The rai lro ads’ sha re in the ton-mile tota l was down to 45.44 percent in 1959 
compared with  45.98 i»ercent in 1958. The share of motor transp ort ation  of 
prop erty  w as 21.98 percent compared with 21.03 in 1958. Carrie rs on the inland 
wate rways and Great Lakes had 15.24 percent of the total , a decrease  from the 
15.55 perc ent of 195S. The oil pipe lines ’ share declined slightly  from 17.39 
percent in 1958 to  17.29 percent in 1959. The airw ays  recorded 0.0492 percent of 
the  to tal in 1959, compared with 0.047G in 195S.

The pr iva te automobile continued to transp ort  the  majo r sha re of intercity 
passengers, record ing 89.53 percent of the  tota l inte rcity passenger-miles for 
calendar 1959. This compared with  S9.36 percent for the  previous year.  The 
airways’ percentage  for 1959 was 4.39, a gain from the 4.05 of 1958. The ra il
roads’ share  dropped from 3.35 to 3.04 iiercent  in 1959. Motor car rie rs of 
passengers declined to 2.76 from the  2.95 percent a yea r earl ier. Inla nd water
ways’ passenger-miles  decreased from 0.29 percent in 1958 to 0.28 in 1959.

In the  Commission’s rai lroad saf ety  appliance inspection program 1.7 million 
uni ts w’ere inspected in fiscal year 1960, a 35-percent incre ase compared with 
fiscal 1959.

In the field of motor c arr ier  sa fety , 61.000 vehicles were  inspected in fiscal year  
1960. The number of vehicles found to be unserviceable  decreased 2.2 percent 
compared with  the previous year.

The 74tli a nnu al repo rt of the commission may be purchased from the Superin
tendent of Documents, U.S. Government Printing Office, W ashington 25, D.C.

I nterstate Commerce Commission,
Washington, Augus t SO, 1960.

Hon. K enneth  A. Roberts,
Chairman, Subcommittee on Hea lth and Safety , Committee on Int ersta te and 

Foreign Commerce, House of Represen tatives,  Washington , D.C.
Dear Congressman Roberts : Chairm an Winchell requested  me to reply to

your  le tte r of August 22, as sta ted  in his acknowledgment of August 23. You 
refer to evidences  of serious  deficiencies in commercial driver tra ining and 
licensing programs. You have offered suggestions designed to stre ngthen  our 
rules and a sk f or our react ion.

It  is tru e that  many traffic a ccid ents  involving in ters ta te  commercia l vehicles 
have resulte d from the use of drivers who w’ere incompetent, had  bad traffic 
ar rest records, were fatigued, or had used drugs  as stim ulan ts. In  a number 
of cases a combina tion of these  fac tors ex isted .

You may be intereste d in some of the accident  investiga tion rep ort s we have 
published as a means of educating and stim ula ting  motor ca rri ers to adopt 
bet ter  procedures and controls as to driver  selection and supervision. I en-
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close a few of these reports in which the factors you mention appeared as major 
causes. Reports 9 and 37 are  examples of the use of amphetamine drugs to 
offset excessive hours of duty. Reports 18, 22, 24, 36, and 38 illustra te cases in 
which the commercial drivers responsible were seriously fa tigued,  were incompe
tent, or had bad accident, arres t, or suspension records.

In administering its responsibility  for motor carr ier safety  under provisions 
of section 294 of the Inters tate Commerce Act, the Commission has adopted 
regulations  prescribing minimum driver qualification standards.  These stand 
ard s include physical, experience, and traffic arr est  provisions. I enclose a 
copy of them, published in pa rt 191 of our safety regulations  (49 C.F.R. par t 
191).

Responding to the question in the fourth paragraph of your letter, I believe 
tha t our present physical fitness requirements basically are adequate. They 
are stated in section 191.2. They contain specific standards as to eyesight and 
hearing  ability. They prescribe no amputation of foot, leg, hand, or arm. They 
provide tha t drivers shall not have diseases or impairment of extremit ies likely 
to interfere with safe driving. These are minimum requirements, as stated in 
section 191.2, and as emphasized in section 191.12, shown on sheet 7 of the 
enclosure.

To require management diligence in the matter of recruitm ent and subse
quent supervision of drivers we have prescribed section 191.13. This places 
responsibility on the carr ier to observe the qualification standards. There are 
serious problems in defining qualification standards related to the number and 
types of offenses for which a  drive r has been convicted. There are differences 
among the States as to the classification of serious traffic offenses and we believe 
tha t grea t care must be exercised in adopting a regulation which can result 
in disqualifying a man from pursuing his livelihood. Another basis for con
cern is the possibility that the adoption of a prescribed st andard by Government 
regulation may result in labor union pressure to prevent management from 
exercising discretion with respect to drivers who may be unsuitable but who 
would not be disqualified under a Government standard.

The Commission has not considered adoption of a regulation which would 
require a commercial driver to furnish his driving history on a prescribed form. 
It  does, however, require c arri ers  to ascertain and to retain a record of all  driver 
acts, violations, and offenses which demonstrate fitness or lack of it. This 
requirement, stated in section 191.13, applies both in the employment and the 
subsequent use of drivers.

We have pursued a policy of vigorous enforcement with respect to our present 
safety regulations. There has  been substantial disregard of the hours of service 
limitations.  There is now pending a proposed revision of our hours of service 
regulations, including a proposal to authorize our staff to remove from service 
drivers found to be working in excess of our prescribed maximum limits. 
There have been substant ial industry and labor union opposition. Hearings 
have been held and the examiner has fixed a date for the filing of briefs.

I assure you of our deep concern with respect to the mat ters  you have dis
cussed. If  you believe a conference with officials of our Bureau of Motor 
Carr iers will be helpful, I shall be glad to arrange it at your convenience. 

Sincerely yours,
Rupert L. Murphy, Chairman, Division 1.

Interstate Commerce Commission,
Washington, D.C.

Motor Carrier Safety Regulations—Revision of 1952 
(49 Code of Federal  Regulations—Par t 199-196)

PART 1 9 1 . QU AL IF IC AT IO NS  OF DRIVERS

Section 191.1. Compliance required. Every motor carrier, and his or its offi
cers, agents, representatives, and employees who drive motor vehicles or are 
responsible for the hiring, supervision, training, assignment, or dispatching of 
drivers shall comply and be conversant with the requirements of this part.
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Section 191.2. Minimum  requirements.  No person  sha ll drive , nor shal l any 
motor ca rri er  requ ire or permit any person  to drive  any motor vehicle unless 
such person possesses the following minimum quali fications :

(a ) Mental and physical cond ition:
(1) No loss of foot, leg, han d o r arm ;
(2) No mental, nervous, organic, or func tional disease, like ly to interfer e with 

safe d riv ing;
(3) No loss of fingers, imp airment of use of foot, leg, fingers, hand  or arm, 

or oth er struc tural defec t or limitat ion, likely to int erf ere  with safe driving.
(b) Eyes ight.  Visual acu ity  of at leas t 20/40 (Sne llen) in each eye eith er 

withou t glasses  or by cor rect ion with  gla sse s; form field of vision in the hori
zontal meridian shall not be less tha n a tota l of 140 degrees; abil ity to dist in. 
guish colors red, green, and ye llo w; driv ers requ iring  correction  by glasses shall  
wear proper ly-prescribed glas ses  at  all times when driv ing provided, however, 
th at  until  Jan uary 1, 1954, a visual  acuity,  eith er withou t glasses or by correc
tion with glasses, of at lea st 20/4 0 in one eye and 20/100 in  the  othe r eye will be 
acceptable under this Section wi th respect  to any person  work ing as a driv er 
on the  effective date of this Section or who was  working a s a driver  a t any time 
wi thin six months p rior to such effective date.

(c) Hearing.  Hearing  sha ll not  be less than 10/20 in the  bet ter ear, for con
ver sat ional tones, with out  a hea ring aid.

(d) Liquor, narcotics, and drugs.  Shall not be addicted to the use of narcotics 
or habit -forming drugs, or the  excessive  use of alcoholic beverages or liquors.

Section 191.3. Driving Experience. Every driver  sha ll be experienced in 
driv ing some type of motor vehicle (including private autom obiles) for  no t less 
tha n one year, including experience throughout the fou r seasons.

Section 191.4. Driving Sk ill : Every driver  shal l be competent  by reason  of 
experience or tra ining to opera te safely the  type of motor vehicle or motor 
vehicles which he drives.

Section 191.5. Knowledge of  Regu lations: Every driver  shal l be familiar with 
the  rules and regu lations esta blished  by the  Commission per tain ing  to the driv 
ing of motor vehicles.

Section 191.6. Age: Every  dr iver  shall  be not less than 21 years of age, pro
vided, however, that  a person not less than 18 y ears  of age may be permitted  to 
driv e a motor  vehicle cont rolled and  operated by any far me r and used in the 
tra nsp ort ation  of agricult ura l commodities and products the reof from his farm  
or in the  tran spo rtat ion  of supp lies to his farm,  if such vehicle does not exceed 
a gross weight, including th e load, of 10,000 pounds.

Section 191.7. Knowledge of  Eng lish : Every driv er shall be able to read and 
speak  the  English  language.

Section 191.9. Original Physica l Examination of Drivers:  No person shall 
driv e nor  shal l any motor ca rr ie r require  or perm it any person  to drive  any 
motor vehicle unless such person shall  have been physically examined and shall  
have been certified by a licensed doctor  of medicine or osteopathy as meeting 
the  requ irements  of Section 191.2, except that  a motor ca rr ie r may continue 
to use as  a driv er unt il Ja nu ary 1, 1954, any person for whom it has on file a 
valid certi ficate of physical examination or who was qualified as a driv er with
out such exam ination unde r the regu lations of the  Commission in effect im
mediately prio r to the  effective  date of this  Sec tion; Provided, however, that  
thi s Section shall not apply to driver s of motor vehicles cont rolled and operated 
by any  farme r when used in the tran spo rta tion of agricultura l commodities or 
prod ucts  thereof from his farm , or in the tran spo rta tion of supplies to his farm.

Section 191.9. Periodic Phys ical  Examination of Drivers: On and  af ter  Ja nuary  
1, 1954, every driv er shall  be physically  re-examined at  least once in every 36 
months and  no person shall drive  nor  shall any  motor c ar rie r require  o r permit 
any person to drive any motor vehicle unless  such person shall  have been 
physically examined and certi fied by a licensed doctor  of medicine or osteopathy 
as meeting the requirements of Section 191.2; Provided, however, that  this Sec
tion sha ll not apply to driver s of moto r vehicles control led and  opera ted by any 
far me r when used in the tra nspo rta tio n of a gri cul tural commodi ties or products 
thereof from his farm, or in the transp ort ation  of supplies to his farm.

Section 191.10. Certifica te of Physica l E xam ination : I f a physical examination  
is required by Sections 191.8 or 191.9, every motor  ca rri er  sha ll have in its 
files at  its  principal place of business  for  every driver  employed or used by it 
a legible certifi cate of a licensed doctor  of medicine or osteopathy, based on a 
physical examination as require d by Sections 191.8 and 191.9 or a legible photo
graphically reproduced copy thereof, and every such drive r, if a physical  exami-
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nation is required with respect to him by Sections 191.8 and 191.9, shall have in 
his possession, while driving, such a certificate or a photographically  reproduced 
copy thereof covering himself.

Section 191.11. Doctor's Certificate: The doctor’s certificate  shall certify as 
follows:

doctor’s cer tificate

This is to certify tha t I have this day exam ined --------------------------  in
accordance with Section 191.2, and the physical examination procedure pre
scribed by the Motor Carrie r Safety Regulations, Revision of 1952, of the Inter
state  Commerce Commission, and t hat  I find him

Qualified under said ru le s________
Qualified only when wearing glas ses------------
I have kept on file in my office a completed examination form for this person

(D ate) (P lace )

(S igna ture  of exam ining docto r) 

(Ad dre ss of docto r)
Signature of driver_________________________________________________
Address of driver__________________________________________________

Such certificate shall be based on a physical examination made and recorded 
generally in accordance with the following instructions and examination form.

Genera l I nstru cti ons for Mak in g  P hy sic al  E xa mina tion  and  R ecording 
F ind ing s

(Be sure to record an answer  in each question. When negative or positive 
so state .)

me dic al  his tory

The purpose of this physical examination is to detect the presence of physical 
and mental defects of such a character and extent as to affect the applicant’s 
ability to operate safely a motor vehicle. The examination should be made 
carefully and a t least as complete as is indicated by the attached form. Defects 
may be recorded which do not, because of their  cha racter  or degree, indicate tha t 
a certificate of physical fitness should be denied. The presence, however, of 
these defects should be discussed with the applicant and he should be encouraged 
to take the necessary steps to insure  correction particu larly of those which if 
neglected might lead to a condition likely to affect his ability to drive safely. 
Careful inquiry regarding past illness, the charac ter and date  of such illness, 
may reveal cause for defects found upon physical examination. Lack of knowl
edge concerning the etiology of certain defects may result in the rejection for 
employment. Such data also may indicate the need for making certain  labora
tory tests.

General appearance and development.—Note marked underweight or over
weight ; any posture defects; perceptible limp, anemia, tremor or other form of 
nervousness such as might be caused by chronic alcoholism, thyroid  intoxication, 
or other illness. The regulations of the Inte rsta te Commerce Commission pro
vide tha t no driver shall be addicted to the use of narcotics or habit-forming 
drugs, or the excessive use of alcoholic liquors or beverages.

Head-Eyes: The telebinocular, Snellen chart, other approved tests may be 
used to measure visual acuity. It  is desired, however, when other than the 
Snellen cha rt is used, tha t the resu lts of such test be expressed in values com
parable to the standard Snellen test. If applicant wears glasses, these should 
be worn while applicant’s visual acuity  is being tested. Indica te on record by 
striking the inapplicable phrase on form “without glasses” or “with glasses if 
worn.” In recording distance vision use 20 feet as normal. Report all vision 
as a fraction with 20 as numerator  and the smallest type read at 20 feet as 
denominator. Note ptosis, discharge, corneal scar, exophthalmos or strabismus 
uncorrected by glasses.

Ears: Note evidence of mastoid or middle ear disease; discharge. In record
ing hearing, record 20 feet as normal distance for conversational voice and 
record deviation from normal as f ract ion with 20 feet as denominator and actual 
distance a s numerator.

Mouth: Note evidence of infection, pyorrhea.
Throa t: Note evidence of disease, enlarged or infected tonsils.
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Thorax-Heart: Stethoscopic examination is required. Note murmurs and 
arrhy thmias. Electro-cardiogram is required when other findings indicate de
sirabil ity.

Blood Pressure: May be recorded with either spring or mercury column type 
of sphygomanometer.

Pulse: Normal pulse taken aft er being seated at least two minutes, then have 
applicant stand and placing one foot on the seat of an ordinary chair raise his 
body to an erect position 20 times in 30 seconds. Pulse rate should return to 
normal afte r two minutes’ rest.  Because of abnormal conditions, some ap
plicants will be unable to do this. This test has been found helpful in ascer
taining physical ability for work.

Lungs: It  is necessary tha t the auscultatory cough be used. Tuberculosis, if 
suspected, state  whether active or arrested, and if arrested, your opinion as to 
how long it has been quiescent. Sputum to be examined for tubercle bacilli 
in all suspected cases.

Abdomen: Scars: If present, state whether recent and if abnormally tender 
or if the re is any evidence of hernia at  the site of scar.

Abnormal masses: If present, note tenderness and whether or not individual 
knows how long they have been present.

Tenderness: When noted, sta te where most pronounced and cause suspected.
Hernia: Note whether no hernia, but impulse on coughing; no hernia or im

pulse, but abnormally large rings. Any hernia should be noted, and if present, 
stat e whether it is retained by well-fitted truss.

Genito-Urinary: When scars or urethral  discharge are present, indicate pa
tien t’s reason for same and when indicated, submit smear of discharge to 
laboratory for examination.

Reflexes: If positive Rhomberg is reported, indicate degree. Pupillary re
flexes should be reported for both light and accommodation. Knee jerks  are to 
be reported absent only when not  obtainable upon reinforcement and as increased 
when foot is actually lifted from the floor following light blow upon the pat ell a; 
otherwise as normal.

Extrem ities: Be sure to record loss of foot, leg, fingers, hand or arm, or 
impairment of use thereof, or other structura l defect or limitation, likely to 
interfere with safe driving.

Upper: Note deformities and limitation of motion.
Lower: Note deformities, limitation of motion ; varicose veins.
In case of hand deformities, note particularly  whether or not sufficient grip 

is present to enable driver to secure a grip on the wheel. Record chronic ulcers. 
Note any atrophy or paralysis.

Spine: Note deformities and limitation of motion.
Laboratory Findings: Urine analysis is indicated whenever systolic blood pres

sure is over 150 and diastolic over 100 and such o ther times as medical history 
or findings upon physical examination may indicate tha t they are  necessary. A 
serological test should always be taken in case of those giving history of luetic 
infection or present physical findings upon examination presenting possibility of 
latent syphillis.

Upon completion of the examination, physician should always date and sign, 
his record of the same.
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M IN IM UM  REQ UIR EM ENTS OF SECTION 191 .2

(a ) Mental and physical condit ion ;
(1) No loss of foot, leg, ha nd,  or  arm ;
(2) No menta l, nervous, organic, or functional disease,  likely to i nte rfe re with  

safe  dr iv ing;
(3) No loss of fingers, impai rme nt of use of foot, leg, fingers, hand,  or arm, 

or other struc tur al defec t or  limitation, likely to i nte rfe re wi th safe dr iv ing;
(b) Eye sight:  Visual acuity of at  least 20/40 (Sne llen) in each eye either 

withou t glasses or by correction with glasses; form field of vision in the  hori
zontal m erid ian shall  not be less tha n a  total of 140 deg ree s; ab ility  to distinguish 
colors red, green, and ye llow; driver s requ iring correction  by glasses  shal l wea r 
prop erly  prescr ibed glasses as  all  times when driv ing provided, however, that  
until  Janu ary 1, 1954, a visual  acuity, eith er withou t glasses or by correc tion 
with glasses of at  least 20/40  in one eye and 20/100 in the  othe r eye will be 
acceptable under this Section w’ith respect  to any person employed as a driver  
on or within six  months  prior to the  effective date  of th is Section.

(c) Hearing:  Hearing sha ll not be less tha n 10/20 in the  bet ter  ear,  for  con
ver sationa l tones, withou t a heari ng  aid.

(d)  Liquor, Narcotics, and Drugs:  Shall not be addic ted to the  use of narcotics  
or habit -forming drugs,  or the excessive use of alcoholic beverages or liquors.

PH YSI CAL EXAM INA TIO N OF DRIVERS

N am e________________________________________________________________
(Please  pri nt)  (Last) (F irs t) (Middle)

Pre sen t Add re ss ______________________________________________
(Number) (S tre et)

(City) (Sta te)

(Social Secur ity Account No.)
B ir th _____________________________________________________ Age

(Month)  (Da y) (Year) (Place)

HE AL TH  HISTORY
Yes No

-------- -------- Head or  spinal  injuries (severe)
-------- -------- Convulsions (fits, epilepsy)
-------- -------- Encephalit is (sleep ing sickness)
-------- -------- Ever  confined as chronic invalid
_____  _____  He art  disease
_____  _____  Tuberculosis
_____  _____  Syphilis
_____  _____  Gonorrhea
_____  _____  Diabetes
_____  _____  Stomach ulce r
_____  _____  Rheumatic fever
_____  _____  Asthma
-------- -------- Kidney disease
-------- -------- Suffering  from  incurable disease
-------- -------- Perm anent defect as  result of disease or accident
Other Illness  or Injur ies _______________________________________________
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PHY SIC AL EXAMINATION

General appearance and development:
Good-------------------------- Fa ir___________________  Poor_____________
Heigh t----------------------------------------------- Weig ht____________________________
He ad:

(Without Glasses)
Eyes : For distance______________________________________________

Right 20/__________________ Left 20/_________________________
(With glasses if worn)

Evidence of disease or in ju ry :
Righ t____________________________ Lef t___________________________ _

Color vision____________________________Horizontal field of vis ion:
Ri gh t____________________________ Lef t____________________________

E ar s: Hearing 20 feet :
Right ea r___________________ /20. Left ear__________________ /20.

Disease or inju ry_______________________________________________
Mouth________________________ Throat_______________________

Thora x:
H ea rt_____________________________________________________

If organic disease is present, is i t fully compensated?
Blood pressure (sitt ing) :

Systolic_______________________  Diastolic____________________
I’ulse : Before exercise___________________________________________

Two minutes’ rest afte r exercise_______________________________
Lungs: _______________________________________________________

Abdomen:
Scars_______________________  Abnormal masses---------------------------

Tenderness_________________
He rni a: Yes__________No___________  If so, wh ere ?---------------------------

Is truss  w orn? ________________
Genito -Urinary:

Scars_______________________ Urethra l Discharge---------------------------
Reflexes:
Rliomberg____________________________ --

Pupillary________________________ Light R---------------- L----------------
Accommodation I t________________________ L--------------------------------

Knee Jer ks :
Right : Normal___________  Increased___________  Absent----------------
Lef t: Normal___________  Increased___________  Absent----------------

Extrem ities:
Upper_________________________________________________________
Lower_________________________________________________________
Spine--------------------------------------------------------------------------------------

Laboratory Findings:
Urine: Sp. Gr_____________  Alb_____________ Sugar-------------------
Blood Serology__________________________________________________
Chest X-ray____________________________________________________

(Date) (Examining Doctor)
(Address)

Section 191.12. Carriers R igh t to Require Additional Qualifications. Nothing 
contained in Par ts 190-197 of this subchapter shall be construed as to prevent 
a motor carr ier from requiring additional or more stringent physical, mental, 
or intellectual qualifications or age requirements than prescribed in this par t 
as min ima; or to require more frequent or more stringent physical or mental 
examinations than prescribed in this part, notwithstanding tha t a driver may 
have in his possession a doctor’s certificate as herein required.

Section 191.13. Driver’s Past  Record: In addition to the other qualifications 
required by this part, motor carr iers  shall in the employment and use of drivers  
and from time to time thereafter  in continuing drivers in thei r service give due 
consideration to the following factors where they exist :

(a)  Violations of laws or regulations governing the operation of motor 
vehicles of which the driver is guilty, especially as to those violations which 
tend to establish a disregard  for regulatory requirements and for the public 
safety.
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(b) The driver’s accident record insofar as it tends to establish  a lack of 
concern for or indifference to his own or the public’s safety.

(c) Violations of criminal laws of which the driver is guilty, especially with 
respect to those offenses which tend to demonstrate his unfitness in the public 
interest to be a driver of a motor vehicle in inter state  or foreign commerce.

Motor carr iers  shall maintain and preserve as part  of each driver’s personnel 
record a summary of all driver acts and offenses which are within the purview 
of this Section. In addition to the periodic review of such records as contem
plated by the regulations, motor carrier s shall specifically review the individual 
record of a driver when he is involved in a serious accident to the end tha t reck
less or accident-prone drivers may not continue to drive vehicles as a hazard to 
the public safety. I nterstate Commerce Commission, 

Wash ington , D.C., September 27, 1960.
Hon. Kenneth A. Roberts,
U.S. House  of Repre senta tives ,
Washington, D.C.

My Dear Congressman Roberts : Th is will respond to your le tter of September 
19, 1960, regarding the sanctions available to the Commission for enforcing its 
regulations prescribing vehicle safety standards and asking what action was 
taken against motor carrie rs who did not meet such standards.

The motor carr ier safety regulations are prescribed by the Commission under 
the authority delegated to it by section 204(a) , paragraphs (1), (2),  (3), and 
(3a) of  the Inte rsta te Commerce Act (49 U.S.C. 304).

Failu re to comply with  the Commission’s safety regulations is subject to the 
penalty provisions of section 222 (49 U.S.C. 322) of the act.

The Commission is empowered under  the authority of sections 204(c) and 
212(a) to inst itute  proceedings looking toward suspension or revocation of the 
operating rights held by motor carr iers  for violation of the safety regulations.

Under the provisions of sections 207 and 209 the Commission may issue 
certificates or permits to common and contract carriers if it finds the applicant 
fit, willing and able properly to perform the service. Under section 210a(a) 
the Commission may, in its  discretion, deny applications for temporary operating 
authority.

During the calendar year 1959, principally as the result of investigations con
ducted by the Commission’s field staff, criminal proceedings were instituted 
which resulted in 186 motor ca rrier  defendants being prosecuted in the Federal 
courts for failure  to properly equip vehicles as prescribed by par t 193 of the 
safety regulations  and for failure to m ainta in systematic inspection and mainte
nance records as provided by p art 196, and fines totaling $160,565 were assessed 
against  such defendants. This was in addition to cases based on other  safety 
violations.

In the first 7 months of 1960, 83 defendants were prosecuted and fines totaling 
$74,250 assessed. In addition, permanent injunctions were issued against two 
defendants and one was placed on probation.

From Jan uary 1, 1959, through August 1960, 223 applications for temporary 
autho rity were denied by the Commission, and 74 were limited in dura tion, based 
on the unsatisfactory safety record of the  applicants concerned. This is approxi
mately 8 percent of the applications considered.

In recent years, a number of proceedings have been instituted by the Com
mission under sections 204(c) and 212(a ) based on safety violations. Evidence 
of safety noncompliance has been int roduced into the record in many application 
proceedings. I enclose copies of two reports  in which this action resulted in 
denials of such applications.

In 1959 we enlarged our programs of considering safety matte rs in application 
proceedings. A considerable number of such cases are now pending, or are 
awaiting hearing, on the issue of the fitness question.

I assure you we are deeply conscious of the far-reaching importance of our 
motor carr ier safety work. We intend to administer our responsibility in this 
field with the maximum possible effectiveness.

Your interest is deeply appreciated.
Sincerely, Rupert L. Murphy, 

Chairman, Division  1.
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Air. Roberts. The next witness i s Mr. Peyto n Fo rd , gen era l counsel  
fo r the Na tional Au to & F la t Glass D ealers  A ssociat ion, 1000 Connec 
tic ut  Avenue, Wash ing ton , D.C.

We  shal l be gl ad  to  hea r fro m you  now.

STA TEM ENT  OF PEY TON  FORD, GEN ERA L COUNSEL, NATIONAL
AUTO & GLASS DEALERS ASSOCIATION; ACCOMPANIED BY E. H.
SIESEL , ST. LOUIS, CHAIR MA N, LAMINATED SAF ETY GLASS COM
M IT TE E;  HENR Y RICHARDSON, DeBELL & RICH ARDSON, HAZ 
AR DVILL E, CONN.; AND ROBERT BOUCHARD, GLASS DIS TR IBU
TORS, INC.,  WA SHINGTON , D.C.

Mr. F ord. Mr. Ch airm an  and mem bers  of the commit tee,  I  am Pe y
ton  F or d,  ge neral counsel fo r the Na tional Au to & F la t Glass Dealers 
Associatio n. I  a m acc ompan ied  by  M r. E.  H . Siese l of St.  Louis, who 
is c ha irm an  of  ou r laminated  safet y g lass c om mi ttee; M r. H en ry  R ich
ard so n of  DeBell & Ri chard son, an engin eering consult ing  firm of 
Ha za rdvi lle , Conn. ; and Mr . Ro bert Bo uchard of  Gla ss Di str ibu tor s, 
Inc.,  W ash ing ton , D .C. Th ey  wil l answ er any tec hnica l questions  you 
may have.

We  ar e ap pe ar ing  on be ha lf of  the associat ion to  urge  you  to include 
lam ina ted  saf ety  glas s in H.R . 903. On Ma rch  28, Mr.  Jame s R. 
Tu rn bu ll,  prog ram  di rector  of  the  lam ina ted  safet y glass committee 
of  ou r associat ion,  ap pe ared  before  you and  pre sen ted  our pos ition 
wi th rega rd  to  the use of lam inated  s afe ty glas s an d argu men t in s up 
po rt  ther eof. He  urged  and  I again  u rge  t ha t H. R.  903 include  a pr o
vis ion  which would req uir e mo tor  vehicle  man ufac turers  to use lam i
na ted safety glas s in all  wi ndows forw ard o f seat ed passen gers.

Th e po pu lar concept ion of  saf ety  glas s rem ains to  th is day in the  
mi nds of  mos t Am eric ans  as consi sting o f tw o pieces of  glas s lam ina ted  
toge ther  wi th a tou gh laye r of  pla stic. Th ere  has been the  po pu lar  
conception  of wh at safet y glas s is. I t  is sti ll th ou gh t of  in terms  o f 
lam inated  glass.

An d beg inn ing  i n 1956, a s Mr . Tu rnbu ll po inted  out , the  mo torcar  
man ufac turers  beg an a  sizable  swi tch,  basica lly fo r reasons o f economy, 
in to  tem pered  glass . So it ’s ou r con ten tion th at  tem pered  glass is 
no t sa fe ty  glass in the  tr ue  sense o f the word.

Th ere is tes tim ony be fore  the Fe de ral Tr ad e Comm ission , in 
Fe de ral Tr ad e Commiss ion versus  Li bb y-0w en s-Fo rd  and  Gen era l 
Motors , docket No. 7643, th a t wou ld establ ish  th is  com ple tely  to the  
com mittee ’s sati sfa ction . I  would r esp ectfu lly  recommen d to  the com
mi ttee th at  they ask  the  Fe de ra l Tr ad e Commission if  the re has  been 
such  an ord er,  or if  there  ha s been a consent  filed or  a compliance 
re po rt  as the  resu lt o f th is  case.

Ex perience has  pro ved  an d is conti nu ing  to pro ve th a t tem pered 
gla ss is fa r from being sa fe ty  glass . We have  seen hundred s of  acci
dent repo rts  inv olv ing  i t  Many peop le are  s urpr ise d to find ou t that  
the y do no t have  lam ina ted  gla ss when  they have assu med th at  they 
hav e i t, since t his  so-called  s ile nt  switch in 1956.

A t page  3 of my sta tem ent I  cite  severa l let ters . I  will  not  bur den  
the co mmittee  with r eading  them.
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The Inte rsta te Commerce Commission 25 years ago considered this 
question, and an examiner made an exhaustive finding th at laminated 
safety glass is still the only safety  glass th at can be knocked out with 
your hand, elbow, shoulder or foot. And the Commission adopted 
tha t finding, and it is still in effect.

As to this preliminary repo rt in 1958 made by Cornell University, 
it has been asserted to indicate tha t tempered glass causes fewer in
juries than laminated glass. An examination of this  report reveals 
tha t i t is wholly inadequate. Without going into too great  detail, but 
to summarize this, around 70 million motor vehicles are on the high
ways of th is country and ou t of  that number the  experiment involved 
715 cars. That, certainly, is no t a very scientific research, at least, so 
far  as I am concerned.

In 1958 a t the Atlantic C ity meeting of the Society of Automotive 
Engineers, Dr. Ryan of Libbey-Owens-Ford made a statement at 
tha t meeting. In reading his statement to this committee i t appears 
tha t he changed his mind. Unfortuna tely,  we have not been able to 
get a copy of that report of Dr. Ryan’s, the one made in 1958.

I would respectfully again suggest to the committee tha t they 
request Dr. Ryan to furni sh th at  statement and to compare it against 
his testimony given on Friday, I believe.

To go back to another sta temen t of Mr. Richards, with relationship 
to the hearing before the Missouri House of Representatives, the chair
woman of the committee asked, “How many of those cars,” speaking 
again of the Cornell report, “had laminated glass in the side win
dows?” Mr. Richards, who testified here before you last  week, an
swered the question, “I t was a case of both tempered and laminated— 
but the tempered had fewer lacerations, fewer injuries than the lami
nated.” The chairwoman replied,  “Now, Mr. Richards, isn’t it a fact 
that  it was the other way ?”

That is the way it is.
In connection with tha t testimony—and I am skipping to another 

part of my prepared statem ent—it comes in better here—I would 
hardly say tha t they threatened, but they issued veiled sta tements to 
the State of Missouri th at if they do not maintain  uniformity  which 
the association places a good deal higher value on than it does safety, 
tha t they might pull out of Missouri. Then also this is one statement 
tha t is made on page 5 of the  tran script of tha t hearing . And it reads 
as follows :

Now thi s is an introduction, and  let  me add one other point. In thi s bill 
it is provided  that  any vehicles assembled in the  Sta te of Missouri would 
have to have thi s type of g lazing ma ter ial . Well now, thi s is very impor tan t to 
motor vehicle  manufacturers because St. Louis in your Sta te has now become 
the  second larg est automobile moto r vehicle section in the  United States and 
there is the  possibi lity of repercussions on whether vehicles would be assembled 
in a Sta te th at  made such a dev iation from uniformity or whether the  assembly 
would be in some other Sta te where  there wasn’t th at  devia tion.

Leaving that, and going back to a statement  concerning the ^4- 
inch th ickness of tempered glass, it had to be made tha t way to be 
safe at all. It  now appears that the manufacturers  are thinning 
down the one-quarter inch. According to the glass indust ry, the  tech
nical manual, glass thinner tha n one-quarter inch cannot  be safety- 
tempered, and that  is a quotation from PPG .
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Also, I have a lette r that  I wish to place in the record. It  only 
came into my possession this morning. It  is addressed to Mr. Yuden- 
friend , who has a statement , too, that I would like to have placed in 
the record. It  is by a represen tative of Libbey-Owens-Ford.

(The letter dated January  27,1959, follows:)
Libbey-Owens-Ford Glass Co., 

Ardmore, Pa., January 27, i959.
Mr. H. Yudenfriend,
Stott-Hecht Glass Works,
Philadelphia, Pa.

Dear Mr. Yudenfriend : Ever since we introduced Libbey-Owens-Ford Tuf- 
flex tempered plate glass as an available product, we have always limited its 
availabili ty and our manufactur ing to basically furnishing one-fourth inch 
thickness or heavier plate glass processed by the tempering method.

It  has been the opinion of both our company and our technical staff that  
only by using one-fourth inch or heavier glass, can we offer fully tempered 
Tuf-flex products tha t will measure up to the trade  and users requirements. 

Yours very truly,
Geo. E. H ill, Jr., District Manager.

Mr. Ford. I would like now, if the Chairman will indulge me, to 
have Mr. Siesel explain to you two exhibits we have here.

Mr. Siesel. Mr. Chairman, this is a piece of tempered glass which 
is made by PPG. This  glass was in stock in one of our dealer’s 
place of business. This glass, while it was not being used in any 
automobile, exploded to this  extent. We want to present it as an 
exhibit.

Mr. Ford. IIow did it explode?
Mr. Siesel. Nothing struck  i t or anything else—it just merely was 

setting  there and for no reason at all this glass ju st exploded.
Mr. F ord. Is that tempered glass?
Mr. Siesel. It is tempered glass.
Mr. Roberts. Where did this occur ?
Mr. Siesel. This happened in Chicago, Ill., in the place of the 

Globe Glass Co.
Mr. Roberts. Was it in th eir stock in the store ?
Mr. S iesel. It  was in thei r stock, in their building.
Mr. Ford. Would tha t happen with laminated glass?
Mr. Siesel. This did not happen with laminated glass.
Mr. Roberts. I did not get the point.
Mr. Siesel. It was in stock, in his place of business. There is no 

appa rent  reason. Mr. Richardson  here is a technical man, and he 
can give you more of the technical point on it. Nobody can tell. 
That  is the point 1 wanted to bring out. Tha t is, they cannot tell 
when it  will break or explode. It could be broken by hitting or it 
could be broken from a change of the elements, the  weather, or any
thing else. This could not happen with a piece of laminated safety 
glass. In other words, if thi s was in a car  and it happened to be sit
ting  on the streets, and noth ing struck it. it could explode.

This is another one, Mr. Chairman. The name of the party  that  
the car belongs to is Mr. II. F. Bartholomew, 9016 Livingston Ave
nue, Whi tehall, Mich. This  is a quarter window in a 1959 Mercury 
station wagon. Shall I read the comments that  thi s man sent in with 
this report  ?
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Mr.  Roberts. Th e Cha ir  is of the  opinion th at  th is  kind  of te st i
mony is ra th er  f ar  rea ch ing . The com mit tee has no way of  b rin ging  
these witnesses  her e to te st ify as to the conditio ns  un de r whi ch these 
th ings  occurred. I  would  much pr ef er  th at  you  have yo ur  expert 
test ify as to the  quali tie s of  the  glass , because I  th in k we are  ge tting  
a lit tle fa r afield  by br in gi ng  in exhib its  th at  we cannot real ly tie  
down. I am no t do ub tin g the au the nt ici ty of th is,  the  f ac t th at  there  
may be good evidence  on it,  bu t I th in k th at  i t is a mistake fo r us to 
go too f ar on thi s i n t hi s r eco rd.

Mr. Siesel. May  I  ask  Mr . Richard son  to com ment? Th an k you, 
Mr.  Ch airma n.

Mr. F ord. Before th at  is done, we ask  the deale r mem bers  of th is 
asso ciation  to pick at  rand om  var iou s samples th a t hav e been sent  
in to them. I t  was no selected  pick . We  ju st  picked  at  random . 
For  t hat  reason I  do t hi nk  t ha t it has  some relat ions hip to  the inq uiry 
th at  th e c omm ittee  is m ak ing .

I  am not pu tt in g th ei r adm ission  into evidence. I  am po in tin g out  
th at  it  is the  way tha t it w as ob tained , to show that  i t could  happen  with  
tem pered  and  no t with  lami na ted .

Mr.  Roberts. T th in k th a t so long as we have the expert before  us 
to te st ify as to the  qu al ity  of  the  glass  and as to the  difference, the  
rec ord  will  be served, bu t I  do not th ink th at  we can  get  into these  
iso lated instances in  th is r eco rd.

Mr. F ord. I agree.
Mr. R oberts. I t  is go ing  too f ar  afield, I  th ink .
Mr.  R ichardson. I am ITenrv M. R ich ard son of  the  firm of DeBell 

& Richard son, of Haz ardv ill e,  Conn.
My field has  been l arge ly  t hat of pla stics and res ins  over  th e last  35 

yea rs. Of course , th at  is re la ted in a way  to  the  sub jec t at  hand , lie- 
cause  in the case of  lam inated  glas s the  inne r lay er  is a pla stic ma te
ria l, p oly vin yl butyl.

Cur rent ly  I am wo rk ing on the  Am eric an St an da rd s Associa tion 
technica l committ ee whi ch was men tioned by Dr.  Ry an , I believe, last  
Frida y.  An d amo ng the  va rio us  ta sks  t hat  a re be ing  ta ken by the  s ix 
task  group s th ere  is  one on th e du rabi lit y o f glaz ing  and  on the  m at ter 
of  the  con tro l of  the  q ua lit y an d un ifo rm ity . I  ha pp en  to be looking 
af te r tha t one as chairma n of  th at  tas k group.

In  the  course of these s tudies  there  wi ll be broug ht  toge ther  as much 
as possible  of  the  av ailabl e i nformat ion,  bo th as i t now exists and from  
object ive  test s which  wil l be m ade  under the  ausp ices  of  the  tas k g rou ps 
to subm it th at  to the  whole technica l committ ee and to  the  Am eric an 
St an da rd s Associa tion  fo r poss ible  mod ifica tion  of  the Z-26.1 1950 
code.

I mention th at  as a backg roun d,  because one  of the th in gs  which must 
be tak en  into account is these unexp lained  spontaneou s breaka ges  of  
tem pered  glass.

Mr . F ord. In  th at  connec tion , if I may  in te rrup t you , I  would like  
to lead the w itness a li ttl e b it.

Mr . R oberts. Al l ri gh t.
Mr. F ord. I s thi s the  way tem pered glass bre aks ? Is  th at  a fa ir  

exa mple of it (in dica tin g the exhib it pre vio usly me ntioned by Mr. 
Siesel) ?
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Mr. R ichardson. Temp ere d glass breaks  wi th frac tures which are  
su bs tant ia lly  perp endicu lar  to  th e sur fac e o f the  glass. To  tha t extent  
th is disp lays  th at.  Us ually , the  te mp ere d glass, fo r the  purp ose  o f th e 
code f or  autom otiv e glazing, shou ld break into m uch sm all er individual 
pieces  th an  th is. A l im it is p u t on t he  size which is st at ed  in the  code.

Mr.  F ord. He re is a no the r ex hibi t s ent in by one of the members of 
the  asso ciat ion. Will  you ju st  t ell  the  c ha irm an  t he difference in the  
bre akage in  th at  ?

Mr.  R ichardson. A po rti on  o f t hi s exh ibi t which I  am showin g you 
now, whi ch is in the  c enter,  con sist s of a very large  numb er of small 
pieces ha ving  an area, I would  jud ge,  on the  avera ge of  about one- 
fo ur th  inch  each. Tha t is t he  ty pe  o f b reak which is ex pec ted  o f well- 
tem pered  glass . The la rg er  pieces  are  outs ide the  r ange  which is now 
specif ied in the  code.

Mr. F ord. That  would go to  the  po int of the thickness,  too, would 
it  not ?

Mr. Roberts. Are these exp los ions typ ica l of tem pered  glass or are 
they  ex cep tion al ?

Mr. R ichardson. They occur in a very smal l perce nta ge  of  cases. 
How eve r, the y do occur wi th  ra th er  dram ati c effect. Our  general  
un de rst an ding  of the  reasons fo r such breaka ge is th at  wi thin the  
st ru ctur e of  the  glas s the re ma y be a flaw or  a dis cont inu ity , either 
visib le o r invis ible , so sma ll th at  i t can not be seen. That  giv es a  s tress 
con cen tra tion. I th ink it  h as  been  pointed out pre vio usly befo re the  
com mit tee th at  tem pered glass is a glass which has  been first  hea ted 
to a high  tem pe rature  ap proa ch ing the  softe nin g po int , and then is 
quickly chille d by mean s of  a ir  jet s over the two  faces of  the  glass 
whi ch cause them to c hill  and to solid ify . As the inne r po rtion  of the  
glass la te r co ols ; in its  contr ac tio n on cooling , it  pu lls  t he  tw o surfa ces  
of  th e glass into a high  degree of  compre ssive  s tres s whi ch is balanced 
by the ten sile stre ss th at  oc curs  in the  inn er po rtion  of the glass .

Mr.  F ord. Will  you p lease descr ibe  th at  ?
Mr. R ichardson. Th us  the  gla ss is under a very high  stre ss. I t  is 

well kno wn th at  i f a s tres s concentra tion occu rs wi thi n gla ss which is 
un de r tension, th at  is, w ith in th e in terio r of the glass, which  is above 
its  brea king  po int , a frac tu re  wil l st ar t, and  once a frac tu re  has  
star ted in tem pered glass , no m at te r where wi thi n the  g lass, it  quickly 
prop ag ates  its elf  th roug ho ut  th e en tire piece. Th is is ins tan tan eous, 
cau sing i t to break into a lar ge  number o f fra gm ents.  A high ly  tem 
pered  p iece  o f glass will bre ak  in to  very lar ge  num bers of  very small 
more or  less gr an ular  pieces , with  90-degree angles on most of  them.

Mr. Roberts. W ha t are some of  the  othe r uses of tem pered  glass , 
oth er th an  being used in  au tom obi les  ?

Mr. R ichardson. Temp ere d gla ss  is used where  glass is required 
to be ext rem ely  s tro ng  a nd  to ha ve  a lar ge  im pact res ista nce  to wi th
sta nd  roug h handling. I t is of ten used in the  sw ing ing  glass doors 
in arch ite ctur al  constru ctio n.

Mr. Roberts. Do th ey use tem pered  g lass  in  show windows, in stor e 
fro nt s ?

Mr. R ichardson. I  do n ot  believ e the y do.
Mr. Bouchard. That  wou ld no t be the  nor mal appl icat ion of tem 

pered g lass .
Mr. R ichardson. On account  of th e size o f it.
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Mr . R oberts. W ha t about showca se glass  in s tores ?
Mr. R ichardson. I  am no t aw are of that . Th ere may be some in 

stances.  I  th ink that  Mr. Bo ucha rd , p rob ably, w ould know  be tte r th an  
I on th at poin t.

I was a bout to say that  it  is used  in telephone booth s------
Mr. F ord. Before you fin ish  th at , let  Mr.  Bo ucha rd  ans wer the  

ques tion .
Mr.  Bouchard. As to  showcases I wou ld say  th at  wou ld, also, be 

an u nusual appli cat ion  fo r tempered  glass.
Mr. Roberts. W ha t is th at  gla ss  th at  is used there ?
Mr. Bouchard. No rmally pla te  or  crys tal , one -fo ur th inc h o r larg er.
Mr. F ord. Please  proceed.
Mr. R ichardson. The ou tdoo r tele phone boths  hav e recent ly been 

br ou gh t ove r to tem pered gla ss,  as a res ult  of  the exp erie nce  th at  the  
tele phone com pan y in Ca nada  h ad  with  it.

Mr. Roberts. You say th a t it  is being used  in th at  appli ca tio n?
Mr. R ichardson. I t  has  re centl y been brou gh t into use in th is coun

tr y  in t ha t application .
Mr. Roberts. W ha t is the  expe rien ce th ere  ?
Mr. R ichardson. The exp erienc e was ou tlin ed  to me by  the peop le 

at  the  Bell Telephone  La bo ratorie s. They sta ted th at  when the  or 
dina ry  tools of van dal ism  th a t are used, oft en  used, on these outdoor 
teleph one booths, the  tem pered  glass will  have much less rep lace
ment th an  lam ina ted  glass. Th ey  have  fou nd th at  to  be th e case.

Mr.  R oberts. You mea n it  is less in cost  o r less of  it  is des troy ed ?
Mr.  R ichardson. They a re b oth lower in cost and less lik ely  to have  

to be re pla ced , wi th lesser  breakage.
Mr. F ord. Wh y is th at ?
Mr. R ichardson. Because it  wi ll res ist the impact of  th e ordina ry  

tools  of van dal ism . Someone  comes up  and thr ow s a rock at  it  or 
hi ts it with  a stick or some thi ng  of  tha t sor t, it is m uch  more difficul t 
fo r him  to  bre ak it, and fo r th a t reason the y have foun d th at  thei r 
rep lac em ent is less.

Mr . F ord. W ha t if  th is va nd al  g ot  into  t he tele pho ne boo th and  be
came locked in it—wou ld he have  the same chances of  g et ting  out ?

Mr. R ichardson. I  have ne ve r had any  tro ub le ge tt in g out of  a 
tele phone booth .

Mr.  F ord. Sup pose you  are  lock ed up,  wou ld the too ls of  an ordi 
na ry  va ndal be enough  to  get  ou t o f the tempered g lass boo th ?

Mr. R ichardson. I t wou ld be mo re difficult to  g et ou t o f i t.
One po in t which was br ou gh t to  my att en tio n was th at at  t he  time 

when  one of the tele phone c om pan ies  on th e Paci fic  coast  was cons ider
ing  the  use of  tem pered gla ss in telepho ne booths, a shipm ent of 
tem pered  g lass was obt ained an d was stac ked  in a warehouse. I t  was 
stac ked  un de r a space  he ate r wh ich  blew a ho t bla st of  ai r onto the  
sur fac e of  it. W ith ou t war ning  t he  two top  pieces  o f tem pered  g lass  
spo ntaneo usly broke . As the re su lt of th at  one ha pp en ing I  was 
told in th is  interv iew  th at  it  de lay ed  som ewh at the ad op tio n of  tem 
pered gla ss by  th at  telep hon e co mpany .

Mr. Roberts. In  the  be ginn ing safe ty  glas s was req ui red on au to
mobiles be ing  sold in a par ti cu la r St ate oy St at e leg islation . How 
ma ny St ates  at  t he  p res ent tim e req uir e lam ina ted  glass in  cars?

Mr. R ichardson. I t  is my un de rs tand ing th at all  St at es  requir e 
lam ina ted  sa fe ty  glass in  the  win dsh ield s.
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Mr. Roberts. But they do not require any in the side windows or 
in the back window ?

Mr. R ichardson. I think , perhaps, Mr. Siesel has tha t information.
Mr. Siesel. There is one State  tha t did require laminated glass in 

the automobiles. Tha t was the State of Washington. The Auto
mobile Manufacturers Association went in there and they have now 
had tha t law changed. There is no State today that has a law on 
the statute books that  requires laminated glass in the side lights or 
in the rear lights.

Mr. Ford. That is why the association has been pushing legislation 
on this.

Mr. S iesel. We have some statements here th at will b ring you right 
up to tha t point later.

Mr. R oberts. While on tha t subject, do all States require laminated 
glass in the windshields ?

Mr. F ord. Yes.
Mr. Siesel. I would say that  there are only a few States tha t have 

it on their s tatute books, that is, making i t a law, but up until now all 
of the car manufacturers have complied with the code of the ASA 
which st ipulates t ha t it should be laminated glass in the windshields.

Mr. Roberts. Does that  code still stipulate laminated glass in the 
windshields ?

Mr. Siesel. Yes ,sir ; it  does.
Mr. F ord. Yes, sir.
Air. Siesel. As you know, the ASA is not a law-enforcement agency.
Mr. Roberts. I recognize that.
Mr. F ord. I think, too, under  Sta te regulatory commissions, regu la

tions issued under the author ity of the sta tute would bring about that.
Mr. Roberts. Tha t is as to State-purchased cars ?
Mr. Ford. As to State-purchased cars; yes.
I would like to ask Mr. Richardson one more question.
You explained about the tensions and what happens  by virtue of 

temperatures , et cetera, to tempered glass. Will you tell what hap
pens to laminated glass?

Mr. Richardson. The experience with laminated glass is tha t its 
propert ies are uniform and predictable. Lamina ted glass can be 
relied on to pe rform as it  is expected it will per form; in other words, 
to break at a moderate impact which is, we hope, below what will 
damage the individual and  which will still allow the indiv idual vision 
through the windshield and through the  glass afte r it has been broken, 
and which will allow egress of the occupant of the car wi thout diffi
culty, in case he should be trapped, in case of fire, and so for th.

Mr. F ord. Thank  you.
Mr. Roberts. Would you go into this cost matter ?
Mr. Ford. I have that next.
Mr. Roberts. All r ight.
Mr. Ford. In  Mr. R ichards’ testimony representing the  Automobile 

Manufacturers Association, I believe he said it would cost between 
$100 and $250 per vehicle. Our figures, part icularly  with the refe r
ence to Chevrolet, indicates tha t it is $3.80, and in an overall pic ture 
it indicates it is $1.50. This is set forth  in the Wall  Street Journal 
by an article by Mr. Hanicke, which the chairman inserted in the 
Congressional Record on Apri l 11. We are not too sure of  that $1.60
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figure in my statement. We think, in all candor, tha t it would go 
higher than tha t—maybe up  to $4 or $5, but certain ly not the figure 
tha t Mr. Richards presented.

As to the desire for  un iform ity and standa rdizat ion, mentioned by 
the Automobile Manufacturers Association, their  very production of 
automobiles would seem to deny that. In Time magazine of March 
24, 1961, it states—and I am sure with some accuracy—it is possible

• to buy a Chevrolet in more tha n 100,000 different combinations. Cer
tainly  tha t would not indicate much uniformity in the business.

The Automobile Manufac turers  Association also stated  to this com
mittee, I believe, that legislation, when proposed in all of the States, 
be defeated. Tha t is not correct ; that  is, that it has been defeated. 
As a mat ter of fact, these bi lls are pending in various States in one 
stage or  another.

I think, also, there is some testimony with reference to safety devices 
and tha t tempered glass does not have features tha t laminated may 
have. We have been in touch with Dr. Hedwig Kuhn, o f the Society 
for the Prevention of Blindness, and she states that not a single—tha t 
there is not a single recorded instance of a loss of an eye due to lami
nated goggles in the last 37 years.

In  concluding, I  would like to make three points very brie fly: Our 
opposition to tempered glass is not motivated by an economic reason. 
Our dealers are very small; to them it is a very small par t of their 
business in replacement. They would be in better position if lami
nated were exclusively used. That is in accordance with our sug
gestion on IT.R. 903, but tha t is not our primary consideration.

We think that  the safety  factor very definitely is the overriding 
factor, regardless of what happens to the members of this  association.

The Automobile Manufacturers Association also makes a point on 
the use o f tempered glass in Canada, Europe, and so forth,  but Mr. 
Richards neglected to mention that legislation requi ring laminated 
glass was recently passed in Italy , France, and Ja pan.

Also in Europe the injury  rate, compared to the United States, is 
very unfavorable—one-third of the number of cars and they have 50 
percent more injuries.

And finally, someone appeared  before you and tried to emphasize the 
fact tha t laminated glass would break, and by so doing implied that

* such breakage constituted danger.  This is what the Cornell report 
covered, but I  would like to remind the committee that laminated glass 
is designed to break for the purpose of the safety factor,  but not to 
break and shatter as tempered glass does.

Also there is in the laminated glass field—I do not want to say a 
movement, but there  is some great improvement that will be an added 
safety factor.

In conclusion, I think probab ly the best-informed man in the 
country both on tempered and laminated glass is Mr. Case, presi
dent of the Shat terproof Glass, Inc., at Detroit. I would like to 
ask the chairman to have him testify  under subpena.

Mr. Roberts. I am not sure about that.
Mr. F ord. For  certain reasons. Or is that  a mat ter for  the full 

committee to decide ?
Mr. Roberts. In its legislative  capacity the subcommittee does not 

have subpena power.
70706 0 —61— >—22
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Mr. Ford. The reason I am requesting the subpena I thought  was 
obvious to the Chai r.

Mr. Roberts. Is that the end of your statement?
Mr. Ford. Yes.
Mr. Roberts. You have a statement that you want to place in the 

record by Mr. udenfriend, as well as your own statement?
M r. Ford. Yes, sir.
Mr. Roberts. Do you want that included in the record?
Mr. Ford. Yes, sir.
Mr. Roberts. It may be included, as well as your prepared state

ment.
(The prepared statement of Mr. Peyton Ford  and the prepared 

statement of Mr. Herbert Yudenfr iend follow:)
Sta tem en t  of  P eyton F ord, G ener al  Co unse l for N ati onal A ut o & F la t G la ss  

D ea le rs  A sso cia ti on , A pr il  18, 1961

Mr. Cha irm an  an d mem be rs  of  th e co mmittee , I am  Pey to n For d,  ge ne ra l 
co un se l fo r th e Nat io na l Auto & F la t G lass  D ea le rs  A ss oc ia tio n.  I am  accom
pa ni ed  by Mr . E. H. Sie sel , of St.  Lo uis , wh o is  ch ai rm an  of ou r la m in at ed  
sa fe ty  gl as s co m m it tee;  Mr.  H enry  R icha rd so n,  of  De Be ll & Richa rd so n,  an  
en gi ne er in g co ns ul tin g firm of  H az ar dv il le , C onn.; an d Mr. R ober t Bou ch ar d,  of  
Glass  D is tr ib uto rs , Inc ., W as hi ng to n,  D.C. Th ey  wi ll answ er an y tech ni ca l 
que st io ns you may  have .

We a re  app ea ring  on be ha lf  of  th e  a ss oc ia tion  to  u rg e you to  incl ud e la m in at ed  
sa fe ty  gl as s in  I I.R . 903. On  M ar ch  28, Mr.  Ja m es  R. T ur nb ul l,  pr og ra m  dir ec to r 
of  th e  la m in at ed  sa fe ty  gl as s co m m it te e of  ou r as so ci at io n,  ap pea re d be fo re  you 
an d pr es en te d ou r po si tio n w ith re gard  to  th e  us e of  la m in at ed  sa fe ty  glas s an d 
arg um en ts  in  su pport  ther eo f. H e ur ge d an d I ag ai n ur ge  t h a t H.R.  903 includ e 
a pr ov is io n wh ich  wo uld  re quir e  mot or  ve hic le m anufa ctu re rs  to  us e la m in at ed  
sa fe ty  gl as s in  al l windo ws fo rw ard  of  se at ed  pa ss en ge rs .

I w ill  no t re pea t Mr.  T u rn bu ll ’s st a te m ent a t th is  tim e, but I wo uld  lik e to 
su m m ar iz e th e po in ts  he  mad e,  to  re fr es h  yo ur  me mories . I t  is  th e co nv ict ion 
of  th e  N at io na l Auto & F la t G la ss  D ea le rs  Assoc ia tio n th a t tem pe re d gl as s is  
not a s  sa fe  as  la m in at ed  sa fe ty  gl as s fo r use in  th e  windo ws of  au tomob ile s. 
U nti l re ce nt ye ar s tem pe red g la ss  w as  r ar el y  u sed in th e side  windo ws of au tom o
bil es . The  po pu la r co nc ep tio n of sa fe ty  gl as s re m ai ns to th is  day  in  th e minds  
of  m os t Amer ican s as co ns is ting  of  tw o pie ces of  gl as s la m in ate d  to ge th er  w ith  
a to ug h la yer  of  plas tic . T h is  id en ti fi ca tion  has  mad e th e  word “l am in at ed ” 
li te ra ll y  syno ny mou s w ith  “s a fe ty ” in co nn ec tio n w ith au to  glas s. Bec au se  of  
th is  confi dence th e mot or in g pub lic had  in  la m in at ed  sa fe ty  glass, th e  au to  
m anufa ctu re rs  be ga n a “s il en t sw it ch” fo r eco nomy  re as on s fr om  th e tr u e  saf et y  
gl as s to  ca se -h ar de ne d te m pe re d gl as s in 1956. Tes tim on y in  F.T.C.  v. L -O -F  
an d Gen eral  Moto rs,  No. 7643, es ta bli sh ed  th is  an d th is  co m m itt ee  shou ld  re 
ques t th e  FT C to  re im rt  it s fin ding s to  you on th e  re as on s fo r th e  sw itc h by th e 
m ajo r au to  m ak er s an d it s co nc lusion s as  to  th e su sp ec ted fa ls e  ad ver ti si ng in 
co nn ec tio n th er ew ith.

Exi ie rien ce  has  prov ed  an d is  co nt in ui ng  to  pr ov e th a t te m pe re d gl as s is  fa r 
from  be ing sa fe ty  glas s. The as so ci at io n has  ac cu m ul at ed  hun dre ds of  ac ci 
den t re port s invo lv ing te m pe re d gl as s.  One  of  th e  m ea ni ng fu l in ci de nt s in  th is  
co m pi la tion  is th e nu m be r of  c a r ow ne rs  invo lved  wh o a re  s urp ri se d  a nd  sho cked  
to  di sc ov er  th a t they  did  no t have th e ki nd  of  gl as s they  had  alw ay s co ns idered  
as  sa fe ty  glas s, th a t is, la m in ate d  glas s. Bes ides  pr ov id in g s ta ti st ic s of  glas s 
br ea ka ge , th is  co nt in ui ng  co m pi la tion  is  a va lu ab le  so ur ce  of  au to -o wne r com
men ts . A few ty pi ca l co m m en ts  a re  th ese : (1 ) Mr . Ray m on d Brosiu s, of  
H un tin gd on , Pa ., sa id  of  te m pe re d g la s s : “I  do n’t  ca ll i t  sa fe ty  gl as s an d it  
cert a in ly  is  no t fit fo r in s ta ll a ti on  in cars  or an y lic en sed ve hicle.” (2 ) Mr. 
Geo rge Fre y,  of  Phi la del phia , who se  tem pe red si del ig ht  sha tt e re d  whi le  th e 
ca r w as  in  mo tion, posed  a ver y simpl e ques ti on: “I s  th is  sa fe ty  gl as s? ” (3)  
Mr s. F re d  La Co ur , of  A le xan dr ia , La ., mad e th is  s ta te m e n t: “ I ha ve  th re e sm al l 
ch ildr en  and I fee l th a t la m in ate d  gl as s is  a m us t fo r them . I m us t be on e of  
m il lion s wh o w an t la m in at ed  sa fe ty  gl as s.” All th re e  of th es e people ha d 
dan ger ou s e xp er ienc es  w ith te m pe re d glass.
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The  qu es tio n of  w he th er  te m pe re d glas s w as  as  sa fe  as  la m in at ed  glas s was  
co ns id er ed  by th e In te rs ta te  Com merce  Co mm iss ion  25 yea rs  ago. The  fin din gs  
mad e a t th a t tim e, wh ich  Mr.  T urn bull  re ad  to  you 2 wee ks  ago, are  st il l va lid  
fin din gs,  de sp ite a tt em pts  by  t he Autom ob ile  M anufa ct ure rs  Assoc ia tio n to  ass er t 
th e contr ar y . Lam in ated  sa fe ty  gl as s is st il l th e be st  pro te ct io n ag ain st  a sm all  
hard  missi le . Lam in at ed  sa fe ty  g la ss  is st il l th e on ly sa fe ty  g la ss  th a t pr ev en ts  
pie ce s of  brok en  glas s from  fly ing  th ro ug h th e in te ri o r of  th e  au tomob ile . Lam i
na te d sa fe ty  gl as s is st il l th e on ly  glas s th a t does no t becom e op aq ue  whe n 
cr ac ke d.  La min ated  sa fe ty  gla ss  is st ill  th e on ly  sa fe ty  gl as s th a t can be 
kn ocked out w ith  th e ha nd , elb ow , sh ou ld er , or  fo ot  of  a tr apped  m ot or is t. Th e 
In te rs ta te  Co mm erc e Com miss ion ex am in er  m ak in g thos e an d oth er  fin din gs  
rec om men de d th e us e of  la m in ate d  sa fe ty  gl as s in in te rs ta te  ca rr ie r vehic les . 
Th e ICC  co nc ur red.  A re gu la tion w as  pr om ul ga te d to  th a t en d,  which  is st il l in 
effect.

In  1958  a  pr el im in ar y re port  o n au tom ob ile  sid e-w indo w gl as s w as  pr ep ar ed  a t 
Co rnell  an d re ad  to  th e So cie ty  of Autom ot ive Eng in ee rs  a t th e ir  su m mer  m ee t
ing.  T his  re port  w as  pr ep ar ed  by Bor is  Tou rin,  Jo hn AV. G arr e tt , an d Jo hn  O. 
Moore . I t ha s been used  in  su ppo rt  of th e us e of  tem pe re d gl as s. It  has  been 
as se rt ed  to in dic at e th a t tem pe re d gla ss  cau ses fa r fe w er  in ju ri es th an  la m in at ed  
sa fe ty  glas s. Exam in at io n of  th e  reiwirt re ve al s it  to  be w oe fu lly  in ad eq uate  fo r 
th e st ud y of  a prob lem  of such  v it a l im po rta nc e.  In  a nat io n th a t has  ap pr ox i
m at ely 70 mi llion  motor  ve hi cl es  on  it s high w ay s it  wo uld  see m to me th a t a 
re port  invo lv ing only 715 au to m ob iles  is fa n ta st ic all y  rem ote fr om  ac cu ra cy . Be 
th a t as  it  may , ex am in at io n of  th e  re port  it se lf  which  co nc lude d th a t "W he n 
glas s dam ag e oc cu rred , ob se rved  in ju ri es were as so ci at ed  w ith la m in at ed  ra th e r 
th an  te m pe re d gl as s,” show s th a t co nc lusio n to  be  ba sed up on  713 au tom ob ile s 
which  ha d la m in at ed  gl as s in th e  fu ll  side  windo ws an d 2 au to m ob ile s wh ich  
ha d tem pe re d glas s in th e fu ll  si de wi ndow s. Man y of  th e  au to m ob ile s ha d 
tem pe re d gl as s in th e sm all  ve nt s an d quart e r windo ws, bu t on ly  tw o ha d tem 
pe red gl as s in th e m aj or side  w indo ws.  Te mpe red gl as s is muc h mo re  dura ble  
in th e  q u a rt e r an d ve nt  windo ws w hi le  th e g re ate r are a  of  th e m aj or side  w in 
dows  re nders  them  more su sc ep tibl e to  sh at te ri ng . Th e re port  foun d on ly 1 
tem pe re d gl as s in ju ry  an d 26 la m in ate d  gl as s in ju ri es , an d proc ee de d to  e nu m er 
a te  s ta rt li n g  st a ti st ic s sh ow ing ho w mu ch sa fe r tem pe re d gla ss  w as  th an  lam 
in at ed . Su ch  a re port  is  a n in su lt  to  sc ient ifi c re se ar ch .

The  s ta rt li n g  di ffe renc es  in th e  eq ui pm en t of th e  cars  us ed  a re  tr ac ea bl e to  
th e fa c t th a t on ly 1946-56 ve hi cl es  w er e ut ili ze d.  As Mr . T urn bull  po in ted ou t 
to  you,  t h e  “ si le nt  sw itch ” beg an  i n 1956.

As I sa id , th is  re po rt  w as  give n a t th e 1958 su m m er  SAE m ee ting  in A tlan tic 
Ci ty.  I t w as  no t de liv er ed  w it h o u t ch all en ge . Dr. J . D. Rya n,  of  Libbey-  
Owe ns -F ord,  al th ou gh  he  now se em s to  ha ve  ch an ge d hi s mind,  mad e a ve ry  e f
fe ct iv e re bu tt a l of  th e fin ding s and ga ve  a st ro ng en do rs em en t to  lim in at ed  gla ss.  
U nfo rt unat el y , th e SAE, co n tr a ry  to  th e ir  us ua l policy, di d no t pu bl ish Dr . 
R ya n’s st a te m en t an d we  ha ve  b ee n un ab le  to  ob ta in  a cop y. I t m ig ht  be us ef ul  
fo r th is  co mm itt ee  to re qu es t th a t st at em en t fro m th e SAE or  from  Dr . Ry an  
himse lf.

Thi s re po rt  was  pr es en te d a t th e  hea ri ngs  he ld  by th e m ot or  ve hicles  an d 
tra ffic re gula tions co mm itt ee  of  th e  Miss ou ri Hou se  of  R ep re se nt at iv es . Th e 
ch ai rw om an  of  th e co mmite e as ke d, “How man y of  th os e cars  (i n th e re port ) 
ha d la m in at ed  gl as s in th e side  w in do w s” Mr. R ic ha rd s,  wh o te st if ied be fo re  
you la s t we ek , an sw er ed  th e  q u e s ti o n : * * * it  w as  a ca se  of  bo th  tem pe red 
an d la m in at ed  * * * bu t th e  te m pe re d ha d fe w er  la ce ra tions,  fe w er  in ju ri es  
th an  th e la m in at ed . Thi s seem s to  be th e ev iden ce  th a t is m ou nt ing,  th a t th e 
te m pe re d is  les s ap t to  ca us e in ju ry  th an  th e la m in at ed .” T he ch ai rw om an  of  
th e co m m it tee ex pr es se d her  do u b t:  “Now, Mr. R ic har ds,  is n’t  it  a fa c t th a t it  
w as  th e  o th er w ay ?” It  is our co nt en tion th a t th e ch ai rw om an  of th e  Miss ou ri 
co m m itt ee  w as  co rrec t.

We be lie ve  th a t we  ha ve  pr ov id ed  mu ch  in fo rm at io n ab out th e  dan ger s of 
tem pe re d gl as s an d we ca n pr ovi de more, as  re port s come  in to  us . Most of th is  
in fo rm at io n co nc erns  tem pe re d g la ss  of  on e- fo ur th  inc h th ic kn es s or  gr ea te r.  
I t now  ap i>e ars  th a t th e au to  in d u s tr y  is  us in g tem pe red gl as s th in n e r th an  one- 
fo u rt h  inch , th a t is, th re e- si x te en th s of  an  inc h an d seven th ir ty -s ec onds of  an  
inch . Acc ording  to  gl as s in dust ry  te ch ni ca l m an ua ls , gl as s th in n e r th an  one- 
fo urt h  inch  c an no t be sa fe ty  te m pe re d,  an d I q uo te  fr om  a PP G te ch ni ca l man ua l, 
se ct ion C-2, pa ge  6 : “In  ge ne ra l, g la ss  wh ich  is  on e- fo ur th  inch  th ic k or  more 
ca n be  tem pe re d fu lly , or  to  an y o th er le ss  degree , w hi le  gl as s which  is  les s th an  
on e- fo ur th  in ch  th ic k ca n be  te m per ed  only in  sm al le r di m en sion s an d lo wer
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degrees  of temper. In other words, thin  tempered glass will be even more 
dang erous than that  prese ntly utilized.  Now I would like to present to you a 
few random samples of sha tte red  tempered glass sent to our  associa tion by 
var ious auto owners. These ar e all one-four th inch or thicker. None of them 
show the widely claimed cha rac ter ist ics  of breakage into small  cubical, dull- 
edged fragm ents.  How much more dangerous  will be the  even thinne r tempered 
glass which the manufacturers contemplate insta lling.

We have here  thre e typical samples of tempered breakage. Two are  from 
automobiles. One, on the small cars , is a I’PG Herculit e th at  broke in stock. 
Obviously, wha t you see on these samples are  not granules.

It  may  be sa id t ha t these  th ree samples represent just isola ted cases of unusual 
tempered glass breakage, but  in the  pas t year our assoc iation has received scores 
of such samples, which can be made available  to you if you des ire. I might add 
that  we al so have samples of  w ha t appear s to be o rdinary window glass instal led 
by th e ma nufac turer as tempered glass in motor vehicles. One such sample has 
been subm itted  to the Fed era l Trade Commission to aid it  in its  investigation  
of the  “sile nt switch.”

Ju st  rece ntly  in the same mail  we received three samples of tempered glass 
which had sha tter ed into slivers or large  pieces ra ther  than  granu les. These 
thre e samples were from thre e diff eren t automobi les but  they were sent in by 
the same auto glass dealer. This  tends to indic ate that  such tempered breakage 
is common.

I would like to mention ano the r aspect of the AMA presenta tion  before the 
Missouri Legisla ture ’s Motor Vehicle  Committee. Judg ing from  wha t Mr. 
Richards testified  to there , it  seems clea r to our assoc iation th at  the  AMA is 
not concerned with safe ty so much as it is concerned with the  profitmaking of 
the automobile industry.  In add ition to an almost veiled th reat  to take the 
automobile assembly operations out  of Missouri if tempered glass w ere outlawed 
by the  Sta te legislature (tr anscrip t, p. 5),  the AMA witness time  and again 
emphasized the AMA’s desire  to  have uniformity in all the States. For  example, 
Mr. Ric hards stated, “We would cer tain ly warn any Sta te again st deviat ing 
from uniformity because of the cost  and the problems it might entai l” (t ra n
script,  p. 9).  That association does not ignore safety , but  it is definitely a sec
ondary consideration.

The cry for  unifo rmity  and  stan dar dization by the AMA was  repea ted time 
and time again  before the Missouri committee. I call this  comm ittee’s att en 
tion to the  AMA’s stan d on stan dar dization taken at  your  March  28 hearing 
here. In addit ion, I call this comm ittee’s atte ntio n to the fact  th at  the auto  
industry is probably the leas t standa rdiz ed in the Nation.  According to Time 
magazine, March 24, 1961, “ It  is possible to buy a Chevrolet in more  t han  100,000 
diffe rent  combina tions.” This is nei the r uniformity nor standardization. This 
argument should be ignored.

Mr. Ric har ds’ testimony in Missouri misrepresented the relative cost of the 
two types of glass. He sta ted  th at  a changeover from tempered glass  to lami
nate d glass would cost on present ca rs  between $100 and $250 per vehicle. This 
is not true , as can be shown by a Chevrolet pricelis t which list s a lamin ated 
side window for a Corvair at  $3.80. This, of course, does not  represe nt the  
true cost to the  manufac ture r. An optional accessory always has a higher  price 
than the  standa rd equipment because (1) far fewer  are  made, (2) a charge 
must be made for  the trouble of prov iding the  substit ute  and (3) a profit incre
ment is included. A fa r more acc ura te estimate was made in Jac k Hanicke’s 
fro nt page Wall Street Jou rna l ar tic le  of April 7, 1961, placed in the  Congres
sional Record  of April 11, 1961, by Mr. Roberts (p. A2382). Mr. Hanicke re
ported that  the cost differential is 10 to 12 cents a squa re foot, or about $1.50 
per automobile. I do not thin k th at  any motor ist would hesitate  a second to 
pay $1.50 for  safe r glass in his $2,000 to $5,000 automobile. I might add with 
reference to the preposterous sta tem ent made to the Missouri committee that  
exam ination of the auto pricel ists  of 1956 to date will not show any price 
reduction s of  $100 to $250 per vehicle.

At this point  I would like to call  your atte ntio n to some s tatement s made to 
this  committee by AMA represent atives  which are  not true . Fir st  of all, in 
connection with  the efforts to have var ious Sta tes amend the ir automobile laws 
with regard  to safe ty glass, the AMA told this  committee th at  atte mpts had 
been made  in 10 States and all had  failed. The fac t of the matt er  is th at  bills 
are  stil l pending in six States and  in one Sta te listed by AMA, to our knowl
edge, no bill was ever presented.
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AMA’s anxiety to prevent laminated glass from being used again for greater 
automobile safety has led their  representatives to make several absurd state
ments. One of these was a remark  last week stating that  tempered glass 
safety goggles replaced laminated glass safety goggles because of the great 
number of eye injuries caused by the latter.  This statement was rei«>rted to 
the Society for the Prevention of Blindness which referred  our association to 
Dr. Hedwig S. Kuhn, an ophthalmologist, and head of the Kuhn Clinic, Ham
mond, Ind. Dr. Kuhn states tha t there is not a single recorded instance of a 
loss of an eye due to laminated goggles in the last 37 years. Dr. Kuhn has 
agreed to put her comments in writing and will send them to this subcommittee.

I have three  points to make as a conclusion to my statement. First of all, 
the opponents of laminated safety glass will accuse our association of advocat
ing laminated glass because its use provides more replacejnent business for 
our members. It  is true tha t universal  use of tempered glass will hurt the 
business of our members because it takes a very rich glass dealer to store what 
will be li teral ly thousands of different shapes and sizes for various automobiles. 
But this facto r does not in any way preclude our group or its members from 
letting the public and the Congress know how dangerous and how ill-advised is 
the use of this cheaper substitute which will also cause financial hardship for 
the auto glass replacement business. I have given you earlier  in my statement 
three samples of the attitude  of the motorists who do not have the special in ter
est tha t our association and the auto manufacturers have in this controversy. 
I think a nationwide poll of automobile owners would prove tha t the arguments 
against tempered glass are true  and valid and demand action to prevent 
tempered glass from adding to our national  highway carnage.

Secondly, I was surprised to hear Mr. Richards of the AMA last week recom
mend the use of tempered safety glass because of it s widespread use in Canada 
and Europe. We have learned many things from the old world, but none of 
these had anything to do with automotive safety. Tempered safety glass is 
used in Europe for the same reason tha t Detroit wants to use it here. It ’s 
cheaper. If Mr. Richards would have us use tempered safety glass, perhaps 
he would also have our cars equipped with some of the other equipment used 
in Europe. These include no sealed beams, mechanical brakes on many, many 
cars, small, limited-visibility windows, three-wheel motor vehicles and a turn 
signal tha t is so hard to see that  our service people overseas refer  to them as 
“idiot sticks,” among other featu res of European cars. Moreover, Mr. Richards 
neglected to mention tha t legislation requiring laminated safety glass in wind
shields has recently been passed in Italy , France, and Japan. These countries 
are looking to American practices to help reduce their auto accident injuries. 
In Europe the injury rate they are  trying hard to reduce compares to the 
United States very unfavorably. With one-third the number of ca rs they have 
50 percent more injuries than the United States.

Finally, some witnesses before you may try to emphasize tha t laminated 
safety giass will break and by doing so to imply that such breakage constitutes 
danger. This is what the Cornell report which I have mentioned attempts to 
do. I would like to remind you th at this  glass is designed to break. The fact 
tha t it breaks easily prevents concussions and also affords easy escape from 
wrecked automobiles.

These safety advantages are enhanced by the inner plastic laye r which prevents 
the broken glass from flying around. It  also preserves the visibility required 
for safe motoring. Therefore, the fac t tha t laminated safety glass breaks is 
not a disadvantage, but an engineered advantage. Furthermore, the National 
Auto & Fla t Glass Dealers Association believes in and advocates the improve
ment of laminated safety glass. We advocate the development of a stronger, 
better, inner layer. We advocate, if it is scientifically possible, the improve
ment of the glass itself. We believe such improvements, certainly the first one, 
can be achieved. It  should be remembered tha t today’s laminated safety glass 
was designed originally for automobiles of 25 years ago. Relatively few plasties 
were available then. There have been hundreds of plastic  discoveries since that 
time. We do not believe tha t tempered glass, which is not now safe, can be made 
safe. Perhaps it can be made harder, but this  would make it more dangerous. 
It would make escape from a wrecked automobile even more difficult. It  would 
make the explosion of the glass upon penetra tion tha t much grea ter. Laminated 
safety glass can and should be improved. We recommend that  all cars in 
America be required to have laminated safety glass in all windows fo rward of
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th e  pa ss en ge rs  an d th a t ev er y ef fo rt  be  m ad e to im prov e la m in ate d  sa fe ty  glass. 
I f  sc ienc e ca nn ot  mak e la m in ate d  sa fe ty  gl as s even sa fe r th an  it  is now, per ha ps  
it  can  di sc ov er  wh y it  ca nnot be  mad e chea i>er  by .$1.50 i>er au tomob ile , sin ce  
th a t is  t he  p ric e th e au to m ob ile in dust ry  i s d em an di ng  f or ou r sa fe ty .

A P res ent ation in  B eh al f of an  Addition to H.R.  903 R equirin g th e  Use  in
Motor Veh icle s of la min at ed  Safety Glas s F orward of Seated P asse ngers

My na me is H er ber t Y ud en fr ie nd . I am  th e ass is ta n t m an ag er of  th e Sto tt-  
H ec ht  G la ss  Work s, 418 N or th  S ix th  St re et , Philad el phia , Pa. , d is tr ib u to rs  of 
fl at  gl as s pr od uc ts  of  m aj or do m es tic pr od uc er s in cl ud in g Libbey-O we ns-Ford 
and P it ts burg h  P la te  g lass .

In  my  op ini on  th er e is one danger whic h has  no t bee n li st ed  an d is th e  mos t 
in si di ou s of all . I re fe r to th e  fa c t th a t temi>ered gl as s whe n used  as  an  au to 
mot iv e gl az in g m at er ia l te nd s to,  in effect,  w ea r ou t w ithout any w ar ni ng  to  th e 
car ow ne r or  it s oc cu pa nt s, and  w ithout an y obvio us dam ag e to  th e gl as s its el f.

The  un de rlyi ng  te ch ni ca l th eory  behin d th is  incr ed ib le  danger is qu ite well 
know n, and has, in fact , been reaf fir med  by th e re ce nt  w ri ti ngs of  som e of th e 
m os t re sp ec ted au th ori ti es on g la ss  tec hnology in clud ing se ver al  on th e re se ar ch  
st af fs  of  bo th th e P it ts burg h  P la te  Glass  Co. an d Libb ey -O we ns-Ford. Thi s 
th eo ry  w as  su bst an tiat ed  by la bora to ry  st udie s co nd uc ted by one of th e la rg es t, 
mos t im port an t c om pa nies  in th e  wor ld . I t merely  re m aine d,  th en , to see if  th es e 
fin ding s could  be ver ified  in  a fie ld s tu d y ; th a t is, to  see  if  tem pe re d gla ss  re al ly  
w ea rs  ou t a ft e r it  has  been in au to m ob ile s un de r no rm al  dri v in g co nd iti on s over 
a pe riod  o f tim e. In  o rd er  to te s t th is  th eo re tica l an d la bora to ry  da ta  I gat he re d 
37 te m pe re d fr on t do or  gla ss es  (a ll  fro m th e same ye ar , mak e,  an d mo de l) 
which  ha d been in  us e fo r fr om  IS  to  30 mon ths an d were fr ee  f ro m  such  obvio us 
da m ag e as de ep  sc ra tc he s or ch ip pe d edg es.  The se  were te st ed  by th e Uni ted  
S ta te s Tes ting  Co. us ing pro ce dur es  ou tli ne d in  th e ASA code.  Th e data  was  
th en  co mpa re d to th e re su lt s of th e  sa m e te st  mad e on new fr on t do or  g las ses of 
th e sa m e type  mad e by th e sa m e m an uf ac tu re r.  Th e re su lt s confi rmed the 
th eo ry  an d th e la bo ra to ry  find ings  bey ond a sh ad ow  of a do ub t. A fter  only 18 
to 30 mon th s of  us e und er  no rm al  dri vi ng  co nd it io ns  and  w ith  no obvio us 
da mag e,  th es e 37 do or  g lass es  w er e from  33%  to  40 pe rc en t w ea ker  th an  the new  
gl as s. As  18 t o 30 mon th s re pre se n ts  co ns id er ab ly  les s th an  on e- ha lf  the av er ag e 
li fe  ex pe ct an cy  of an  A m er ic an -b ui lt au tomob ile , an  ex tens io n of  thes e fin din gs 
seem s to in di ca te  th a t li tt le  o r no ne  of th e or ig in al  st re ng th  of tem pe red glas s 
w ill  be  av ai la bl e wh en it  is ne ed ed  mo st,  sin ce  th e ov erwhe lm ing m aj ori ty  of 
ac ci de nt s oc cu r to  olde r ca rs . The  pi ct ur e see ms  gr im ly  cl ea r,  an d th e im pl ica
tion s a re  ob vious.

We ha ve  been aske d by th e  Autom ob ile  M an ufa ct ure rs  Assoc ia tio n (AM A) 
no t to  d is tu rb  th e ASA  code bec au se  of  th e im po rtan ce  to  th e m an ufa ctu re rs  of  
co nf or m ity to a na tion al  st andard . But  a re  we  to  pr ot ec t co nf or mity  a t the 
ex pe ns e of  sa fe ty ? W itho ut  sa fe ty , of  w ha t us e is co nf or m ity?  Is  it  no t th e 
ri gh t o f th e j>eople to ex pe ct  th a t ou r fi rs t concern  be co nf or m ity to  saf et y?

I t has been  of te n st a te d  by th e  AMA th at th e ASA cod e w as  w ri tt en  by re pre 
se n ta ti ves from  som e of  ou r m os t resi»ected en gi ne er ing org an iz at io ns am ong 
ot he rs . Ho we ver, a ca re fu l analy si s of th e pa yr ol l af fi lia tio ns  of  the re pr es en 
ta ti ves of  th es e re sp ec ted en gin ee ring societi es  in di ca te s th a t th e au tomob ile  
m anufa ctu re rs  an d th e ir  prim e su ppli er s ha ve  s ubst an ti a l co nt ro l of  th e co mmit
te e which  w ro te  th e code. T hi s be ca me so obvio us th a t de sp ite th e ov erwhe lm ing 
25-to-8 vo te  to reaffir m th e p re sen t cod e, th e sa fe ty  st andard s bo ard,  si tt in g  in  
revi ew  of  th is  decis ion , u tt e rl y  re pudia te d  it  an d.  fo r per hap s th e  on ly tim e in 
h is to ry , ru le d  th a t th e  vo te  di d not re pre se nt a tr u e  co ns en su s. As a re su lt,  a 
ne w te ch ni ca l co mmitt ee  has  be en  fo rm ed  to  in ve st ig at e th e  ob ject ions  wh ich  
ha ve  b een ra is ed  co nc erning  t em pe re d gla ss.

Sp ok esmen  fo r th e Autom ob ile  M an ufa ct ure rs  Assoc ia tio n wh en  na ming the 
N at io na l B ur ea u of  S ta ndar ds,  th e  ICC , an d oth er G ov er nm en t ag en cies  as  p a r
ti c ip an ts  on th e ASA co m m itt ee  ha ve  im pli ed  th a t th is  in dic at es  Gov ernm en t 
su pport  fo r th e code. A care fu l ex am in at io n of  th e re co rd  sh ow s th a t re pre 
se n ta ti ves of  Fed er al  ag en cies  ta k e  pai ns to  ha ve  th e m in ut es  of  he ar in gs  sho w 
th em  as no t vot ing . T hei r fu nct io n  see ms  to  be th a t of im part ia l co nsu ltan t an d 
re so ur ce  pe rson ne l an d th e ir  pr es en ce  on th is  co mm itt ee  do es  not pe r se in di ca te  
ei th er  ag ree me nt or su pport  on th e  p a rt  o f them se lves  o r th e  F edera l Go vernme nt .
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A care fu l an al ysi s of  th e  pre se n t ASA  code in dic at es  how  in adeq uate  it is  in 
th e ligh t of  mo dern  da y au to m otive gla zin g. Sinc e th is  co de  w as  ad op ted we 
ha ve  seen  th e gl as s are a in au to m ob iles  in cr ea se  so sh ar pl y,  and th e na tu re  an d 
ty pe  of  gl as s be ing  used  has ch an ge d so ra dic al ly  th a t m an y of th e te s ts  in th e 
code  a re  e it her ob olete or  to ta ll y  in ad eq ua te . To lx* specifi c, I ci te  br iefly  th e 
fo llo wing exam ple s:

(1 ) T her e is no t a sing le  qua li ty  co nt ro l re quir em en t co ve ring  th e m an u
fa ctu re  o f tem pe red gla ss .

(2 ) At  th e tim e th e pre se nt co de  w as  ap pr ov ed  on ly  on e ty pe  of  tem pe red 
gl as s w as  in ge ne ra l use . At th e  pr es en t tim e a t le as t fo ur di ff er en t tyi»es of 
tem pe re d glas s are  be ing us ed  a s  origi na l eq uipm en t by th e var io us car m an u
fa ct ure rs . Ea ch  of th es e ty pe s has a  so mew ha t di ff er en t se t of  pr op er tie s,  an d 
th er e is ac tu a lly  a co ns id er ab le  di ffer en ce  a mon g them  in te rm s of th e am ou nt  of  
pr ot ec tion  wh ich  they  mig ht  af fo rd . Ye t th er e is no th in g in th e  code  to cl ar if y , 
def ine , or  re st ri c t the tyi>e of  te m pe re d glas s be ing use d.

(3 ) Bec au se  of  th e co nsi de ra bl y in cr ea se d siz e an d co mpound be nds of 
man y of  to day ’s w in ds hi elds  and  ba ck lig ht s,  we  are  face d w ith a prob lem  of 
vi su al  d is to rt io n  an d ac uity  whi ch  w as  uni m ag in ab le  in 1950. In  ad di tio n,  we  
a re  to  as su m e th a t th e te s ts  ap p li ed  to 12 by 12- inch sa m pl es  giv e us  a tr ue 
p ic tu re  of  th e sa fe ty  per fo rm an ce  of  au tom ob ile  gl as s p a rt s a s  la rg e as 32 inch es  
by 84 inch es  whic h opera te  under st re ss es  un kn ow n in  1950.

(4 ) No t even  th e Autom ob ile  M an ufa ctu re rs  Assoc ia tio n w ill  de ny  th a t th e 
m ou nt in g of  au to m ot iv e gl az in g m ate ri a ls  has un de rg on e a  ra dic al  ch an ge  
sin ce  1950. The  ad ven t of  ne w mo dels,  such  as  th e hard to p, ha ve  pr es en ted 
enti re ly  new prob lems fo r m ount in g gla ss . Yet th e  cu rr en t ASA co de  does no t 
ha ve  a sing le  st andard  re la ti ng  to  m ou nt ings  or th e  ap plica tion of  th e  va riou s 
ap pr ov ed  typ es  o f g lazing  in  t hese  m ou nt ings .

A m or e det ai le d  an al ysi s wou ld  un do ub tedl y re ve al  man y o th er are as of w ea k
ne ss  i n th e  pre se nt code .

T he  au to m ob ile  man uf ac tu re rs  have co nt in uo us ly  po in te d to  th e fa c t th a t in  
E ur op e te m pe re d gl as s has  be en  us ed  fo r m an y ye ar s.  Fro m  th is  we  might  
dr aw  th e  conc lusio n th a t th e  E uro pean  ex pe rien ce  re la ti ng  to  traf fic sa fe ty  mus t 
be va st ly  su per io r to  ou rs , sinc e we are  be ing as ke d to  em ula te  them  w ith  re 
gar d to  tem pe re d gla ss . The  re co rd , howe ver, be lie s th is  co nc lusion . Acc ord
ing to a re ce nt  Uni ted N at io ns  Ec on om ics Co mm iss ion  rei>ort, in  1960  m or e th an  
GO,000 i>eople los t th eir  liv es  in traf fic ac ci de nt s in Europ e.  In  th e sa m e yea r 
les s th an  39,000  l ives  w er e lost due to  t raf fic  a cc id en ts  in  the U nited  St at es . Thi s 
is de sp ite th e  fa ct  th a t th ere  a re  mor e th an  th re e tim es  as m an y ca rs  on  th e 
ro ad  in he  U ni ted S ta te s th an  th e re  a re  in  E urop e.

I ha ve  at te m pte d to de sc ribe  a sm al l pa rt  of  th e  da ta  an d fa cts  which  are  
av ai la bl e an d whic h bea r dir ec tly  on  th is  co nt ro ve rsy.  E ver yth in g pr es en te d in  
th is  st a te m en t can be fu lly do cu m en te d if it is  deem ed  ne ce ss ar y a t  som e fu tu re  
ti m e; ho wev er , al l of  th is  m ate ri a l ca n be be st summ ed  up  by a  quot at io n fro m 
Pro f.  C. J.  Phil lips’ boo k “G la ss : The  M ira cle M ak er ’’ in which  he  says , “I t 
[tem pe re d gl as s]  m us t no t be  c on fu se d w ith  la m in at ed  gl as s and is no t in tend ed  
to  re pl ac e th a t ty pe  in th e  fie lds  fo r wh ich  th e la tt e r w as  de ve lope d.” The re  is 
uni ve rs al  ag re em en t th a t la m in ate d  gl as s was  deve lop ed  as  th e au to m ot iv e 
gl az in g m ate ri a l we  kn ow  a s sa fe ty  g lass .

Mr. F ord. We could put on a further demonstration for the Chair 
in this area, but I  think that  enough of that has been done.

Mr. Roberts. We will have to conclude, because I have a quorum 
call I must answer.

Mr. F ord. May I ask th is of  the Chair? Could we leave the record 
open ? There are a few more points that  I would like to make.

Mr. Roberts. We can leave it open for your statement—I am not at 
all sure that I can hear it, however.

Afr. F ord. I do not mean to hear from me. I wish to submit other 
material.

Mi*. Roberts. Yes, sir; I will be glad to have you do so.
Mr. Ford. Thank you.
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(The information referred to follows:)
Sta te men t of H enry M. R ich ardso n of De Bell & R ich ardson . I nc., H azard

ville, Con n., Repr ese nting  th e  National  Auto & F lat  Glass D ealers 
Association  in  th e T ec hica l Activitie s Connected W it h  th e  ASA Z-2 6.1 , 
A merican Standards Safe ty  Code for Safe ty  Glazing Materi als  fot Glaz
in g  Motor Veh icles Opera tin g on Land H igh wa ys

I wo uld  lik e to em pl ify  so m ew ha t th e st at em en t as  m ad e by  Dr . Jo se ph  D.
Rya n in th e he ar in g  of A pr il 14. 1961, lie for e th is  su bc om m it te e in re gar d to 
th e in ve st ig at io ns  to  lie m ad e by th e six  ta sk  grou ps  of  th e  ASA Z- 26  Tec hn i
ca l Co mmittee .

T he  pr og ra m s which  ha ve  be en  as se mbled  by th es e var io us ta sk  gr ou ps  ar e 
de sign ed  to  supp ly  th e nec es sa ry  te ch ni ca l da ta  co nc er ni ng  bo th  la m in at ed  
sa fe ty  gl as s an d tem pe red gla ss  as  used  in au tomob ile  gl az in g,  an d to  prov ide 
a ba si s by which  to  revi ew  th e  pr es en t ASA Z-2 6.1  code  fo r th e  pu rp os e of  
re m ov ing th e ob ject ions  which  w er e st at ed  in th e  neg at iv e vo tes . If  th is  in fo r
m at io n is  mad e av ai la ble  it  sh ou ld  pr ov ide som e nu m er ic al  gu idan ce  to  you r 
co m m it te e to  cl ea r up  som e m isco nc ep tio ns  an d co nf lic tin g st at em en ts  which  
may  ha ve  go tte n in to  th e reco rd .

I be lie ve  th a t each  of  th e  p a rt ic u la r ta sk  grou ps  will m ak e it s  own co nt ri bu
tio n.  In  th e fi rs t pla ce , gr ou p 1 is co ve rin g th e  st a ti st ic a l stud ie s,  li te ra tu re , 
and te ch nic al  re port s which  bear on  th e co nt ro ver si al  is su es .

T as k gr ou p 2 is mak in g a st udy  of th e fr ac tu re  chara c te ri st ic s of  bo th  la m in 
ate d  and tem pe re d gl as s in al l of th e  vari e ti es which  a re  be ing us ed  or  proposed  
fo r au to m ot iv e glaz ing an d w ill  co rr ela te  th es e chara c te ri st ic s w ith  th e  in ju ry  
st ud ie s coming  th ro ug h th e  e ff ort s of  gr ou p 1.

In  lin e m an ne r,  gr ou p 3 w ill  re st udy th e vis ib il ity p ro pert ie s of  glaz ing ma
te ri a ls  of  al l of the type s us ed  or  prop os ed , bo th in ta c t and  fr ac tu re d .

Gro up  4 wi ll st ud y th e am oun t of  en ergy  th a t it  ta ke s to  b re ak  glaz ing m a
te ri a ls  of  al l type s as we ll a s  th e  en ergy  ab so rp tio n and  penet ra tion  of  th e 
glaz ing.

U nd er  gr ou p 5 th ere  w ill  be  a  st udy  of  eg re ss  or  th e  abil it y  to  es ca pe  th ro ug h 
th e  windo w or  w inds hi eld op en in gs  of ca rs  whe n gl az ed  w ith  th e  va riou s ty pe s 
of  au to m ot iv e gla zin g.

L as tly , gr ou p 6 will  stud y th e dura bil it y  an d pe rm an en ce  of  th e ph ys ical  
pro pert ie s of  glaz ing m ate ri a ls  a s  th ey  a re  ex po sed to  norm al  us e an d al so  en 
dea vo r to  es ta bl ish re li ab le  non -d es truc tive  metho ds  of det er m in in g th e qu al ity 
of  bo th  tempe red an d la m in at ed  gla zing .

I wou ld  lik e now to  po in t up  th e  st a te m ent in Mr . Pey ton F ord ’s pre se nt at io n 
of  A pr il 18 on page  4, th a t out  of th e 715 au tom ob ile s in th e  sa m ple includ ed  
in th e  1958 pre lim in ar y re port  by Tou rin,  G arr e tt  & Moore, th a t only  2 of th es e 
au to m ob iles  were eq uipp ed  w ith  tem pe re d gl as s in th e fu ll si de win dow s.

O n re ad in g  th e tr an sc ri p t of  th e  hea ri ng of  Apr il 14, pa ge  240. I th in k Mr. 
Rug g m us t ha ve  sa id  th a t te m pe re d gl as s m us t be  cu t to  si ze  be fo re  it  is tem 
pe re d be ca us e onc e it  is te m pe re d i t  ca nn ot  be recu t.

On pa ge  248, Mr. R ic har ds m ad e re fe re nc e to  “a  pec uliar ity of  med ical sc ien ce 
th a t we ha ve  pa pe rs  from  G er m an y an d Sw itz er la nd  th a t in dic at e th a t th e 
po ss ib il ity of  bra in  co nc us sio n is  less  w ith  tempe red gl as s th an  w ith  th e la m in 
ate d  gl as s be ca us e wh en  th e te uq ie re d gl as s does give  th er e is no  re si st an ce .” 1 
th in k  it  wo uld be we ll if  th e  a c tu a l re fe re nc es  wer e ci te d so th a t they  co uld be 
st ud ie d  and ju dg ed  on th e ir  co nte nt.  Likewise , on pa ge  250, Mr . Ru gg ’s st a te 
men t, ‘‘Now , yo ur  qu es tion  in re gard  to  la m in at ed  an d te m pe re d glass, w ith  
re gard  to  fr ac tu re  an d co nc us sion , we  ha ve  fo un d in dic at io ns th a t th er e is 
more ch an ce  of  co nc ussio n w ith  la m in at ed  gl as s th an  th ere  is  w ith  tenq ie red 
glas s. W e a re  ru nn in g mor e te s ts  on th a t.

‘‘The re as on  is  th a t to  pro du ce  co nc us sion  yo u ha ve  to  hav e a tim e in  wh ich  
pre ss ure  is  he ld  on th e he ad , an d fo r th e bra in  to  tu nnel  ba ck  to  th e  ba ck  par t.

I th in k  th is , too, sh ou ld  be do cu m en te d fo r cl ar if icat io n.

Mr. Roberts. Recently, I had the pleasure of meeting and visiting 
with Mr. Walter C. Jerome, president of Hollow Boring  Corp., of 
Worcester, Mass., a good fr iend  and constituent of our colleague, Con
gressman Harold D. Donohue.

Mr. Jerome, who has given a great deal of thought to the problem 
of highway safety, has developed his own safety automobile which he 
calls Sir  Vival.
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Mr. Jerome lias a statement for the committee, describing his safety 
auto, which I am sure members will find very interesting .

STATEMENT OF WAL TER C. JEROME, PRESIDENT OF HOLLOW 
BORING CORP., WORCESTER, MASS.

Mr. J erome. Mr. Chairman and gentlemen, I am particular ly 
pleased to be here today because a crash-proof, or safety car, has been 
a goal of mine for decades. In fact, I believe I have succeeded in 
trans forming vision into prac tical reality. The time is past when we 
can afford the luxury of wondering if we Americans should bend our 
minds and backs to the task of mass-producing safe automobiles.

I submit that if we don't  move on this frontier, the United States 
will be on the outside looking in. Reliable reports, with which you 
gentlemen are familia r, I'm  sure, indicate the Soviet Union is even 
now moving toward mass-producing a safety car.

If  Russia introduces safety vehicles this  year  it will take our auto
mobile industry at least 3 years to catch up. This would be a stag
gering blow to the private enterprise system in America, to say 
nothing of the Nation 's loss of world prestige.

As constituted, our automobile industry  is a sterile proposition. 
The entire framework resembles the old multipa tched innertube. It  
is significant that,  while all roads in America's multibil lion-dol lar 
highway system are designed for the eye level of cars of the 1920 to 
1950 era, our cars of today have been del iberately lowered to reduce 
vision to a dangerous level.

Windshields  are slanted so they retain vision-impairing debris and 
dirt , interiors are perfectly designed to project occupants through the 
windshield. This has been the story, year afte r year, with monoto
nous regularity .

All our safety efforts, or v irtual ly all, have been to fit the Nation to 
the vehicle, with restric tions concentrated on tha t much-maligned 
whipping boy, the American driver.

Despite the skill drivers have acquired, they need help and will 
need i t in larger  doses as the private automobile fleet increases each 
year.

I believe that you gentlemen can strike a smashing blow for auto
motive safety, and for our Nation, by recommending that  all the 
Federa l Government purchases  of passenger vehicles be of an ap
proved crash-proof type.

I sincerely believe that  we can't afford to wait any longer for the 
automotive industry  to put its house in order. We are waiting for 
something Detroit will never provide of  its own volition.

Yet, the Government could obtain action in this field overnight by 
requir ing that  all its passenger  vehicles be of crash-proof specifica
tions. I believe a trend  in this  direction would soon develop into a 
tidal wave that would sweep the Nation.

And perhaps the most interesting facet of the plan is th at genuine 
safety cars could be delivered in 1962. The industry would scramble 
to tool up to meet the Government’s requirements as it does to meet 
milit ary contracts. My own safety auto, “Sir  Vival ,” is adaptable  
to mass production, and might well be used as a standard for industry 
to equal or better.
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Ill  ad dit ion  to de mon str at ing to  the  wor ld th is Governm ent’s con
cern  fo r hum an life, Fe de ral acti on in the  automotiv e saf ety  field 
would he lp meet thr ee  vital na tio na l prob lems.

In  the  next  10 years, ou r economy will have to expand  to make 
room fo r 26 million youn gs ter s who will be looking  fo r jobs.

Th is will require  a 40 perce nt increase in the  Na tio n’s pay rol l.
F i r s t : Fo ur  mil lion  inexperie nce d dr ive rs of  th is  grou p will be 

licensed each year. Inc rea sed  num bers of colli sions mu st be an tic i
pated . At  the  pres ent acc ident rate, more than  100,000 youngs ters  
are  ma rked  fo r annih ila tio n. One  out of two will be in jured in their 
first  10 years  o f d riv ing .

Second: Our  rai lro ads are now on the tra cks to obl ivion and need 
inc rea sin g Governm ent aid to  ha lt th ei r dow nward  slide.  Na tional  
sec uri ty,  as well as our economy, dem ands a healthy  ra ilr oa d system.

T hir d : At tod ay’s rat e of con sum ption, Am erica’s 660,000 oil wells 
con tain  only  10 yea rs’ su pp ly of  petr oleum. Sho uld  o ur  oversea sup
plies  be cut off, rat ioning  of  oil would  be inev itab le. In  con trast, 
Rus sia  with double ou r resources is pu mp ing  from only 40,000 oil 
wells, equ iva len t to a 200 -year sup ply  as com pared to Am erica’s 
10-year.

SOLUTIONS

F ir s t: I propose t ha t “ cras h- pr oo f” ca rs be pro duc ed at an 8-million 
pe r-y ea r rat e. I>et the  Governm ent finance  the  sale  of  4 mil lion  of 
thes e vehicles to new dr ive rs.  In  effect, the  26 mi llio n youngs ters  
who need jobs in the  six ties  would  be employed prod uc ing their own 
tra ns po rta tio n.  Th is act ion  wou ld spark  the  economy to new heights 
for decades,  and  use of the safe  vehicles might well pro duce such  a 
sav ing  in lives, injuries,  and accident costs * * * as to  erase our  
sta gg er ing nat ion al debt  in o ur  c hil dren ’s l ifet ime .

Se co nd : To preserv e pe tro leu m sup plie s I  sugg est rem oving  ove r
lan d tru ck  traffic from  crowded hig hways  by  rout ing it over the  ra il 
roads’ rig ht -of-w ay ; to be tow ed in convoys on spec ial tra ck s or in 
“p iggy back ’’ fash ion. E le ct ri fy  the  locomotives. Bo th the  ra il 
roads and  the tr uc king  indu st ry  w ould  benefit  and our h igh wa ys would 
be sa fe r an d spared the  terrif ic abuse o f heavy tr uc k traffic.

T hir d : I  propose that  the  Na tio n's  dw indl ing  oil sup pli es be con
served by proh ib iti ng  t he  man ufac ture  o f new vehicles af te r 1965 u n
less the y are  powered by nonpetrole um  engines. Th e inefficient in 
ter na l com bus tion  e ngine, which  deli vers  5 cents'  worth  of motion for  
every do lla r's  worth  of gas, should be repl aced bv bo ttled  gas, steam,  
electri c, or  nuclear-pow ered eng ines. The conv ersion would preserve  
our nat iona l lifeblood o f pe tro leu m and  boost ou r economy. Perhaps, 
gen tlem en,  these pro posal s seem too dras tic  fo r ou r slow mov ing 
econom y. But we exis t in the rock et era th at  was c rea ted  in my home 
city of Worc ester—I well rec all  the  raised eyebrows  when Pro fessor  
Go dd ard  p red icted th at  roc kets would one day reach the moon. F an
tas tic , we tho ug ht.  Ye t t od ay  we are  in a g rim  str ug gle to outdo the 
Com munis ts in a field w here we m igh t well h ave c ap tured a co mm and
ing lead . We  lost because A me ric a was jus t em erg ing  f rom  th e horse 
and  buggy era  and  was no t rea dy  to dig est Pr ofesso r Go dd ard’s 
science. Today , Am eric a is aler t. Mo tor ists are  rea dy  fo r a change. 
To a ma n the y would welcome sec uri ty from hig hw ay slaugh ter.
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The struggle of this committee to persuade the automotive industry to 
promote seat belts reminds us that the famous Concord carriages made 
in New Hampshire du ring  the Civil W ar were equipped with these de
vices. It is important to recall that when the Russians startled the 
world with their sputnik, President Eisenhower went on record before 
the world, stating that  America was not competing in rockets. 
Rather, he said, we are producing peacetime goods. Automobiles are 
considered America’s m ajor product.

Over 100 million of these vehicles have been manufactured in 
this Nation. Yet the automotive industry  has failed to produce even 
one prototype crash-proof  car for public approval. In addition, to
day’s vehicle is basically the same as produced at the time of Pro 
fessor Goddard’s first homemade rocket. The fact is that  private 
enterprise is completely defaulting in the field that  may win or lose 
the cold war The Congress, by taking decisive action, would propel 
the automotive industry into the rocket era overnight. It is important 
to note that  this program only requires governmental financing, s im
ilar to FIIA  programs. Funds would return to the Government al
most as fas t as expended, and the increased prosperity of the Nation 
would result in substantia lly la rger Federal tax income return.

I submit to the Congress that  it is poor economics to allow an in
dustry  that  has only $3 billion invested in production facilities to 
foster dangerous automotive designs on the Nation when losses from 
traffic damage will exceed the total national debt during the average 
driver’s career.

By using the God-given abundance of labor that is now idle, to de
velop and produce “crash-proof” cars, this  Nation would assert moral 
and economic leadership of the world.

We would be on our way toward “new frontiers,’’ riding  proud 
and with clear conscience because the “digni ty of man” would have 
been restored and our “national  purpose” clearly defined.

Mr. Roberts. We apprec iate your appearance and testimony, Mr. 
Jerome.

Mr. J erome. Thank you, Mr. Chairman.
Mr. H arlan V. Hadley (manager , Washington Office, Automobile 

Manufacturers Association). May I ask that the record be kept open 
for the purpose of the Automobile Manufacturers Association to 
submit fur ther  testimony to counter these rather extravagant claims 
and allegations made by the laminated glass witnesses today?

We would like our safety engineers and glass scientists to read the 
transcript and to see if there is any thing that they care to answer.

Mr. Roberts. Yes, sir. The record should not be kept open indefi
nitely. We will try to keep it open for 10 days.

Mr. F ord. I want the record to show that  I am not an expert.
Mr. Roberts. I)r. Fletcher D. Woodward, clinical professor of 

otolaryngology, University o f V irginia Hospital, Charlottesville,  Ya., 
nationally known for his work in highway safety, has been of great 
assistance to this subcommittee.
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The following address by Doctor Woodward, printed in the March-  
Apr il 1961 issue of Police, published at Springfield, Ill., by Mr. 
Charles C. Thomas, will be of interest in connection with the legis la
tion under consideration in these hear ings :

An Apology to Those Who Are About To Die 

(By Fletcher  D. Woodward, M.D.)

(E ditor’s Note.—Dr. Woodward is clinica l professor of Otolaryngology at 
the  University of V irginia  Hospital , Charlottesville , Va., and a member of many 
nat ional ear, nose, and th roat  organizatio ns. In addit ion, he is president of the 
American Laryngological, Rhinological, and Otological Society and pas t chair 
man of the American Medical Association Committee on Medical Aspects of Auto
mobile Injuri es and Deaths. Dr. Woodward is also a member of various Sta te 
and  nat ional conferences on automobile accidents and th ei r prevent ion and a 
frequent  contributor  of pap ers  on this  subject in various medical journals .

(One of the majo r bri gh t spots  on the horizon of human welfare  today is the 
increasing interest of the  medical profession in the problems of traffic safety , 
traffic accidents and the  preve ntion of this needless toll of tragedy  on our streets 
and highways.)

As a physician who h as been a studen t of au tomobile a ccidents  and deaths for 
many years, I wish to apologize to those 20,000 Americans who will needlessly die 
on our  highways this year and  also to those 2% million Americans who will 
needlessly be injured. If  t he  remedies presently availab le had been adopted, 50 
percent or more o f our  h ighw ay deaths and injuries would have been prevented 
thi s coming year.

These remedies would not only have prevented many cra she s but would have  
offered protection to many of the  c ar occupants at  the  time the  crash occurred. 
The reasons for  the  nonadoption of these remedies a re :

(1) The public is not yet inte res ted  enough in highway accidents and inju ries  
to dem and the ir employment.

(2) The ir legislative rep resent atives  are  certainly not going to do anything 
unt il an aroused public make s this demand. When this  time will come is, of 
course, unknown.

Since the  number  of cars on our  highways will increase from 70 million this 
year to 114 million in the next 15 year s and by that  time  nearly every family 
will have experienced trag edy , perhaps the  adoption of these remedies is not 
too fa r distan t.

In  the  meantime, physicia ns are  busily prepar ing an outline of what these 
remedies a re to be. They f all  main ly into two classes.

CRAS H PREVE NTION  REMEDIES

In  addition to a ll the slogans, police pa trol, vehicle and highw ay improvements 
and the  indefatigable work of the  many fine local, regional , State, and nationa l 
safety  organizat ions the  traffic toll will  cont inue unt il these  fundamenta l remedies 
are adopted.
Education

Drive r training courses shou ld be provided for all our teenage youngs ters as 
well as for adul ts. This  course should be a  required one, a nd if time is a factor 
in a crowded curriculum such courses as  physical education, home economics, ar t, 
music, and shop instruc tion  should  yield time to driver  training . A certifica te 
from such a course should perm it a youngster to apply for  a driving perm it at  
the age of 16 instead of 18, which otherwise  should be the  legal minimum limit. 
Such a certi ficate  could also res ult  in lower insu ranc e premiums. These 
courses a re invaluable in teachin g safe ty from all approaches  such as the danger 
of d riving while d rinking, the  danger from speed and recklessness, and the value 
of safe ty fea ture s in design  as  well as safe ty belts and  shoulder harnesses. 
Alcohol and driving saf ety

Since the average individ ual  suffers impa irment of driv ing skill at  a blood 
alcohol level of five o ne-h undredths of 1 percent, let us make  this the  crit ical  
level for  conviction ins tead of fifteen one-hundredths of 1 percent, a fa r too 
generous figure.
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A chemical test  of the  breath  or blood should be manda tory  in all cases in 
which driv ing while  drinking, but  not intoxicated, is suspected. This test  
would free the innocent as well as help convict the guilty and  should be ad
ministered by a proper ly qualified  tes ting officer who has l>een tra ined both in 
the care of his equipm ent and  the technique of its use, or by a physician. The 
al ter na tiv e to such a law is the implied consent law as has  been provided in 
New York and  other States.

The res ult  of the  chemical test  should be accepted as prima facie evidence, 
and mandatory  laws for the  vario us zones of intoxica tion should  be provided.

The pre sen t laws exonera ting  a driver of drinking and driving with  a blood 
alcohol level of less than five one-hundredths of 1 percent are proper . The 
present laws  punishing those  wi th a blood alcohol level of f ifteen one-hundredths 
of 1 perc ent or higher are often  proper but are not enforced . These laws 
should be subjec t to study and revis ion, and should also be s tri ct  and mandatory . 
The gre ate st problem is in the twi light zone from six one-hundredths to fifteen 
one-hundredths of 1 percent. For  th is zone a new set of laws should be enacted 
following the  suggestions of Mr. W illiam M. P lym at of the  Preferred Risk Mutual 
Co. of I)es  Moines, Iowa. These  laws should be less str ict  than those for i>eople 
with a blood alcohol level of fifteen  one-hundredths  of 1 percent or higher but 
should be severe enough to con trol the average  dr inker, for  this  is the  range  of the 
social d rink er.

These laws, as I have previously said, should be m andatory and  str ic t enough 
to stop a driver  who is not drunk and  thinks he is perfectly capable of handl ing 
a ca r in our modern high-speed traffic. The resu lts cons isten tly prove  him wrong. 
Many Sta tes  have found a point  or demerit system to be the bes t solution to 
the  problems of suspension or revocation of license for  drin king and driving. 
However, if testing of the bre ath  or blood could be made man datory, its resu lts 
accepted as evidence and manda tory laws provided, this  would be the  simplest 
method of hand ling  this whole problem.

In answer to the many arguments, pro and con, in this complex problem, the 
physician is not interested in wh eth er the degree of intoxicatio n is reached 
on an ascending or descending curve of intox ication. He is no t concerned with 
the  type or rap idi ty of consumption of the alcoholic beverage or whe ther  it is 
consumed on a  full or a fas ting stomach. He is not concerned with whe ther  the 
individual is a beginner or an experienced drinker.  He is only concerned with 
the fact  t ha t no one should ope rate an automobile in our modern high speed and 
complex traffic pa tte rns  with  an  alcohol blood level high er tha n five one- 
hun dre dth s of 1 percent.

The laws concerning the  pun ishment of these  offenses should not be lef t to 
the  disc retion of the judge or consult ing physician, for they hav e both failed  
miserably  in  the past. As a citizen, a physician should urge th at  full-tim e traffic 
cou rt judg es be appointed with a sa lar y comm ensurate with  the importance of 
their  func tion. Also, p rope r and  dignified  quarters  should be provided for this  
most  important cour t.

SPEED AN D RECKLESS DRIVING

Since speed and reckless driv ing  ar e causative of some 30 percent or more of 
dea ths result ing  from crashes, I sugg est that  more Sta te police be utilized, tha t 
the  public be educated aga in to supi>ort them and to cease playing cops and 
robbers  on the  highways, and th at  proper laws be enac ted and made manda
tory. We should endorse and enfo rce the  uniform adopt ion of the  speed limits 
suggested by the  Natio nal Safety Council. These limi ts are GO miles per hour 
for  day, 55 miles pe r h our at  night, and  35 miles per hou r in u rba n zones, al l wTith 
a 5-miles-per-hour tolerance. Dual lane and other modern highways should like
wise have a minimum limit  of 40 miles  pe r hour.

These limits may seem somewhat low to many read ers,  but  until  the  manu
fac tur ers  provide us with  saf er machines from the standp oin t of human  engi
neering, I believe that  these lim its should be considered the  maximum under 
present conditions. If  and w hen the  d ay comes tha t ma nufac turers  provide  cars  
employing the  many safe ty suggestions previously offered by the  medical pro
fession, then these  limits can be rais ed accordingly. Again, the  laws governing 
speed and  reckle ss driving should  also  be mandato ry and st rict  enough to deter 
these  individuals  from excessive  speed and recklessness, for  the  public must 
realiz e th at  driv ing a motor  vehic le today is a privilege and not a right. Nor 
should sympathy be wasted on the so-called “hardsh ip case,” for  you may be
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his  nex t vic tim . He kn ow s th e  wag es  of  ea ch  offense, w heth er se t by m an da to ry  
la w  or as  a re su lt  of  th e po in t or de m er it  sy stem , an d no  dev ia tion  ca n be al 
lowed  if  th e  nu m be r of  d ea th s an d in ju ri es is  to  be  cu rt ai le d .

CR AS H IN JU R Y  PREVENTIVE REMEDIES

A uto m oti ve  de sign  an d sa fe ty
Sinc e som e cr as he s a re  unav oid ab le  an d oth er s in ev itab le , i t  is im port an t th a t 

th e  mac hi ne  it se lf  be de sign ed  an d sa fe ty  fe a tu re s pr ov id ed  to  pro te ct  th e 
occui>ants . At  th e pre se n t tim e th e des tiny  of  th ousa nds re st s in th e ha nd s 
of  a co m pa ra tive  han dfu l of  men, th e de sign er s an d en gi ne er s wh o pl an  nex t 
years  ca rs  w ith ou t be ne fit  of  med ical ad vice  or  co ns ul ta tion . I t is  als o as to un d 
in g as to  how  li tt le  mo ne y is  sp en t on re se ar ch  fo r sa fe ty  fe a tu re s co mpa red 
to  t he  la rg e sums rece ived  fr om  th e s ale of  th eir  prod uc ts .

The  Com mittee  on T ra um a of  th e Amer ican  Co lleg e of  Su rgeo ns  has  been 
co nc er ne d w ith  th e im po rt an ce  of  sa fe ty  de sig n of th e ve hicle an d th e prov is ion 
of  sa fe ty  fe a tu re s as  st a n d a rd  ra th e r th an  op tio na l eq uipm en t. The ir  ef fo rts  
ha ve  th e  w ho le he ar te d su pport  of  al l ph ys ic ians , p a rt ic u la rl y  th e Amer ican  
Med ical  Assoc ia tio n’s Com m itt ee  on Me dic al Aspec ts of  Autom ob ile  In ju ri es an d 
D ea th s.  Alth ou gh  th is  co m m it te e is prim ar ily in te re st ed  in th e me dic al as pe ct s 
of  th e  pro ble m th e ir  st udie s an d th e rei> orts  of  re se ar ch  groui»s, su ch  as  th e 
Cor ne ll stud y gro up , has  co nv ince d them  th a t de sig n sh ou ld  occuply  a hi gh  p lace  
on th e  l is t of  ob jec tiv es .

T his  decis ion  is ba se d ap on  th e  fa c t th a t 12 mile s per hour see ms  to  be th e 
cri ti ca l spe ed, fo r a t th is  poin t th e  av er ag e st ee ring  whe el  co lla pses , leav in g 
th e st ee ring  po st  as  a le th a l p ro je c ti o n ; no on e ca n pro te ct  hi m se lf  from  dea th  
or  in ju ry , an d if  th ro w n out /of  th e  ea r th e  ch an ce s of  gett in g  ki lle d or hu rt  
are  five tim es  gre ate r th an  if  One  ha d re m ai ne d in side  th e  pro te ct iv e sh el l of the 
vehic le.  Th e se at be lt,  or,  pre fe ra bly , th e sh ou ld er  harn ess  is th e be st sa fe ty  
fe a tu re  th an  can be  pr ov id ed  a t th is  tim e an d,  if  worn,  wi ll pr ev en t som e 60 
per ce nt or  mo re  of  dea th s an d in ju ri es . The  bel t sh ou ld  be  an ch ored  to  th e 
flo or of  th e ca r, an d m us t m ee t th e  sa fe ty  spec ifi ca tio ns  of  th e Socie ty of  Auto
mot ive En gine er s. I f  be lt s a re  not prov ided  as  st andard  eq uipm en t, prov is ion 
sh ou ld  a t le as t be m ad e fo r th e ir  a tt ac hm en t.

M an y sugg es tio ns  ha ve  be en  mad e which  wo uld contr ib u te  to  pa ss en ge r 
sa fe ty  a t li tt le  ex tr a  co st fo r th e m an ufa ct ure r.  Am ong th es e su gg es tio ns  a re : 
a  co lla ps ib le  st ee ring  a ss em b ly ; F ord ’s de ep  di sh  st ee ri ng  wheel w ith  a br oa d 
st eeri ng  po st cove red  w ith  pro te ct iv e cra sh  p ad d in g ; th e  sa m e type  of  pa dd ing 
ov er  th e  da sh bo ar d,  th e  ba ck  of  th e  fr on t se a t an d o th er da ng er ou s are as in 
th e  c a r ; se at in g th e pa ss en ger s in  the fr on t se a t fa r th e r aw ay  fro m th e das h
bo ar d ; firm  an ch or ag e of  se a ts , vi su al  or au di bl e speed s ig n a ls ; an d ad di tion al  
sm al l red ligh ts  on th e top of  th e  car to  fla sh  wh en  sp ee ds  of  70 mile s per  ho ur  
hav e been ob ta ined . The  la t te r  wo uld se rv e as  a w arn in g to  th e pol ice  as  well 
as to  o th er  m ot or is ts  t h a t a c a r is  d ri v in g a t ex ce ss ive s pe ed s.

In  ad di tion  to  th es e si gna ls , th e  fo llo wi ng  devic es  a re  reco m men de d:  Sa fe ty  
do or  lo ck s;  po la rize d hea d li gh t lens es  an d an  op po sit ely po la rize d sp ot  on th e 
w in ds hi el d to pr ev en t head li gh t gl ar e an d bl in di ng  a t n ig h t:  bet te r de sig ne d 
w in ds hi el ds  fro m an  op tica l s ta n d p o in t; high  ex te ns io ns  of  th e se at  ba ck s to 
pr ev en t w hipl as h in ju ry  to  th e  n e c k : a rec essed sh el f be hi nd  th e back se at  to 
pre ve nt  in ju ry  fro m se co nd ar y m is si le s;  less  ch rome an d o th er re fle ct ing su r
fa ce s to  el im in at e g la re  es pe ci al ly  in ni ght  d ri v in g : el im in at io n of pr oj ec ting  
knobs, bu tto ns , an d le v e rs ; sh oc k ab so rb er s fo r bu m pe rs  or  en ergy  ab so rb ing 
m ate ri a l in th e fr ont end , an d m an y ot he r fe at ure s.

I f  th e  fr ont se ats  are  fir mly  an ch or ed  to th e  floo r an d if  th e  ba ck s of  th es e 
se ats  w ill  no t ti p  fo rw ar d  th en  sm al l ac ce ssory se at s fo r ch ildre n ca n be ma de  
to  hook  ov er  th e to p of  th e se a t an d se co nd ar y be lt ex te nsi ons wi ll go ar ou nd  
th e  w ais t of th e ve ry  sm al l yo un gs te rs . Older  ch ildr en  sh ou ld  be mad e to  ri de  
st and in g  b ack of  the  fr on t se a t or , if  ridi ng  in th e fr on t se at , in  ca se s of  im pend- 
in g cr as h,  th ey  shou ld  be in st ru c te d  to  dive  to  th e  floor w ith th e ir  ba ck s to th e 
fr o n t floor are a or  back  of  th e  fr o n t se at , w he re ve r th ey  may  be.

Mos t of  th is  ex tr a  co st  co uld be  co mpe ns ated  fo r by le ss  ch rome,  th e om iss ion  
of  hood  or na m en ts , clo cks , an d ra di os  an d man y oth er ac ce ss or ie s as  st andard  
eq ui pm en t. As I ha ve  pre vi ou sly sa id , one is as to un de d as  to  how li tt le  has  
been  sp en t on sa fe ty  re se ar ch  by  th e m anufa ctu re rs  co mpa re d to  th e va st  sums 
which  th ey  rece ive fro m th e  sa le  of  th e ir  pr od uc ts .
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I am  su re  th a t consu ltat io n w it h  th e m ed ical  pr of es sion  on  th e  as pe ct s of 
hu m an  en gine er ing as  re la te d  to  au to m ot iv e en gi ne er in g wou ld  soo n es ta bl is h 
m an y re la te d  f a c ts ; th es e wou ld  bea r fr u it  by re du ci ng  dea th s an d in ju ri es  a t 
th e tim e of  a cr as h an d co nver ting  man y of  th e  pote ntial ly  se ve re  to cr it ic al in 
ju r ie s  to  th os e o f rel at iv el y m in or  n at ure .
Li ce ns in ff o f th e dr iver

The  su gg es tio n has  been  m ad e th a t th re e cl as se s of  d ri ver perm it s be g ra n te d : 
one fo r p ri vate  vehic les , an o th e r fo r co mmercial vehic les , and a th ir d  fo r pas 
se ng er -c ar ry in g vehic les . Eac h pe rs on  could  th us ac qu ire on e or mor e su ch  per 
m its de pe nd ing upon  hi s voc at io n an d de si re . I f  su sp en sion  or  revo ca tio n of a 
perm it  is  or de re d by th e co urt  it  could  ap pl y to  al l th re e ca te go ries  or to  one 
or  m or e de pe nd ing on th e of fens e or  se ries  of off enses . F o r in st an ce , a tr uck  
dri ver co uld co nt in ue  to d ri ve h is  tr uck  but  wo uld be barr ed  from  dri v in g hi s 
pri vate  ca r.

As ph ys ic ia ns  we  al so  be lie ve  th a t on ea ch  dr iv in g per m it  a sp ac e sh ou ld  be 
prov id ed  to  st a te  th e Mood ty pe of th e  indi vi du al , hi s al le rg ie s to  var io us dr ug s 
if  an y,  and w he th er  he  is ta k in g  an tico nv ul si ve  or  an ti coagu la n t dru gs or  is a 
d ia bet ic  ta k in g  in su lin.  T his  in fo rm at io n wou ld be of  tr em en dou s va lu e in 
th e  care  of  un co nsciou s p a ti en ts  bro ught  in to  th e em erge nc y room s of  ho sp ita ls .

Re- ex am in at io n shou ld  be re quir ed  ev ery 3 yea rs  fo r d ri ver s of  p ri va te  ve hic les  
hut ev er y yea r fo r thos e wh o w ish pe rm its in th e  o th er tw o clas se s.  Thi s wo uld  
al so  appl y to d ri ver s of  school bu se s an d th os e past  ag e 65. The  au to m at ic  
re is su e of  dr iv in g per m it s ev er y fe w  yea rs  sh ou ld  cease , fo r under th is  sy stem  
th e  on ly  re qui re m en t fo r re is su e of  a pe rm it is to  be ali ve .

I t has  al so  been su gg es ted th a t re fe rr a l med ica l cl in ic s be es ta bli sh ed  by ci tie s, 
tow ns , or co un tie s to  be st af fe d by  do ctor s ap po in te d by loca l med ical  socie tie s, 
w ith  co nsu lt an ts  av ai la ble  in ps yc ho logy  an d th e med ical  sp ec ia lt ie s.  I t wo uld  
be th e  du ty  of  th is  re fe rr a l m ed ic al  gr ou p to  pa ss  on th e ph ys ic al  an d m en ta l 
fit ne ss  of  t ho se  i>eople r efe rr ed  to  it  by  the co ur ts , th e  police, or oth er  ph ys ic ians . 
T hei r op in ion wo uld  be p a rt ic u la rl y  va lu ab le  in th e co nsi der at io n of  th e  l ic en su re  
of  re pea te d  offen ders.

S ta te  med ical  so ciet ie s a re  appoin ti ng  tra ffi c sa fe ty  co m m it te es  to  se rv e as  
co nsu lt an ts  to  S ta te  le gis la tu re s and  lic en sing  au th ori ti es on th e  m ed ical  as pe ct s 
of  th is  p roblem .

The  Amer ican  Me dic al A ss oc ia tio n ha s recogn ize d it s re sp onsi bil ity  in  th is  
fie ld an d th ro ug h it s co m m itt ee  on med ical as pe ct s of  au to m otive cra sh  in ju ri es  
an d death s ha s pre pa re d tw o pa m phle ts . One en ti tl ed , “A re You F it  T o D rive ?” , 
is  w ri tt en  in  lay lang ua ge  an d il lu s tr a te d  fo r th e in st ru ct io n  of  pa ti en ts  wh ose  
co nd it io n may  i>ose suc h a qu er y.  T his  li tt le  pam ph le t is a tt ra c ti ve ly  il lu st ra te d  
w ith co lo r an d lin e dr aw in gs . I t br ie fly  di sc us se s man y pr ob le m s in  su bj ec ts  
su ch  a s : “Befor e You  Tak e th e  W he el ,” “E m ot io na l U ps et s, ” “D ro wsine ss ,” 
“T he  Tak in g of Med ici nes,” “T he D rink in g of  Coc ktai ls ,” “T he Im po rtan ce  of 
Vi sio n,”  an d ot her  in te re st in g  fe a tu re s.  T hi s bo ok le t m ay  be  ob ta in ed  fro m 
th e Assoc ia tio n of  C as ual ty  & S ure ty  Co mp anies , GO Jo hn  S tr ee t,  New  York, 
N.Y., an d is  part ic u la rl y  su it ab le  fo r d is tr ib ution  to  th e  pa ti en ts  in  th e do ct or ’s 
office. I f  wide d is tr ib ution  of th is  pa m phle t ca n be se cu re d we  be lie ve  it  wi ll be 
of  co ns id er ab le  he lp  in  th e  so lu tion of  th is  prob lem . A second  pa m ph le t is en 
ti tl ed  “A Med ical Guide  fo r th e  Physi ci an  to  D et er m in e a P a ti e n t’s F it ness  to 
D rive ” (J.A.M. A. , 169: 119 5-1207 , 1959). Thi s pa m ph le t co ve rs  th e med ical 
as pe ct s of  th e  prob lem  fo r th e  fi rs t tim e an d se rv es  as  a re fe re nc e to  th e 
ph ys ic ia n whe n co nf ro nt ed  by th e  pa ti en t wh o has  a prob lem co nc erning  a 
ph ys io logi ca l st at e,  a pa th ol og ic al  co nd ition , an  em ot iona l dis tu rb an ce , dr ug  
th er ap y o r alc ohol.

Th e co m m it tee is a t pre se n t be gi nn in g th e p re para ti on  of  a “G uide  to S ta te  
Li ce ns in g A ut ho ri ti es .” Thi s w ill  be  mo re  co m pr eh en sive  and det ai le d,  an d 
wi ll se t ce rt a in  ph ys ical  s ta n d a rd s  fo r ce rt ai n  co nd iti on s.  I t  is  hoped th a t 
th e S ta te  m ed ical  societ ie s w ill  m ak e th e  co nd iti on s of  pa ti en ts  w ith  co nv ulsiv e
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seizures, mental, or severe emotional disease, and those diabetics taking insulin, 
reportable to the the State heal th department. These names would then be 
furnished by the Sta te health department  to the motor vehicle licensing authori ty 
of each State  and would serve as a guide and double check to them in the li
censing of these individuals. The publication of this guide is somewhat in 
the future , but the need is great and its preparation will be carried out as rap
idly as possible.

Of course, the physician’s first duty is to render  adequate definitive treat
ment to the injured and of these resu lts he is justifiably proud. He is likewise 
interested in seeing that  first aid care and emergency transportat ion are ade
quate and available and tha t properly  trained  and equipped rescue squads are 
established in each community. These squads should be a part of the Civil 
Defense program.

SUM MARY AND CONCLUSIONS

In spite of the physician’s accomplishments in the care of the wounded, his 
main interes t, as in all other major medical problems, is in the prevention of 
disease. To attain this goal I  would like to present the following summary of 
the aforementioned recommendations.

1. New laws to curb drivers who have been drinking.
2. Proper and uniform speed laws.
3. Minimum safety features  in design and equipment standard, not 

optional, features.
4. Referral medical clinics.
5. Three classes of driving permits for private, commercial, and passenger- 

carrying vehicles.
6. Driver education courses in all public, private and parochial schools.
7. The consideration of a point or demerit system.
8. More Sta te police.
9. Fur ther  engineering studies of highways and all related factors  as well 

as of the machine itself.
10. More time and money spent on basic research.

The physician is proud of his definitive care of the inju red but does not believe 
tha t his duty as a citizen and a physician has been fully discharged until pre
ventive measures have become fact s and are reflected in the daily automotive 
statis tics.

fed era l sta ndards  for motor ve hi cl es

Mr. Roberts. For  information of members of the committee, Fed
eral Stan dard  No. 122, applicable  to the purchase of certain motor 
vehicles for Federal agencies, referred to in these hearings, will be 
included in the record at this poi nt :
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Fed. Std. No. 122
JULY 1, 1957 
(KKK-T-00811 (CSA-FSS), 
KKK-A-845, KKK-A-851, 
KKK-T-716, KKK-T-719, 
I s su e s  in  E ffe c t )

FED ERA L STANDARD

AUTOMOBILES, STATION WAGONS, AND LIGHT 

TRUCKS; STANDARD UNITS, STANDARD PERMISSIBLE 

OPTIONS, AND JUSTIFIABLE OPTIONS

Authority.— Thia standa rd is issued pursuant  to the Federal Property and  
Ad ministrati ve  Services A ct  o f 194 9,  as amended, and its  applic ation  to the pu r
chase of  commodi ties ref err ed to herein is mandato ry on all Federal agencies, 
except  tha t effec tive date fo r the  De par tme nt of  Defense is October 1, 19 57 , 

unless a later  date is provided by amendment.

51. Purpose  and Scope. — This Federal  
stan dard  limits the  procurement of Govern
ment automobiles,  station wagons, cer tain  
light trucks, and carryalls to the  smal lest 
number of vehicle types (and appurt enances) 
required  to adequately perform the  services 
required. These  standard  units  have been 
adopted for  use in consolidated purchases to 
afford suitab le vehicles, procured with  shor t
est  delivery dates, at  the  lowest prices  ob
tainable.

52. Classification.—Equipment standard 
ized hereunder is classified as Standard Unit s, 
Standard Permissible Options, and Justi fiable 
Options.

52.1 Standard  Units.  — Standard  Units 
specify in detai l the  vehicles and app urte
nances which may be requisitioned.

52.2 Standard  Permissible Options. — 
Standard  Permissible  Options include optional 
equipment  or accessories to be furnished  as 
determined by the  purchaser.

52.3 Justif iable  Options. — Justif iable Op
tions include deviations permissible with ju s
tification to t he  activities listed.

53. Application.—Purchases under  the  fol

lowing Federal Specifications, of the  issues 
in effect on the  date  of invitation for bids, 
shall be limited to standa rd uni ts prescribed 
herein under  Standard Permissible  Options, 
Justifiable Options and Standard Units.  Ex
isting  Government units  with  other charac
teristic s shall be utilized unti l exhausted.

Inte rim Federal Specifications: 
KKK-T-00811 (GSA-FSS)  — Automo

bile (100- to 149-Inch Wheelbase).

Federal Specifications:
KKK-A-845—Automobile, Station Wag

on, 5-, 6-, or 7-Passenger, 4 x 2 . 
KKK-A-851—Automobile, Station Wag

on, 8-Passenger, 4 x 2 .
KKK-T-716—Truck s; Gasoline Engine, 

Four Wheels-Two Rea r Wheel Drive, 
G.V.W. 4,200 Pounds.

KKK-T-719—Trucks; Gasoline Engine, 
Four  Wheels-Two Rear-Wheel-Drive, 
G.V.W. 6,400 Pounds.

S4. Options, stan dard  charact eris tics  and 
item identif ication.—The st and ard  items with  
the ir applicable Federal Stock numbers 
(FSN) shall conform to the characteri stics  
listed in Standard  U nits described  herein.

40 31 76 /5 7/N o. 411
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JU ST IF IA BLE  OPTIONS

JUST IFICAT ION NECESSA RY

Automobiles, 
stat ion  wagons, 

and
sedan deliveries

8-cylinder engine Law enforcement and  pat rol work  which requ ires 
fa st  acceleration  and  top service speeds of 85 
miles per hour and  over.

Ligh t trucks, Engines of over 260 cubic (a ) Where 20 perc ent or more of the  operation  is
car rya lls , and  
sedar. deliveries

inches displacem ent,
150 HP and 245 foot
pounds torque

off-h ighway use, or

(b) Where operation is at  alt itudes of 10,000 feet  
ar.d over.

Ligh t truc ks. Heavy duty cooling (a ) Where operation is deser t or equivalent con-
car rya lls , and 
sedan  deliveries

system or specific 
rear  axle ra tio

ditions , or

(b) Where  operation  is at  alt itudes of over 7000 
feet.

<c) Where vehicle is used pr im ari ly as  a tow unit.
Light trucks Ground clea ranc e of

7.7 inches  minimum
Where  ope ration is cross c oun try and /o r deep rutt ed  

roads,  when ju tti ng  rocks or obs truc tions which 
would damage the und er- car riage of vehicles are  
known to exist.

All types  vehicles herein Nylon tires

|

(a ) Law enforcement and pa tro l work, or

<b) Fir e fight ing, or

(c) Ambulance Service, or

,'d) Where 20 percen t or more  of the  operation  is 
off-highway use.

All types  vehicles  herein "No Spin” dif ferent ial  
or equal

On icy, muddy, snowy roads  or where 20 percent or 
more of the  ope ration is off-highway use.

All types vehicles  herein Special gen era tor s 
and

heavy duty bat ter ies

Where connected load has a demand of over 250 
wat ts, capacities, use and  load shall  be stated. 
Agency to specify capaci ty required of both gen
erator  and bat tery .

STANDARD  PE RM ISSIBL E OPTIONS

Sta tion W ag on s_________ ____ _  _________________ 8-cylinder engines
All types vehic les he rein____  ____________  _______ Sta ndard  tran smis sion

Automatic transm ission
Light trucks, Tire s, tubeless,

sedan delive ries, or Tire s, with  tubes or
car rya lls Tire s, mud and snow
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STANDARD UNITS

Item No. 1 FSN 2310-554-7168

Automobile; 4-door sedan; 6 -pas seng er; Type 
I, Class A, in accordance with Interim  Fed
eral Specification KKK-A-00811 (G SA -FSS ); 
with 6.40 x 15, 4-ply tires, left outside mirror,  
left front door arm rest,  ciga r ligh ter, horn 
ring,  fre sh air  type hea ter and defr oste rs, 
windshield washers  and painted any standard  
production color or to match any single color 
of Federal Standard 595 specified on t he  p ur
chase order.

Item No. 2 FSN 2310-541-4516

Automobile; 4-door sed an; 6-passenger; Type 
I, Class C, in accordance with Inter im Fede ral 
Specification KKK-A-00811 (G SA -FSS ); 
with 7.50 x 14, 4-ply tires , le ft outside mirror,  
left front door arm rest , cigar ligh ter, horn  
ring, fresh air  type hea ter and defr oste rs, 
windshield washers and painted any standard  
production color or to m atch any single color 
of Federal Standard  595 specified on th e pur
chase o rder.

Item No. 3 FSN 2310-541-4518

Automobile; 2-door sedan; 5 and 6 pass enger; 
Type I, Class C. in accordance with Interim  
Federal Specification KKK-A-00811 (GSA- 
FSS) ; with 7.50 x 14, 4-ply tires, left  outside 
mirror , left  front door arm rest , c igar lighter, 
horn ring, fresh air  type hea ter  and de
fros ters , windshield washers, and pa inted any 
standard  production color or to match  any 
single color of Federal Standard 595 specified 
on the  purchase order.

Item No. 4 FSN 2310-541-4520

Automobile;  coupe or business sedan; 3-pas- 
senger; Type I. Class C. in accordance with 
Interim Federal Specification KKK-A-00.811 
(GSA-FSS) except that  rea r ash tra y is not 
req uir ed; with 7.50 x 14, 4-ply tire s, left 
outside mir ror,  le ft f ron t door a rm res t, ciga r 
lighte r, horn  ring, fresh air type  hea ter  and 
defroster s, windshield washers and painted

any stan dard  production color or to match  
any single color of Federal  Standard 595 
specified on the  purchase  order.

Item No. 5 FSN 2310-541-4522

Station Wagon; 4-door, 8-passenger, Type I, 
in accordance with  Fede ral Specification 
KKK-A-851; also equipped with ash trays 
fron t and rear , dual constan t speed wind
shield wipers, self-cancelling electrical  direc
tional signals front and r ea r with audible and 
flashing indicator;  lef t outside  mirror, left 
fron t door arm rest,  ciga r lighter, horn ring, 
fresh  air  type hea ter  and defrosters , wind
shield washers, and 8.00 x 14, 6-ply ti re s; 
painted any stan dard  production color or to 
match any single color of Federal Standard 
595 specified on the  purchase  order.

Item No. 6 FSN 2310—541—4524

Station Wagon; 4-door, 6-passenger , Type 
III, in accordance with Federal Specification 
KKK-A-845, with ash tra ys  front and rear,  
dual constant speed windshield wipers, self
cancelling electrical directional signals front 
and rea r with audible and flashing indicator, 
left outside mirror, left  fro nt door a rm rest , 
cigar lighter, horn ring, fresh air  type heate r 
and defroster s, windshield washers,  6.70 x 
15 or  7.50 x 14, 6-ply ti res and spare tire and 
wheel, painted  any standard production color 
or to match any single color of Federal S tand
ard 595 specified on th e purchase order.

Item No. 7 FSN 2310-541-4526

Station Wagon; 2-door, 6-passenger; Type 
III, in accordance with Federal Specification 
KKK -A-8 45; with ash tra ys  front and rear,  
dual constant speed windshield wipers, self
cancelling electrica l direct ional signals fron t 
and rea r with audible and flashing indicator, 
left outside mirro r, left  fro nt door a rm rest , 
cigar lighte r, horn ring, fresh air type hea ter 
and defrosters , windshield washers, 6.70 x 15 
or 7.50 x 14, 6-ply tire s and spare  tire and 
whee l; painted any stan dard  production color 
or to match any single color of Federal Stand
ard 595 specified on the  purchase order.
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Item No. 8 FSN 2310-541-4528
Station Wagon ; 4-door, Type I, in accordance 
with Federal Specification KKK-A-851, ex
cept th at  a  6-passenger capacity body will be 
acceptable; also equipped with ash tra ys  
front and rear, dual constant speed wind
shield wipers, self-cancelling electrical direc 
tional signals , fron t and rear , with audible 
and flashing indicator; left outside mir ror,  
left front door arm rest , cigar lighter, horn 
ring, fresh air  type hea ter and defroste rs, 
windshield washers, and 7.50 x 14, 6-ply 
tires;  painted any standard  production color 
or to match any single color of Federal Stand
ard 595 specified on the purchase order.

Item No. 9 FSN 2310-541-4530
Station Wagon; 2-door.—Same as above.

14-TON PICKUP — LIGHT DUTY 
Item No. 10 FSN 2320-541-4532
Truck ; pickup body; 4200 minimum GVW; 
in accordance with Federal Specification 
KKK-T-716a; also equipped with dual con
stant speed windshield wipers, dual sun 
visors, inside and left outside mirrors, buil t- 
in-dash type  ash tray and cigar  ligh ter , 
fresh  air  type  hea ter and defrosters,  wind
shield washers, rea r bumper, self-cancelling 
electrical directional signals (front and rear) 
with opera tor’s audible and flashing indicato r, 
6.70 x 15, 6-ply tires , and side-mounted sp ar e; 
painted any  stan dard  production color or to 
match any single color of Federal Standard  
595.

'/2-TON PICKUP — HEAVY DUTY 
Item No. 11 FSN 2320-541-4533
Truck ; pickup body; 4800 minimum GVW; in 
accordance with Federal Specification KK K- 
T-716a; also equipped with dual con stan t 
speed windshield wipers, dual sun visors, 
inside and left  outside mirrors, built- in-dash 
type ash tra y and cigar lighter, fresh ai r 
type hea ter  and defrosters, windshield wash
ers, rea r bumper, self-cancelling electrical

directional signals (fr on t and rear) with 
opera tor’s audible and flashing indicator, 4- 
speed transmission,  11-inch clutch, rear 
springs suitable for model offered when carry
ing 1500 pounds payload, 6.50 x 16, 6-ply 
truck-type tires , and side-mounted spar e; 
painted any standard  production color or  to 
match any single color of Federal Standard  
595.

%-TON PICKUP
Item No. 12 FSN 2320-541-4534
Truck; pickup body; 5600 minimum GVW; 
48-inch minimum CA; in accordance with 
Federal Specification KKK -T-716a;  also 
equipped with dual constant speed windshield 
wipers, dual sun visors, inside and left outs ide 
mirrors, bu ilt-in-dash type ash  t ray and cigar 
lighter, fresh air  type hea ter  and defrosters, 
windshield washers, rear bumper , self-cancel
ling electrical directional signals  (front and 
rea r),  with operator’s audible and flashing 
indicator, 4-speed transmiss ion, 11-inch 
clutch, tires 8-17.5, 6-ply t ires , side-mounted 
spare, painted any standa rd production color 
or to match any single color of Federal  Stand
ard 595.

1 TON PICKUP — LIGHT DUTY
Item No. 13 FSN 2320-541-4535
Truck; pickup body ; 6400 minimum GVW; 58 
inch minimum CA; in accordance with Fed
eral Specification KKK-T-719; also equipped 
with dual constant speed windshield wipers, 
dual visors, built-in-dash ash tra y and cigar 
lighte r, fresh air  type heate r and defrosters, 
windshield washers, rea r bumper, self cancel
ling electrical directional signals (front and 
rear ) with operator’s audible  and flashing in
dicator, 8-19.5 6-ply tir es ; painted any stand
ard production color or to match any single 
color of Federal Standard 595.

1 TON PICKUP — HEAVY DUTY
Item No. 14 FSN 2320-541-4536
Truck, 9 foot pickup body; 7500 mini
mum GVW; in accordance with Federal
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Specification KKK-T-7 19; also equipped with 
dual constant speed windshield wipers, dual 
visors, built-in-dash ash tra y and cigar 
lighter, fresh  air  type hea ter  and defrosters,  
windshield washers, rea r bumper, self-can
celling electrical directiona l signals (front 
and rear) with operator’s audible and flash
ing indicator, 8-19.5 8-ply tir es ; painted any 
stan dard  production color or to match any 
single color of Federal Stan dard  595.

»/2 TON PANEL — LIGHT DUTY 

Item No. 15 FSN 2320-541-4537

Tr uck; panel body ; 4200 minimum GVW; in 
accordance with Federal Specification KKK- 
T-7 16a ; also equipped with  dual constant 
speed windshield wipers, dual sun visors, 
inside, rig ht and left  outside  mi rrors, built- 
in-dash type  ash  tr ay  and cigar  li ghter,  fresh 
ai r type hea ter and defrosters,  windshield 
washers, rea r bumper, self-cancelling electri
cal directional signals (fro nt and rea r) with 
ope rato r's audible and flashing indicator , 6- 
ply tires (6.70 x 15) ; painted any  standard  
product ion color or to m atch a ny single color 
of Federal Standard 595.

'/2 TON PANEL — HEAVY DUTY 

Item  No. 16 FSN 2320-541-4538

Tr uck; panel body ; 4800 minimum GVW; in 
accordance with Federal Specification KKK- 
T-7 16a ; also equipped with  dual  constant 
speed windshield wipers, dual sun  visors, in
side, rig ht and left  outside mir rors, built-in- 
dash type a sh tr ay  and cigar lig hte r, f resh  ai r 
type  hea ter and defrosters , windshield wash
ers, self-cancelling electrical direction al sig
nals (fron t and r ea r) , with oper ato r’s audible 
and flashing indicator, 4-speed transm ission , 
11 inch clutch, r ea r springs  suitable  for model 
offered when carrying  1500 pounds  payload, 
and 6.50 x 16, 6-ply truck- type  t ir es ; painted 
any stan dard production color or to match 
any single color of Federa l Standard 595.

1 TON PANEL

Item No. 17 FSN 2320-541-4539

Truck; panel b ody; 6400 minimum GVW; 60 
inch minimum CA; in accordance with Fed
eral Specification KKK-T-719; also equipped 
with dual constan t speed windshield wipers, 
dual sun visors, inside, right and left  out
side m irrors , built-in-dash ash tra y and cigar  
lighter, fresh air  type  hea ter and defrosters , 
windshield washers, self-cancelling electrical 
directional signals  (fro nt and rear ) with op
era tor ’s audible and flashing indica tor, 8-19.5, 
6-ply t ir es; painted any  standard  production 
color or to match any  single color of Federal 
Standard 595.

SEDAN DELIVERY — STANDARD 

Item No. 18 FSN 2320-541-4540

Truck; sedan, delivery type; 4100 minimum 
GVW; 800 pounds approximate load capacity ; 
in accordance with  Federal Specification 
KKK-T-716a  except th at  a 1-pint oil bath  
air  cleaner is accep table ; also equipped with 
dual constant speed windshield wipers, dual 
sun visors, inside and lef t outside mirro rs, 
built-in-dash type  ash tray and cigar lighter, 
fresh ai r type heate r and defrosters,  wind
shield washers, self-cancelling electrical direc
tional signals (fron t and rea r),  with oper
ato r’s audible and flashing indicator, full 
width spli t back seat,  and 7.50 x 14, 4-ply 
tir es ; painted any stan dard  production color 
or to match any single color of Federal Stand
ard 595.

SEDAN DELIVERY—WITH GLASS SIDE 
PANELS

Item Nc. 19 FSN 2320-541-4541

Same as above except also equipped with 
safe ty glass window(s) installed in each 
side panel of body not less than 49 x 12 
inches, or equivalent area, for  maximum 
visibility.
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CARRYALL — LIGHT DUTY
Rear doors FSN 2320-541-4544 
End gate  FSN 2320-541-4545

Truck; c ar ryall ; end gate or panel type rea r 
doors (as specified);  8 passenger capacity; 
removable center and rea r se at s; 4200 mini
mum GVW; in accordance wi th Federa l Spec
ification KKK-T-716a; also equipped with 
dual constan t speed windshield wipers,  dual 
sun visors, lef t outside mirror, built-in -dash 
type ash tray and cigar lighte r, fre sh  air 
type hea ter  and defrosters, windshield wash
ers, self-cancelling electrical directional 
signals (fron t and rear ) with opera tor ’s 
audible and flashing indicator, 7.10 x 15, 6- 
ply tir es ; painted any standard  production 
color or to match  any single color of Federal 
Standard 595.

CARRYALL — HEAVY DUTY

Ite m No 21 f ^ e a r  doors FSN 2320-541-4542 
"(End gate  FSN 2320-541-4543

Truck; car rya ll; end gate or panel type  rea r 
doors (as specified);  8 passenger capaci ty; 
removable center and rea r sea ts;  4800 mini
mum GVW; in accordance with Fede ral Spec
ification KKK-T-716a; also equipped with 
dual constan t speed windshield wipers, dual 
sun visors, left  outside mirror , built-in-dash 
type ash tray and cigar lighter, fresh air 
type hea ter  and defrosters, windshield wash
ers, self-cancelling electrical directional sig
nals (front  and rear ) with operator’s audible 
and flashing indicator, 4-speed transmiss ion, 
11 inch clutch, rear  springs suitable  for  model 
offered when carry ing 1500 pounds payload.

and 6.50 x 16, 6-ply truck-type tires, painted 
any stan dard  production  color or to match 
any single color of Federa l Standard 595.

55. Deviations and changes .—Deviations 
and changes shall be as follows:

55.1 Deviations.—This standard  is man
datory  in all respects. No exceptions to its 
requirements will be gran ted for individual 
or collective purchases. Change in require
ment can only be accomplished as prescribed 
in S5.2.

55.2 Changes.—When a Federal agency 
considers that  a Federal Standard does not 
provide for  its essentia l needs, written re
quest for adding to or otherwise changing 
the standard, supported  by adequate  just 
ification, shall be sent to the  Administration. 
This justifica tion shall explain wherein the 
standard does not provide for es sentia l needs. 
The reques t shall be sent in duplicate to the 
General Services Administration, Federal 
Supply Service, Standardization Division, 
Washington 25, D. C. The Administration 
will determine the appropr iate  action to be 
taken and will not ify the  agency.

56. Conflict with referenced specifications.
—Where the requiremen ts specified in this 
standard conflict with any requirements in 
a referenced specification, the  requirem ents 
of the standard  shall apply. Natu re of con
flict between the stan dard  and the referenced 
specification shall be subm itted in duplicate 
to General Services Administration, Federal 
Supply Service. Standardiza tion Division, 
Washington 25, D. C.

Single copies of this  stnndard  are  ava ilab le wi thout char ge a t the  GSA Regional  Offices in Boston, New 
York. At lan ta,  Chicago, Kansas City, Mo., Da llas , Denver, San Francisco , Los Angeles . Sea ttle , and Was hing 
ton. D. C. Addi tiona l copies may be purchased fo r 10 cents each from the  General Services Adm inist ration, 
Business  Service Center, Region 3, Seventh and  D Str eet s. SW„ Washington 25. D. C.
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Fed. Std. No. 119a
JANUARY 19, 1960
(JJ —B—18 5, Issue  in Effec t)

SUPERSEDING
Int . Fed. Std . No . 00 11 9 (GSA -FS S)  
April  8, 1958

FEDERA L STANDARD

BELT; SEAT, PASSENGER TYPE, AUTOMOTIVE, 
METHODS OF INSTALLATION

Autho rity.— This  standa rd is issued pursuant  to the Federal Property and Ad
minis tra tive Serv ices  Ac t of  191 ,9, as amended, and its  applicat ion to the pu r
chase of  commodities ref er red to herein is manda tory on all Federal  agencies.

51. Purpose and scope. — This standard  
establi shes the  methods for  insta lling pas 
senger se at belts in motor vehicles to  achieve 
the highest degree of unifo rmity  and sta nd
ardiza tion for  the  Federal  Supply System 
consistent with the  conditions which will be 
encountered.

52. Application.—Purchases from commer
cial sources under  Federa l Specification J J -  
B-185 of  th e issue in effect on date of invita 
tion for bids, shall be ins talled in accordance 
with the  applicable method described here in.

53. Standard  characteri stics__ The sta nd
ard methods of instal lation shall conform to 
the  cha ract eris tics  listed  below:

(a)  General (applicable to all me thods)
1. Installa tion  of sea t belts shall be 

made only aft er full considerat ion 
has  been given to the  following: The 
top  and underside of the  vehicle 
floor panels or frame members or 
fram e members and panels of sto r
age compar tments, in the  case of 
rear  seat  installa tion, shall be care 
fully  examined for  corrosion or 
oth er weakness caused by deteriora 
tion, accumulation of moi sture or 
sal t air. If ther e is evidence of ex
cessive corrosion or other weakness

Which has or could eventually 
weaken th e struc tur e or sheet meta l 
of the  floor or compartment panels, 
method 1 below, shall not be used 
and either  method 2 or  3 will be ac
ceptable. Periodic inspection shall be 
made at  inte rval s of not greate r 
tha n six months to insure that  de
teriorat ion of the structure  has not 
occurred and to  gua rd against weak
ening of the  att ach ment structure  
af ter insta llation.

2. The free o r at tachm ent  ends of belt s 
shall be passed f rom the  fro nt to the  
rea r of the vehicle sea t back at the  
junctu re of the  sea t back and sea t 
cushion. The belt  half to which the  
release mechanism buckle p art  is a t
tached shall be installed inboard of 
the  opposite belt  half  to prevent 
buckle from fallin g into door open
ing when belt is no t in use. The o ut
board belt h alf may pass around the  
outside of the  sea t providing no 
chafing of t he  belt  webbing will re
sult from  door movement  or othe r 
action. The webbing  shall be wrap
ped or threaded  to the  anchorage as 
shown in the  inst ruct ions  accom
panying the  belt. No belt webbing 
shall be exposed to the  weather or

521494/59/227
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exposed to sharp metal  edges when 
installed. Anchorage bracke ts shall 
be aligned so that  force  applied to 
the  webbing will be dist ribu ted 
across the  full webbing  width to 
minimize the  possib ility of the 
bracket edge tearing the webbing.

The number of sea t belt s which 
shall be installed  on one vehicle seat 
shall be not gre ate r tha n the  num
ber of passengers the  seat is de
signed to normally accommodate . All 
holes made in the  metal of t he  vehi
cle for purposes of ins talla tion  of 
belts, shall be drilled and shall have 
all burrs removed. The diameter of a 
drilled hole shall be not more than 
%2-inch large r than  the diam eter  of 
the  bolt or cable it  accommodates. 
Maximum security of anchorage 
hardw are shall be provided for  by 
using special locknuts, sta ndard  nuts 
and locknuts, nut s and lockwashers, 
drilling and wiring, or ups etti ng of 
the  bolt threads.

(b) Method 1, panel bolted anchorage 
(w ith  belt webbing threaded direct ly 
to point of anchorage or extended  by 
cable to point  of anchorage).—Each 
of the  points of belt anchorage shall 
be accomplished as shown in figure 1 
or 1-a. The location of t he  anchorages  
shall be such t ha t when the seat is at 
the  fur the st rear position  of adjus t
ment , if provided, and the belt  is in 
tension,  the  belt shall not be inclined 
at  an angle grea ter  than  75° above the 
horizontal as measured on the  forward 
side of the  point  of anchorage . The re 
inforcing plate shall be moun ted over 
the  anchorage bolt and shall have the  
greates t surface feasible of one side 
bearing  upon the  oute rside of the  
panel.

(c) Method 2, fram e anchorage (w ith  belt 
webbing secured indi rec tly to the 
frame through a bar and ca ble ).—  
Each point of anchorage shall be as 
shown in figure 2. The ba r shall be

secured to  a r igid  metal member of the 
seat  frame. Hole locations for anchor
age shall p erm it full trave l of the  se at 
with the cable tig ht when the  sea t is 
at  the  fu rth es t point of forward ad
justment. This  can usually be accom
plished by making the cable hand tig ht 
when the sea t is at  the midpoint of 
travel.

(d) Method 3, fra me  bolted anchorage 
(wi th belt webbing secured direc tly to 
anchorage bolted through the frame or 
indirect ly through a bar and/o r cable 
to anchorage bolted through the 
fra me ).— Each anchorage shall be as 
shown in figures 3-a or 3-b. Holes 
drilled in the fram e shall have the ir 
cente rs located at  least  one diameter 
from any exposed edge of the  fram e 
member. Frame bolted anchorages 
with belt webbing secured direct ly to 
the  anchorage (see figure 3-a) shall 
conform to th e requ irements of method 
1 as to location with  respect to the  
vehicle seat. Fra me  bolted anchorages 
with belt webbing secured indirectly 
through  a ba r and /or cable (see figure 
3-b) shall conform to th e requirem ents 
of method 2 and the  anchorage bolt 
shall pass through the floor panel and 
a f rame member. No reinforcing plate 
is required .

54. Changes.—When a  Federal agency con
siders that a Fede ral Standard  does not  pro
vide for its essential  needs, wri tten  reques t 
for adding  to or otherwise changing  the 
standard , supported by adequa te justif ication, 
shall be sent  to the  Administration . This 
justification  shall explain wherein the  stan d
ard does not  provide for  essential needs. The 
request shall be se nt in duplicate to the  Gen
eral Services Administration, Federal Supply 
Service, Standardization  Division, Washing
ton 25, D. C. The Administration will d ete r
mine the  appropriate action to be taken and 
will notify the agency.

55. Conflict with referenced  specifications. 
—Where the  requ irem ents  specified in this
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standa rd conflict w ith any requ irem ents  in a 
referenced specification, the  requ irem ents  of 
the  stan dard shall apply. Na ture of conflict 
between the  standard and the  referenced 
specification shall be submitted in duplicate

to the General Services Administration, Fed
eral Supply Service, S tanda rdiza tion Division, 
Washington 25, D. C.
MILITARY INTE RESTS:

Navy— Y.



344 MOTOR VE HI CL E SAFETY STANDARDS

Note.— Fig ure s illu strate  general des ign  of typical
ins tal lat ion s required and are not intende d to pre 
clude  ins tal lat ions which are otherw ise  in accord
ance  with  the deta il requ irem ents  of  th e specificat ion.

V E H IC L E
PANEL

reiNFOAcing
P L A T E *

VE HICLE PPAHEy

p /g u a e  3 " <3,
f ig u h e  3-b.

\

Single copies of thi s sta ndard are  available  wi tho ut charg e at  the  GSA Regional Offices in Boston, New 
York,  Atla nta,  Chicago, Kansas City , Mo., D alla s, Denver , San  Francisco, Los Angeles, Seat tle, and Wash
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FEDERAL SPECIFICATION

BELT; SEAT, PASSENGER TYPE, AUTOMOTIVE

Thi s specification was approved  by the Commissioner, Federal  Su pp ly  Se rv 
ice, General Serv ices  Ad minis tra tion, for the use of  all Federal agencies.

1. SCOPE AND CLASSIFICATION
1.1 Scope.—This specification covers re 

quirements  for  automotive, passenger type 
sea t belts, complete with necessary compo
nent  parts for  installa tion in motor vehicles 
having covered, rigid , passenger and operato r 
compar tments.

1.2 Classification.
1.2.1 Types and styles. —  Seat belts fu r

nished unde r th is specification shall be of the  
following types and styles as specified (see 
6.1):

Type I.—Fron t seat  insta llation
Type II.—Re ar seat  installat ion 

Style 1.—One belt 
Style 2.—Two belt 
Style 3.—Three belt

2. APPLICA BLE SPE CIF ICA TIO NS, 
STANDARDS, AND OTHER PUBLICA
TIONS

2.1 Specifications and standards.—The fol
lowing specifications and standards, of the  
issues in effect on date  of invitat ion for  bids, 
form a pa rt of th is specification.

Federal Specification:
CCC-T-191—Textile  Test Methods.

Federal Standards:
Federal Standard No. 102—Preservation , 

Packaging, and Packing Levels.
Federal Standard  No. 119—Belts; Seat, 

Passenge r Type, Automotive, Methods 
of Instal lation .

Federal Standard No. 123—Marking for 
Domestic Shipment (Civilian Agen
cies) .

Federal Standard No. 751 — Stitches, 
Seams, and Stitch ings.

(Activities outs ide the  Federal  Government may 
obtain copies of Fed era l Specif ications, Standard s, 
and  Handbooks as outlin ed und er General Inf orm a
tion in the Index of Fed era l Specif ications, Stand
ards, and  Handbooks and  a t the  prices indicated 
in the Index.  The Index , which includes cumulative 
monthly supp lements  as issued,  is fo r sale on a sub
scrip tion basis by the  Superin ten dent of Documents, 
U. S. Government Pr in tin g Office, Washington 25, 
D. C.

(Sing le copies of thi s specifi cation and  othe r prod 
uct specificat ions required by act ivi ties outside the 
Federal  Government fo r bidd ing purp oses are  ava il
able withou t cha rge  at  the Genera l Services Admin
ist rat ion  Regional Offices in Boston, New York,  At
lan ta,  Chicago, ka ns as  City, Mo., Dallas, Denver, 
San  Francisco, Los Angeles , Seatt le,  and  Was hing 
ton, D. C.

(Fe deral Government act ivit ies  may  obta in copies 
of Federal Specif ications , Sta ndard s, and  Handbooks 
and the Index of Federal  Specifications, Standa rds , 
and Handbooks from estab lished dis trib ution  points 
in the ir agencies.)

Military Specifications:
MIL-^T-7807—Thread, Nylon.

Military Standards:
MIL-STD-105 — Sampling  Procedures 

and Tables for Inspection by At tri 
butes.

MIL-STD-129—Marking for  Shipment 
and Storage.

(Copies of Mi lita ry Specif ications and  Standard s 
requ ired  by con tracto rs in connection with  specific

521494/59/225
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pro curement  functio ns should be obta ined fro m the 
pro cur ing  ac tiv ity  or as direc ted by the  contr ac ting 
offi cer .)

2.2 Other  publ icat ions . — The  follo wing 
pub lica tion  of the  issue in effec t on da te  of 
inv ita tio n for bids, forms a  p ar t of th is  spec i
ficat ion:

Am erica n Socie ty fo r Testing  Ma ter ial s 
Publication:

ASTM B-117 -54 T Method of Sa lt 
Sp ray (Fog) Tes ting , T en tat ive

(Copies of ASTM Standa rds  may be obta ined  up
on app lica tion  to American Society  fo r Tes ting 
Materi als,  1916 Race Street,  Phil ade lphi a 3, Pa. )

3. REQUIREM ENT S

3.1 Qualifica tion.— Seat bel ts fu rn ish ed  un
der th is  specif ication shal l be a produc t 
which  ha s been tes ted  and approved in ac
cordance  with  th e qualifica tion te st s des cribed  
in sec tion  4. (See 4.3.4 and 6.3.)

3.2 M ate ria ls.—All m eta ls shal l be o f a cor
rosion re sist ing typ e or pro tec ted  to  re sist  
corro sion  as req uired in 3.3.5 and  3.4.5.

3.3 Design and construction.

3.3.1 General.— The sea t belts sha ll be de
signed fo r sing le occupancy. No rive ts  shal l 
be used in the belt  webbing. Each be lt end 
shall  be at tach ed  to an individual ancho rag e, 
except  t h a t center  be lt o f ty pes I a nd II, sty le 
3, may have  each  of its  bel t ends at ta ch ed  to 
a common anc hor age  with the ad jace nt  bel t 
end. Wh en the bel ts are  secured indir ec tly  
throug h a ba r and cable, each po int  on the 
ba r th roug h which  a single be lt is th read ed  
or wra pped sha ll be cons idered an  ind ividual 
anc hor age . Bel ts sha ll be designed  to  be a t
tached  di rec tly  to the  point of anchorage as  
shown for  a tw o occupant  in sta lla tio n in  figure  
4 or  th e bel ts shall  be secu red indir ec tly  to 
the po int  of anc hor age  throug h a ba r and/o r 
cable  as  shown for  a two oc cupant  in sta lla tio n 
in figure 5. The  u ltim ate  ancho rag e w ith  a  bar  
and cable sha ll be arou nd or th roug h a sub 
st an tia l vehicle fra me  member and  no t more  
th an  th re e belt ends  may  be supp orted  by 
each of t he se  anchorages. (See 3.4.2.)

3.3.2 Webbin g.— Webbing used in the  belts  
shall  be of woven nylon , “Dacro n”, nylon and 
“Dac ron”, or nylon and  rayon,  and 1-^54e to 
2-54 o inches wide un de r no load. The  finished 
len gth  of webbing on type  I bel ts shal l be 
such th at  at  g re at es t len gth  ad justm en t with 
buckle latc hed  and web bing  ends  thr eaded to 
at tachmen t ha rdwa re  in accordance with 
ma nu factu rers ins tru ct ions , the overall 
leng th of the  belt assembly shall  be not  less than  
78 inches . Webbing  l engths  may be less than  
specified when ends  of web bing are  exte nded  
by cables to  point of ancho rag e and webbing 
lengths in th is ins tan ce sha ll be suf fic ien t to 
assure th at  when be lts are installe d the web
bing end f itt ing s shal l r em ain  h idden between 
seat  cushion  and s ea t b ack.  Type II,  r ea r sea t, 
and ba r and  cable  be lt web bing  may be less 
than  the above len gth s by  10 inches for each 
belt  hal f. Provision sha ll be mad e with metal 
to metal typ e buckles  to prevent the ad ju st 
able bel t end from pul ling  out of the buckle. 
Cut ends  of webbing sha ll be tre ated  to pre
ven t r avelling.

3.3.2.1 Color.— Webbing color shal l be as 
specified in bid inv ita tio ns . Colors and  dye 
stu ffs  used  sha ll not cau se de ter ioration  or 
dam age  to weaken th e fibers of seat bel ts 
under  normal  sto rag e or  use conditions.

3.3.3 Sewin g.— Sewin g used on webbing  
shall  be wi th 7 to 9 sti tche s per inch in ac
cordance wi th Federal  Standard No. 751, 
type 301.

3.3.3.1 Thread.— The  th read  used fo r sew
ing sha ll be three- cord nylon , machine tw ist  
or tw ist ed  nylon  polymer bonded mul ticord, 
low -stretch , wi th maxim um elongation of 22 
percen t (see 4.4.7 ). The  t hr ea d shall be made  
from bri gh t, high tena ci ty , cont inuous fila
me nt nylon ya rn. (See  6.5.)

3.3.4 Hardwa re.

3.3.4.1 Buckles . —  The  buckle  shal l be a 
metal to me tal  typ e wi th  a posi tive  lat ch  or 
a metal  to  web bing  type  designed  to lock by 
friction  a t any des ired place  on th e webbing.
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The metal  to metal buckle shall have  a fric 
tion type length  adju stment on at  leas t one 
side which shall not require th at  the buckle 
be released to adju st the  be lt length . Buckles 
shall be capable of being released with either 
hand.

3.3.4.2 Atta chment hardware.— The belts 
shall be furnished complete with suitab le 
hardware and fittings to perm it installa tion 
in a vehicle in accordance wi th Federal S tand
ard  No. 119.

3.3.4.3 Panel-bolted anchorage. —  An an
chorage designed to be bolted through  a 
vehicle panel  only shall be secured through a 
formed steel plate similar  to th at  shown in 
figure 4-a, an eye bolt, or a “U” bolt. Panels 
shall include metal floors, wheel wells and 
rigid, fixed, metal parts other  than s eat  parts .

3.3.4.3.1 Reinforcing  plate. —  The panel 
bolted anchorage shall have a flat stee l re
inforcing plate, see figure 4-a, at least %6- 
inch th ick by 4 square inches in area wi th the 
bolt hole located at  the  center. “U” bolt plates 
shall have holes located as required. Rect
angular plat e corners shall be removed or 
rounded. The plate may be continuous be
tween anchorages and may also be embossed 
or otherwise reinforced on one side.

3.3.4.4 Frame anchorage.—An anchorage 
designed to be secured to a vehicle fram e 
member  by a cable around the member shall 
be simila r to that  shown in figure 5-a. The 
cable shall be of one piece fas tened  by a t least 
two “U” bolt cable clamps equipped with 
nuts and lockwashers.

3.3.4.5 Frame-bolted anchorage.—An an
chorage designed to be bolted through a 
fram e member  of the vehicle shall be secured 
through a formed steel plate similar to that  
shown in figure 4-b, an eye bolt, or  a “U” bolt, 
or through a cable loop similar to th at  shown 
in figure 5-b. A cable loop passing aro und  the 
anchorage bolt shall be served with wire  or 
clamped by metal to p revent  its slipping  over 
the  bolt head and th ere  shall be a reinforcing 
plate  a t least  y16 inch thick by 1% inches  in
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diameter directly between the  bolt head and 
the  cable loop.

3.3.4.6 Belt anchorage bar.—The bar pro
vided with belts designed  to be secured in
directly to the  point  of anchorage as shown in 
figure 5, sha ll have provision  for  securing to 
a rigid metal member  of the  sea t f rame . The 
bar shall not extend beyond the  edges of the 
seat  and exposed corne rs shall be rounded 
and have all sh arp  edges removed.

3.3.5 Finish of meta l parts.  —  All metal 
parts shall be free  from  burrs and sharp 
edges and shall be of a corrosion res ista nt 
mater ial or finished to prevent corrosion with 
plating,  anodizing or a baked enamel. (See 
3.4.5 for  corrosion resis tance of exte rior 
metal par ts.)

3.4 Performance.

3.4.1 IFe&btwsr.

3.4.1.1 Breaking stre ngth.— The break ing 
streng th of the  webbing used in the belts 
shall be not less tha n 4000 pounds when 
tested as specified in 4.4.2.I.

3.4.1.2 Elongation. —  Elongation of web
bing shall not exceed 25 percen t under a 2500- 
pound load when tested as specified in 4.4.2.I.

3.4.1.3 Colorfastness.  —  Colorfastness of 
webbing used in sea t belts  shall be at least 
“Fa ir” to  light and laundering  when tested as 
specified in 4.4.2.2 and 4.4.2.3, respectively.

3.4.1.4 Abrasion resistance. —  After the 
webbing is subjected to the abrasion specified 
in 4.4.2.4, the  break ing streng th shall be not 
less than  90 percent of th e break ing strength 
given in 3.4.1.1.

3.4.2 Tensile streng th, common anchorages. 
—Belt assembly parts used for each common 
anchorage as described in 3.3.1 shall with 
stand without failure a load equal to the 
number of belt ends anchored times 2500 
pounds for 3 seconds when te sted as set forth 
in 4.4.3.
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3.4.3 Loop strength, (each occupant) belt 
assembly.— When te sted as specified in 4.4.4, 
the  assembled belt shall withstand  a mini
mum loop load of not less than 5000 pounds 
applied for 3 seconds. The release mechanism 
of the buckle shall be operable af te r this  tes t. 
Damage, such as broken sewing thread  with
out complete separation, broken or frayed  
webbing without complete sepa ration of the 
webbing, deformation  b ut not rup ture of the 
hardware or metal parts, is perm itted . Total 
slippage of webbing through the  adju sting 
device or attachment hardware  shall not ex
ceed 1 inch.

3.4.4 Buckles.

3.4.4.1 Release mechanism, under load.— 
When tested in accordance with  4.4.5.1 the 
force required  to open the  buckle shall not 
exceed 45 pounds.

3.4.4.2 Release and latching mechanism, 
under no load.—When tested as specified in 
4.4.5.2, the movement, by hand, of buckle re
lease and latching par ts thro ugh  the ir maxi
mum trav el shall not produce any  galling or 
wear ing of buckle parts , cause any  failu re or 
malfunction, or change buckle unlatching 
force  by more than  5 percent.

3.4.5 Corrosion resistance, exte rior metal 
parts .— All metal parts  of the belt  assembly 
intended to be installed through or outside of 
the  passenger and opera tor compartments of 
a vehicle shall be capable of completing the 
tes ts specified in 4.4.6 without  corrosion.

3.5 Instructions.—Each belt assembly shall 
be fu rnish ed with printed ins truc tions which 
clearly and concisely se t fo rth  insta llation di
rections, including anchor mounting instruc
tions, location and dimensions for  mounting,  
thre ading of webbing between cushion and 
back of seat, wrapping of webbing at att ach
ments, reinforcing of floor; general directions 
for  use, cleaning, cautions to ins tall er as to 
sharp or rough edges and warning s against 
bleaching or dyeing. To emphasize and c larify 
wra ppin g of webbing at atta chm ent  hard

ware, the inst ruct ions  shall include schematic 
or other clearly understood drawings depict
ing the proper  method to be used.

3.6 Marking.—Each half of  the belt assem
bly shall be permanently marked to provide 
identification of the  manufac turer and belt 
model.

4. SAMPLING, INSPECTION, AND TEST 
PROCEDURES

4.1 Inspection lot.—All belts and att ach
ments of one type  and style offered at  one 
time shall be considered a lot for purposes of 
acceptance, inspection, and tests.

4.2 Sampling.

4.2.1 Design and construct ion inspect ion.—  
A random sample of complete belts with at 
tachm ents shall be selected from each lot 
offered for  inspection of design and construc
tion characteris tics in accordance with Mili
tary S tandard MIL-STD-105, inspection level 
L-4.

4.2.1.1 Thread.— Not less than 75 feet of 
sewing threa d in leng ths not less than 3 fee t 
shall be selected from each lot of material 
used in the manufac ture  of the seat belts of
fered for inspection. This thread shall be used 
to conduct the thread elongation tes t speci
fied in 4.4.7.

4.2.2 Visual inspection.—A random sample 
of complete belts with  attac hments shall be 
selected from each lot offered for inspection 
of visual characteris tics  in accordance with 
Military Standard MIL-STD-105 at inspec
tion level II.

4.2.3 Lot tests.—Two sets of random sam
ples of complete belts  with attac hments shall 
be selected from each inspection lot. The 
samples shall be selected in accordance with 
Military Standard MIL-STD-105, inspection 
level L-4.

4.2.4 Qualification tests. —  The manufac
turer shall submit the following from his 
regu lar production for qualification test ing :
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(a) Six complete assemblies of sea t belts , 

including attac hments, of each type  
and style  to be qualified.

(b) One-fourth pound of threa d, on spool, 
as used for stitching  of the belts.

4.3 Inspection and tests.

4.3.1 Design  and construction inspection.—  
Each specimen in t he samples selected in ac
cordance with  4.2.1 shall be inspected for

compliance with the  design and construction 
characteri stics  (see 3.3) of thi s specification, 
applicable specifications or referenced stand
ards. Any deviation ther efro m shall consti
tute  a defect and one or more defects shall 
cause r ejection of the lot.

4.3.2 Visual inspection .— Each specimen of 
the sample selected in accordance with 4.2.2 
shall be examined for  defec ts in finish, con
struction, workmanship  and mar king:

Examine Defects
Class ificat ion

Critical Ma jor Minor

Webbing Cut, hole or tear , a n y ________ _____ _ x
Spliced or p a tc hed__  _____ ____ x
Broken thre ads —two or more in one belt ha lf . . X
Missing chafing str ip , where  re quir ed _ - ____ X
Untreate d cut  end _  _ __ _ ___ X

xRavel on tre ated  cut  end—one _ __
Color:

Dye streak  _______  _ ____ ____  . x
Spot  or stain __  ________  _________ x

Abrasion mark ____  . . __ ___  . __ __ x
Sti tch ing 1 Stitch ten sio n:

Loose te nsion resu lting  in loosely secured 
webbing ____  _ __________________

Tig ht tension res ul tin g in webbing pucker __
X

X
Open stit ching :

One broken stit ch _____________ _________
Two or more broken sti tch es . ____  ___ x

X

Two skipped stit ches ___  __ __________ x
More t ha n two skipped s ti tc h es___________
■Defects listed  shal l be classif ied as mino r on

X
X

nonload bea ring sti tch ing  such  a s at  f ree  end of 
webbing.

Hardw are Missing lock n ut,  lock wa she r, bolt  o r wa she r__
Missing—cable clamp , re inf orcin g plat e or

X

webbing at tac hm ent _  _ . ___ x
Corrosion res ista nce  not prov ided  for  hardware  

item intended fo r ex te rio r appl icat ion  ______
Corrosion res istance  m iss ing  from pa rt intended 

for  int eri or applic ation _ ____________
Bu rr or sharp  edge on att achm en t hardw are

X

X

pa rt again st which webhing will bear x
Instal lat ion

Missing or incomplete _ ________ins truc tion s x
Markin g Missing from  one bel t h a l f _ _____ _____  _ x

Missing from  both belt  h a lv e s________ X
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4.3.2.1 Acceptable quali ty levels (AQL’s). 
—The acceptable quality levels for  the  visual 
inspection expressed in defec ts per hundred 
uni ts shal l be as fol lows:

Defect AQ L

Cri tical  __________________  0.1
M aj or____________________  1.5
T ota l_____________________  4.0

4.3.3 Lot tes ts.— Each specimen o f one ran
dom sample set selected in accordance with 
4.2.3, shall be tested  a s specified in 4.4.4 and
4.4.5.1, Webbing and hardware specimens 
shall be ta ken from the  second random sam
ple set  to be tested  as specified in 4.4.2.1,
4.4.2.2, 4.4.2.3, 4.4.2.4, 4.4.3, 4.4.5.2 and 
4.4.6. The number of speciments of webbing 
and hardw are to be subjected to each tes t 
shall be equal to the number of belts in one 
random sample set. Failure of any specimen 
to pass the tes ts specified shall cause rejec
tion of the lot represen ted by the specimen.

4.3.4 Qualification tests. — Qualification 
tes ts shall consist of the  design  and construc
tion inspection, the visual inspection, and the 
tes ts specified in 4.4. All belts  subm itted  in 
accordance with 4.2.4 shall firs t be inspected 
in accordance with 4.3.1 and 4.3.2. Three of 
the  belts submit ted shall then  be tested as 
specified in 4.4.4 and 4.4.5.I. Webbing and 
hardware tes t specimens shall be taken  from 
the  remaining three belts and three each of 
such tes t specimens shall be tes ted  as speci
fied in 4.4.2.1, 4.4.2.2, 4.4.2.3, 4.4.2.4, 4.4.3,
4.4.5.2, and 4.4.6. Tests for qualification shall 
be conducted at  a Government laboratory  or 
a commercial t esting laboratory approved by 
the  Standardization Division, Federal  Supply 
Service, General Services Administrati on. Ap
proval of a commercial tes ting laborato ry for 
qualification tes ting  shall be obtained  from 
the  Standardizat ion Division prio r to the 
test s. Application for approval  shall include 
the  following information:

(1) Name and locat ion of laboratory.
(2) Extent  of laboratory’s experience in 

the  tes ting  of this and other products .

(3) Sta tement th at  laboratory is equipped 
to make th e tes ts listed above. At the  conclu
sion of the  qualification tes ts in an approved 
commercial laboratory, copies of the tes t re
port certified by an executive of the  manu
facturing concern, shall be submit ted to the  
General Services Administration, FSS, Stand
ardization Division.

4.4 Test procedures .

4.4.1 General.—Tests shall be conducted 
under p revai ling atmospheric conditions.

4.4.2 Webbing tests.

4.4.2.1 Breaking strength  and elongation. 
—Specimens of webbing used in the  belts , 
shall be subjected to the  following te st : The 
specimens shall be mounted in a  tes ting ma
chine when the  heads are 10 inches a pa rt and 
the heads shall separate  at  the  rat e of 4 
inches per minu te maximum under  no-load. 
Each te st specimen of the webbing shall w ith
stand  a load at  least equal to the  minimum 
breaking streng th specified in 3.4.1.1 for  at  
least  three seconds without failure. Elonga
tion shall be determined while webbing is 
loaded as specified in 3.4.1.2.

4.4.2.2 Color fas tness to l ight.— Specimens 
of webbing shall be exposed for 20 Standard 
Fading Hours, as specified in method 5660 o f 
Federal Specification CCC-T-191, to deter
mine compliance with the requirements of 
3.4.1.3.

4.4.2.3 Color fastness  to laundering.— The 
webbing shall be teste d in accordance with 
method 5614 of Federal  Specification CCC-T-  
191, to determ ine compliance with the  re
quirements of 3.4 .I.3.

4.4.2.1 Abrasion resistance.— The webbing 
shall be tes ted for  abrasion  resistance on th e 
device shown schematically in figure 3. The 
webbing shall have a 5.2 pound ±  2 ounce 
weight attached to one end and the  webbing
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shall pass over a hexagonal bar and be a t
tached to the  oscillating drum. The drum 
shall oscillate so th at  the  webbing is g iven a 
13 inch traver se over the bar  at  the  ra te  of 
60 ±  2 strok es per minute. Af ter 5000 
strokes, the  webbing shall be removed and 
the  b reaking streng th ascertained by tes tin g 
as descr ibed in 4.4.2, to determine compliance 
with 3.4.1.4

4.4.3 Tensile strength  te st, common anchor
age.—Specimens of each pa rt of the  belt as
sembly designed a s a common anchorage shall 
be subjec ted to the load given in 3.4.2. The 
anchorage assembly shall be attach ed between 
the heads of th e te stin g machine as described 
in 4.4.2. The manner of attachm ent shall as
sure that  all pa rts  of the assembly are  sub
jected  to the  load specified and th at  inso far 
as practical the  manner  of atta chm ent  shall 
be the same as when the  parts are  instal led 
in a vehicle. Pieces o f webbing or other su it
able items shall be subs tituted for  complete 
belts in this tes t.

4.4.4 Loop stre ngth  test, belt assembly.—  
Specimens of the  belt assembly shall be tested 
to determ ine the  loop strength . The belt  as
sembly shall be attached in the  tes ting ma
chine in a  manner which will assure th at  all 
parts  of the  assembly are subjec ted to the  
load specified. I t is intended that  a ttachme nt 
to the heads of the test ing machine shall 
simulate in sofar as practicable  th e method  of  
attachm ent  to be used when the  belt is in
stalled in a vehicle. The belt assembly shall be 
attached in the  test ing  machine basically as 
shown in figure 1. (The belt ends shall be ad
just ed at the  attachm ent  points so th at  the  
buckle is midway o f the overall le ngth of the  
belt loop). The  buckle shall be closed with  the  
belt passed over th e te st block. The test  block 
shall be of a material, such as wood, which 
will not be deformed appreciably  by the  test  
load. The dimensions of the block shall be as 
shown in figure 2. The surface of the block 
on which the  belt bears shall be padded with 
not more tha n a 1 inch th ickness of medium 
density sponge rubber covered w ith a fab ric

to simulate normal clothing . The heads of the 
test ing machine shall sep ara te at  the rate of 
4 inches per minute maximum under  no load. 
Load shall be applied unti l the  test ing ma
chine indicates the  load specified in 3.4.3. 
(Examination of the belt f or compliance with 
3.4.3, shall be withheld until  completion of 
the  tes t described below in 4.4.5.I.)

4.4.5 Buckle tests.

4.4.5.1 Release mechanism, under load.—  
This tes t shall be a continuation of the  tes t 
in 4.4.4. The load on the  test ing  machine 
shall be reduced from the  5000 pounds re
quired in 4.4.4 to 100 pounds, which shall be 
held during th is test . The release mechanism 
of the  buckle shall then be operable at  no 
more tha n a  45-pound force. The load shall be 
removed and the  belt examined for compli
ance with  th e requirements of 3.4.3.

4.4.5.2 Release and latching mechanism, 
under no load.—Specimens of buckle parts  
which incorporate the  release and latching 
mechanisms, with webbing in place, shall be 
attached or firmly held aga ins t a plane sur
face so as to perm it movement  of par ts 
through the ir full trave l. The force to move 
the buckle release  from the latched  position 
shall be measured.  Then with  metal mating 
plate (metal to metal  buckles) or webbing 
end (metal to webbing buckles) withdrawn 
from buckle, the  release  mechanism shall be 
moved by hand through  the  maximum pos
sible travel 200 times  at  a ra te  not to exceed 
30 cycles per minute. The force to move the 
buckle release from the latched position shall 
again be measured and the  buckle examined 
to determine compliance with  the perform
ance requi rements of 3.4.4.2.

4.4.6 Corrosion-resistance test .— Exte rior  
metal parts  of the  belt assembly shall be sub
jected to a s alt spray  (fog) test  in accordance 
with ASTM-B-117-54T fo r a period of 50 
hours, consis ting of two periods of 24 hours 
exposure and one hour drying time each. Im
mediately af ter completion of thi s exposure

"0706 0 —61----- 24
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and drying , the  part s shall be examined for 
compliance with the requirements of 3.4.5.

4.4.7 Thread elongation test.— When tested 
as specified in method 4102 of Fede ral Speci
fication CCC-T-191 the percent e longation  of 
the th read a t break, shall not exceed the  value 
sta ted  in 3.3.3.I.

5. PREPARATION FOR DELIVERY

5.1 For  civil agency procuremen t t he  levels 
of p reservation, packaging, and packing used 
are  defined in Federal Standard No. 102.

5.1.1 Packaging.

5.1.1.1 Levels A,  B, and C.—Belts shall be 
individually packaged with all necessary 
hardware and attachments  for each style  and 
shall conform to man ufacturer’s standard  
practice.

5.1.2 Packing.

5.1.2.1 Levels A,  B, and C.—Belts  shall be 
packed in s tandard commercial containe rs, so 
constructed  as to insure acceptance by com
mon or othe r carr ier for safe transp ortatio n 
at  the  lowest applicable rate  to the  point of 
delivery.

5.2 Marking.

5.2.1 Civil agencies.—Shipping conta iners  
shall be marked  in accordance with Federa l 
Stan dard  No. 123.

5.2.2 Mili tary  agencies. —  Shipp ing con
tainers shall be marked in accordance with 
Mili tary Standard MIL-STD-129.

6. NOTES

6.1 Ordering data.—Purcha sers  should ex
ercise  any desired options offered herein and 
procuremen t documents should specify the  
following:

(a)  Title, symbol, and date of th is speci
fication

(ft) Type (see 1.2.1)
(c) Style (see 1.2.1)
(d) Color (see 3.3.2.1)
(e) Limitation  in methods of attachment,

where justif ied (see Federal Stand
ard No. 119, paragraph  S3 (a) 1.) 

(/ ) Level of packaging and packing re
quired (5.1.1 and  5.1.2)

6.2 Intended use. — The automotive seat 
belts covered by this  specification are in
tended for use in m otor vehicles as an a id in 
reducing injur ies and accidental deaths re
sulting from accidents.

6.3 In the  procurement of products requ ir
ing qualification, the  rig ht  is reserved to re
jec t bids on products th at  have not been sub
jected to the requi red tes ts and found sat is
factory for  inclusion on the  Qualified Prod
ucts List. The attent ion  of suppliers is called 
to this  requirement, and manufactu rers are 
urged to arra nge  to have the products that  
they propose to offer to the Federal Govern
ment tested for qualification in order th at  
they may be eligible to be awarded contracts  
or orders for the  products covered by this  
specification. Informat ion perta ining to quali
fication of products covered by this  specifica
tion may be obtained from the  Standard
ization Division, Federal  Supply Service, Gen
eral Services Admin istration, Washington 
25, D. C.

6.4 Tran spor tation description.—Transpor
tation description applicable to this  item is:

Belts not  otherwise indexed by name, other 
than chain belts.
Carload minimum weight 30,000 pounds.

Belts not otherwise indexed.
Motor volume minimum weight 30,000 

pounds, subject to Rule 34, National 
Motor Freight Classification.

6.5 Nylon thread, types I or II, class 1, as 
covered by Military Specification MIL -T-
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7807, meets the  requirements specified in 
3.3.3.1.

6.6 “Dacron” is the regis tered tradem ark  
of the E.I. Dupont deNemours Corp, for  a 
polyester fiber.

Notice. — When Government drawings, spe ci
fications,  or oth er da ta are  used for  any  purpose 
oth er t han in connect ion w ith a definitely  re lated Gov
ernment proc urement operation , the  Uni ted St ates  
Government the reb y incu rs no responsibil ity no r any  
obligation  w hat soe ver; and the fact  that  the  Govern

ment may have formulated, fu rn ish ed , or in any  way 
supplied the  said  drawin gs,  speci fications,  or other  
data, is no t to be reg arded,  by  implicat ion or other
wise as in any  ma nner lice nsin g the  holde r or any 
other perso n or corporatio n, or  conveying any  rights  
or permission  to ma nufac tur e, use, or sell any 
pate nted  invention  th at  may  in an y way be rela ted 
there to.

MILITARY CUSTODIANS:
Army— Ordnance  Corps
Navy— Bureau o f Yards and Docks
Air Force.
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T est  B lock
F or L oop S trength Tes t 

F ig u r e :  2,.

A -  WEBBING

3 -  WEIGHT

C -  l /4  IN CH HE XA GO N R O D . C H R O M E L  
M O LYBD ENU M , COL O T IN IS H E D ,  
AS ROLLED. '

D  -  DRUM I6 IN C H  D /A .

E -  C RAN K

F  -  C RAN K ARM

H -  ANGLE  FORMED BY W EBBIN G  G S ° — Z

Abrasion Tes t
F ig u r e  3
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MOTE: Fi gu re s i l lu s t r a te  ge ne ra l de sign  
of ty p ic a l in s ta ll a ti o n s  re qu ired  and 
ar e no t in tend ed  to  pr ec lu de  in s ta ll a ti o n s  
which a re  othe rw ise  in  acco rdance  with  th e 
d e ta il  re au ire men ts of  th e sp e c if ic a ti o n .

I

F IG U R E  5 - a

-VEH IC LE  FHA HE

Copies of this specification may be purchased for 10 cents each.
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I n t .  Fed . S t d . No. 00 12 2c (G SA -F SS ) 
Ja nuar y 1 , 1 9 6 1 __________________
R e v is io n  o f  ~
I n t .  Fed . S td . No. 00 12 2b (G SA -FSS ) 
O ct ober  1 3 , 19 59

INTERIM FEDERAL STANDARD 

AUTOMOBILES, STATION WAGONS, AND LIGHT TRUCKS; 

STANDARD UNITS, STANDARD PERMISSIBLE OPTIONS, 

JUSTIFIABLE OPTIONS AND STANDARD LAW ENFORCEMENT OPTIONS

T h is  In te ri m  F e d e ra l S ta n d ard  w i l l  become e f f e c t i v e  Jan uary  1 ,  1 9 6 1 . 
I t  wa s d eve lo p ed  b y  S ta n d a r d iz a t io n  D iv is io n , F e d e r a l S u p p ly  S e r v ic e , 
G en era l S e r v ic e s  A d m in is tr a t io n , W as hi ng to n 25,  D. C . ,  b ase d  upo n 
c u r r e n t ly  a v a i la b le  t e c h n i c a l  in fo r m a ti o n . I t  i s  recommende d t h a t  
F e d e r a l a g e n cie s  use  i t  in  pro cu re m en t and  fo rw a rd  re co m m en da tion s f o r  
ch an ges to  th e  p r e p a rin g  a c t i v i t y  a t  th e  a d d re ss  show n a b o v e .

5 1 .  Pu rp os e an d sc o p e . -  T h is  F e d e ra l S ta n dar d  1 im it..«i th e  pr oc ur em en t 
o f  Go vernme nt  a u to m o b il e s , s t a t i o n  w ag on s,  c e r t a i n  l i g h t  t r u c k s , and c a r r y 
a l l s  t o  th e s m a ll e s t  number o f  v e h ic le  ty p e s  (a nd  ap p u rt en an ces) re q u ir e d  to  
a d e q u a te ly  per fo rm  th e s e r v i c e s  r e q u ir e d . Th es e st a n d a rd  u n it s  ha ve  be en  
adop te d  f o r  use  in  c o n s o li d a te d  p u rc h ase s to  a f fo r d  v e h i c l e s  o f  th e  ty p e and 
w e ig h t - c la s s  c o v e re d , p ro cu re d  w it h  s h o r t e s t  d e l i v e r y  d a t e s ,  a t  th e  lo w e s t  
p r ic e s  o b ta in a b le .

5 2 . C l a s s i f i c a t i o n .  -  Eq ui pm en t s ta n d a rd iz e d  h ere un der i s  c l a s s i f i e d  as 
S ta n d ard  U n it s ; Sta n d ard  J u s t i f i a b l e  O p ti o n s;  Sta ndar d  P e r m is s ib le  O p ti o n s;  
and S ta n d ard  Law E n fo rc em ent O p ti o n s .

S 2 .1  Sta n d ard  U n it s . -  S ta n d ard  U n it s s p e c i f y  in  d e t a i l  th e  v e h ic le s  and  
a p p u rt en an ces ( a c c e s s o r ie s  an d eq ui pm en t)  w h ic h  may be  r e q u is i t io n e d  (s e e  
t a b le  I V ) .

S 2 .2  Sta n d ard  J u s t i f i a b l e  O p ti o n s. -  J u s t i f i a b l e  O p ti on s in c lu d e  
d e v ia t io n s  fr om  th e  S ta n d ard  U n it , p e r m is s ib le  f o r  th e  in te n d e d  s e r v ic e  o r 
a p p l ic a t io n  when s u b s t a n t ia t i n g  j u s t i f i c a t i o n  i3  su b m it te d  w it h  th e r e q u i s i t i o n  
( s e e  t a b le  I ) .
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S2.3  Standard Permis sible Options. -  Perm issib le Options include 
optio nal equipment or ac ce ss or ies to be furnished wi th Standard Units, 
as determined by the using  a c t iv it y  (see table II ) .

S2.1j Standard Law Enforcement Options. -  Standard Law Enforcement 
Options include sp ec ia l equipment re qu ired  fo r law enforcement a c t iv it ie s . 
These options  are lim ite d to the equipment provided fo r in  the agency 's 
le g is la ti v e  autho rity  (see  ta bl e I I I) .

S3. Ap plicat ion . -  Purchases of  ve hicle  types covered by the items of  
ta ble IV sh al l be lim ited  to the Standard Units prescr ibed there in or as 
modified by the Standard Just if ia ble  Options, Permis sible Options and Law 
Enforcement Options, as ap pl ic ab le . Except as modified herein, the items 
are to be as sp ec ifi ed  by the la te s t issue in  e ff e c t of  the fol low ing  
sp ec if ic at io ns and standards:

Interim Federa l Spe ci fica tion s:
KKK-A-00811(GSA-FSS) -  Automobile (100- to Ui9-Inch Wheelbase). 
KKK-A-OO85O(GSA-FSS) -  Automobile, Stat ion Wagon, (Ux2, 100- To 

118-In ch Wheelbase).
KKK-T-00723(GSA-FSS) -  Truck, (Gasoline Engine, UX2, U,000 To 

10,000 Pounds G.V.W.) .

Fed eral Standard:
Fed. Std . Mo. $95 -  Co lors .

(A cti v it ie s outside  the Fed era l Government may obtain copies of  
Fed era l Sp ec ifi ca tion s,  Standards and Handbooks as outlined under General 
Information in the Index o f Fed era l Sp ecificatio ns ,St an dards and Handbooks 
and at the pr ice s ind ica ted  in  the Index. The Index, which inc ludes 
cumulative monthly supplements as  issued , is  fa r sa le on a sub scr ipt ion  
ba sis by the Superintendent o f Documents, U. S. Government Print ing  Offi ce , 
Washington 25, D. C.

(Single  cop ies  of  th is  sp ec if ic at io n  and other product sp ec ifi ca tion s 
req uir ed by a cti v it ie s  out sid e the  Federal Government fo r bidding purposes 
are av ai la ble  without charge at the General Se rvice s Administration  
Reg ional Offices  in  Boston, New York, Atlan ta,  Chicago, Kansas Ci ty , Mo., 
Dal la s, Denver, San Fra ncisco , Los Angeles,  Sea tt le , and Washington, D. C.

(Federal Government a c t iv it ie s  nay obta in cop ies  of Federal Sp ec ifi ca 
tion s,  Standards and Handbooks and the Index of  Federal Sp ec ifi ca tion s,  
Standards and Handbooks from es tabl ish ed  di st ribu tion  points in  th ei r 
ag en cies .)

M ili ta ry  Spec if ic at io ns:
MIL-S-10379 -  Supp ression, Radio Int erf ere nce  General Requirements 

fo r Ve hicle s (and Vehicular Suba ssem blies).

(Copies of  m il itar y sp ec if ic at io ns and standa rds req uired by con tractors 
in  connection  wit h sp ec if ic  procurement fun ctio ns should be obtained from the 
procuring agency or as di re cted  by the contrac tin g o ff ic e r .)
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Sii. Standard Options and Standard Units.

Si*.3 Standard Options. -  Standard Ju st if ia ble  Options, Law Enforce
ment Options and the ju s ti fi ca ti o n  req uir ed, and Perm issible Options sh al l 
be as itemized in tables  I,  I I , and III .

Sii .2 Standard Un its . — Standard Units with th ei r ap pl ica ble Fede ral 
Stock Numbers (FSN) sh al l be re qu isi tio ne d as li s te d  in ta bl e IV under 
items 1 through 70.

Table I . -  Just if ia ble  opt ion s -  (for  a l l  agen cies  when ju s ti fi e d ).

Ve hic le Option Ju st if ic ati on  necessary

Trucks , ca rr ya lls,  
and sedan del iv 
eri es -  Items 21 
thru  23j 32 & 33}
HO thru  1*2; $0 thru 
53} 62 4 70.

Engine of  minimum 259-cubic 
inch  disp lace men t, l$0 hp.,  
and 23$ f t ./ lb .  torque

Sedans -  Items 2, 
3, and 1*.

A ll  typ es ve hi cles  
her ein .

A ll  types ve hi cles  
herein.

8-cyl ind er engine

Heavy duty co ol ing 
system

l*0-amp. gen erator  
or

50-amp. al te rn at or

(a)  Where 20 percent or more of  
the ope rat ion  is  off-high way 
use, or

(b) Where ope rat ion  is  at  a l t i 
tudes of  10,000 fe et and 
ove r.

(a) Law enforcement ve hi cle.
(b) For ve hic le s wi th  automatic 

tran smissions  i f  20 percent  
or more o f ope ration is  on 
8 percent grade in mountain 
te rr ai n.

(a)  Where ope rat ion  is  deser t 
or equiva len t con ditions;

(b) Where opera tion is  at a l t i 
tudes of  over 6,500 fe et;

\( c)  Where ve hic le  is  used primari l y  
as a tow uni t,  or 

(d) Where ope rat ion  is  in  ambient 
a ir  temperatures at  125°F.

Where connected load  has a demand
Jo f over 3$0 wa tts , use and load
[shall be st at ed .
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Table  I .  -  J u s t i f ia b le  op ti ons -  ( fo r  a l l  ag en ci es  when J u s t i f ie d ) , c o n t' d .

Veh ic le  Op tio n J u s t i f ic a ti o n  ne ce ss ar y

A ll  ty pes  veh ic le s Nylon t i r e s  
h e re in .

A ll  v eh ic le s Ov ers eas pac kag e 
fo r ex port

(a ) F ir e  f ig h ti n g ;
J(b)  Ambulance se rv ic e ;
|( c )  Where 20 per ce n t o r more of  

oper at io n  i s  of f-h ighw ay  U3e; 
(d ) Law en fo rcem en t

(Where mandato ry fo r  le g a l 
ly e  h id e  o p era ti o n .

Tab le I I .  -  St an da rd  per m is si b le  options -  (p er m is si b le  to  
a l l  ag en ci es  ex ce pt  as  in d ic a te d  in  ta b le * )

Ve hic le

S ta ti o n  wagons (i te m s 12, 13,  and  ll*) .............................

A ll  ty pes  veh ic le s here in  ......................................................

L ig ht tr u ck s; sed an d e l iv e r ie s ;  o r c a r ry a ll s  (i te m s 
20 th ru  23 ; 30 th ru  33? UO th ru  1*2; 50 th ru  53;
60 th ru  62; and 7 0 ) . . . . . . . . ..................... ....

A ll  v eh ic le s her ei n  . . . . . . . . . . .  .....................

A ll  ty pes v eh ic le s her ei n  . . . . .  .............................  .

Sedan d e li v e r ie s  (i te m  62)  . . . .  ..................................

A ll  v eh ic le s  her ei n  ...................................................................

Ite m 2 1 ............................................................................................

Op tio n

8-c y li n d er en gin es .

(s ta nd ar d tr an sm is si on . 
{Automat ic tr an sm is si on .

(T ires , tu b e le s s ;
<T ire s w it h  tu bes ; or  
[T ires , mud and snow.

(T ainted  any  s in g le  stan da rd  
(p ro du ct io n co lo r or  to  match 
,any co lo r of  Fed.  S td . No. 
[595.

(S pe ci al  t r a c t io n  d i f fe r e n t ia l  
J ( I n t .  Fed. Spec.  KKK-D- 
l00350a(GSA-FSS).

J8 .0 0  X ll*, 6- pl y t i r e s ;  
(Heavy duty  re a r  sp ri ngs.

Sea t b e l t s .
f6 .70 X 15,  l*- ply  t i r e s ;  
[Rear bum pers.
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Table  I I .  -  Standard pe rm issible op tio ns  -  (c ont’d)

Vehicle Option

Items 21, 32, $0 and 70 ............................ .................... Four-spee d tra ns mission .

Al l types ve hi cl es  her ein  . . . . . . . .................... Undercoating.

♦For Department of  Defense only ,
a ll  non ta ct ic al  ve hicles  . . . . . . .

(Rad io- in terfe renc e sup pre ssion
<jin accordance wi th M ili ta ry  

.................... (S pe ci fica tio n MIL-S-10379.

Table I I I .  -  Law enforcement op tio ns  -  (perm iss ibl e to  age ncies 
to the exte nt pro vided fo r in  th e ir  le g is la ti v e  
au th or ity )

Vehicle Option

Sedans, st a ti o n  wagons and sedan 
d e li v e ri e s -( ite m s 2, 3, b, 12, 13, 
lb  and 62) ...................................................

"Special  ti r e s  and tube s.
Low cu t- in  ge nerat or  -  bO ampere.
Low cu t- in  a lt e rn a to rs  -  $0 ampere.
High performance eng ine -  300 hp. , 
minimum.
Special  pain t.
Padded vi so rs  and dashbo ards.
Heavy d uty  po lic e- type  se at s with 
viny l or  equal up ho ls te ry .

• • > Heavy sprin gs  and shock absorbers.
Heavy d uty  cooling  syste m.
B uil t- in  ra di o an ten na.
Fla she r li g h t and sp ec ia l sw itches. 
Power brakes.

■Power st eer in g .
’Rad io-in terfe renc e sup pre ssion  
(_as sp ec if ie d .
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Ta ble IV. -  St an da rd  u n it s

h-DOCR SEDAN

Ite m No. 1 FSN

Au tom obile ; h-d oo r se da n;
Type I ;  in  accordance w it h  In t.  Fed . Spec.  
KKKr A-008ll (GSA-FSS),  equipp ed  w it h :

6. 00  X 1$. U-ply  t i r e s ,  minimum:
6. 50  X 13, h -p ly  t i r e s ,  minimum- 
h ea te r and d e f ro s te rs , fr e sh  a i r  ty pe;  
hO-amp. hou r minimum b a tt e ry .

h-D O C R  SEDA N

Ite m No. 2 FSN

Au tom obile ; h-do or  se da n;
Type I I ;  in  accordan ce  w it h  In t.  Fed. Spec.  
KKK-A-008ll(GSA-FSS), eq uipp ed  w ith :

6. 70  X 15, h -p ly  t i r e s ,  minimum; or
7. 50  X lh , h-p ly  t i r e s ,  minimum; 
h ea te r and d e f ro s te rs , fr e sh  a i r  ty pe;
70-amp. hour minimum b a tt e ry .

2-DOOR SEDAN

Ite m No. 3 FSN

Au tom obile ; 2-d oo r se da n;
Type I I ;  in  accordan ce  w it h  In t.  Fed . Spec.  
KKK-A-008ll(GSA-FSS), eq uipp ed  w it h :

6. 70  X 15, h -p ly  t i r e s ,  minimum; or
7. 50  X lh , h -p ly  t i r e s ,  minimum; 
h ea te r and d e f ro s te rs , f re s h  a i r  ty pe;
70-am p. hour minimum b a tt e ry .

COUPE OR BUSINESS SEDAN

Item No. h FSN

Autom obile ; coupe or  busi nes s seda n;
Type I I ;  in  accordance w it h  In t . Fe d.Sp ec . 
KKK-A-003ll(GSA-FSS), eq uipp ed  w ith:

6.70  X 15, h -p ly  t i r e s ,  minimum; or
7.50  X lh , h -p ly  t i r e s ,  minimum; 
h ea te r and d e f ro s te rs , f re sh  a i r  ty pe ;
70-amp. hour minimum b a tt e ry .
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2-DOOR STATION WAGON

Ite m  No . 10

S ta t i o n  w ag on; 2 - d o o r ;
Ty pe  I ;  i n  a c c o rd a n c e  w i th  I n t .  F e d . S p e c . 
KXK-A -OO 85O (GS A-F SS) ; 1 0 0 - in c h  minim um 
w h e e lb a s e ; e q u ip p e d  w i th :

6 .5 0  X 13 , U -p ly  t i r e s ,  mi nim um ;
6 .7 0  X 15 , U -p ly  t i r e s ,  mi nim um ; 
h e a t e r  an d d e f r o s t e r s ,  f r e s h  a i r  ty p e ;
UO-am p. h o u r min im um  b a t t e r y .

U-DOOR STATION WAGON

FSN

It e m  No . 11

S ta t i o n  w ag on; U -d o o r ;
Ty pe  I I ;  i n  a c c o rd a n c e  w i th  I n t .  F e d . S p e c . 
EK E-A -OO85O(GSA-FS S);  1 0 0 - in c h  min imu m 
w h e e lb a s e ; e q u ip p e d  w i th :

6 .5 0  X 1 3 , U -p ly  t i r e s ,  minim um ;
6 .7 0  X 1 $ , U -p ly  t i r e s ,  mi nim um ; 
h e a t e r  and d e f r o s t e r s ,  f r e s h  a i r  ty p e ;
UO-am p. h o u r min im um  b a t t e r y .

U-DOOR STATION WAGON

FSN

It e m  No . 12

S ta t i o n  w ag on; U -d o o r ;
Ty pe  I I I ;  i n  a c c o rd a n c e  w i th  I n t .  F e d . S p e c . 
KKK-A -008 $0 (G SA -FSS );  1 0 8 - in c h  min imu m 
w h e e lb a s e ; e q u ip p e d  w i th :

6 .7 0  X 1 5 , 6 - p l y  t i r e s ,  mi nim um ;
7 .5 0  X 1U, 6 - p l y  t i r e s ,  mi nim um ; 
h e a t e r  an d d e f r o s t e r s ,  f r e s h  a i r  ty p e ;
70-a m p. h o u r min im um  b a t t e r y .

U-DOOR STATION WAGON

FSN

It e m  No. 13

S ta t i o n  w ag on;  U -d o o r ;
Ty pe  IV ; i n  a c c o rd a n c e  w i th  I n t .  F e d . S p e c . 
KKK -A -008 50 (G SA -F SS ); 1 1 8 - in c h  minim um 
w h e e lb a s e ; e q u ip p e d  w i th :

8 .0 0  X 1U,  6 - p l y  t i r e s ,  minim um 
h e a te r  and d e f r o s t e r s ,  f r e s h  a i r  ty p e ;  
70-a m p.  h o u r mi nimum  b a t t e r y .

FSN
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I n t .  F e d . S td . No . 0 0122c( G SA -F SS )

U-DOOR STATION WAGON

Ite m  N o.  I ll  FSN

S t a t i o n  w ag on ; U -d o o r;
Typ e V; i n  a c c o rd a n c e  w i th  I n t .  F ed . S p e c . 
KKK-A -0 08 50 (G SA -F SS ); 1 1 8 - in c h  minim um 

’ w h e e lb a s e ; e q u ip p e d  w i t h :
8 .0 0  X l l i ,  6 - p ly  t i r e s ,  mi nimum ; 
h e a t e r  an d d e f r o s t e r s ,  f r e s h  a i r  ty p e ;
7 0 -a m p . h o u r minim um b a t t e r y .

1 /2  TON PICKUP (FORWARD CONTROL)

I te m  No . 20  FSN

T ru c k ; p ic k u p  body ;
Ty pe  I ;  U000 minim um GVW; i n  a c c o rd a n c e  
w i th  I n t .  F e d . S p e c . K KK -T -0 07 23 (G SA -F SS );
9 0 - in c h  minim um w h e e lb a s e ; e q u ip p e d  w i th :

6 .5 0  X 1 3 , li - p ly  t i r e s ,  min im um ; 
h e a t e r  an d d e f r o s t e r s ,  f r e s h  a i r  ty p e ;  
liO -a mp.  h o u r minim um  b a t t e r y .

1 /2  TON PICKUP

Ite m  No.  21  FSN

T ru c k ; p ic k u p  b o dy ;
Ty pe  IV ; l| 800  min imu m GVW; i n  a c c o rd a n c e  
w i th  I n t .  F e d . S p e c . KK K- T-OO 723(OS A- FS S) ;

* 1 1 0 - in c h  minim um  w h e e lb a s e ; e q u ip p e d  w i th :
6 .5 0  X 1 6 , 6 - p ly  t i r e s ,  mi nimum ; 
h e a t e r  .and d e f r o s t e r s ,  f r e s h  a i r  ty p e ;

* 7 0 -a m p . h o u r minim um  b a t t e r y .

3 /U  TON PICKUP

Ite m  Ho . 22  FSN

T ru c k ; p ic k u p  b o dy ;
Typ e IX ; 58 00  minim um  GVW; i n  a c c o rd a n c e  
w i th  I n t .  F e d . S p e c . KK K- T-OO 723(G5 A- FS S) ;
1 1 8 - in c h  minim um  w h e e lb a s e ; e q u ip p e d  w i t h :

8 - 1 7 .5 ,  6 - p l y  t i r e 3 , min im um ; 
h e a t e r  an d  d e f r o s t e r s ,  f r e s h  a i r  ty p e ;
70-a m p. h o u r minim um b a t t e r y .
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I n t .  Fa d.  S td . No. OO122c(G3A-FSS)

1 TON PICKUP

Item  No. 23 FSN

Tr uc k;  p ic kup bod y;
Type X II 5 7000 mi ni mum GVIY; in  ac co rd an ce  
w it h  I n t .  Fe d.  Sp ec . KKK-T-00723(GSA-FSS) ;
125-i nch  minimum w he el ba se ; eq ui pp ed  w it h :

8 -1 9 .5 , 8 -p ly  t i r e s ,  minimum; 
h e a te r  and d e f ro s te r s , f r e s h  a i r  ty p e ;
70-amp. ho ur  mi ni mum b a t te ry .

1 /2  TON PANEL -  WITH METAL SIDE PANELS (FORWARD CONTROL)

Ite m No. 30 FSN

Tr uc k;  pane l bod y -  w it h  m eta l s id e  p an e ls ; fo rw ar d c o n tr o l;
Type I I ;  U000 minimum GVW; in  ac co rd an ce  w ith  
I n t .  Fe d.  Sp ec . KKK-T-OO723(GSA-FSS);
90-i nch  minimum w he el ba se ; eq uip ped  w it h :

6. 50 X 13, U-p ly  t i r e s ,  minimum; 
h e a te r  and d e f ro s te r s , f r e s h  a i r  ty p e ;
UO-amp. ho ur  minimum b a t t e r y .

1 /2  TON PANEL -  WITH GLASS SIDE PANELS (FORWARD CONTROL)

Item  No. 31 FSN

Tr uc k;  pan e l bod y w it h  g la s s  s id e  p a n e ls ; fo rw ar d c o n tr o l;
Type I I I ;  hOOO minimum GVW; i n  ac co rd an ce  w it h  
I n t .  Fe d.  Sp ec . KKK-T-OO723(G3A-FSS);
90-i nch  minimum w he el ba se ; eq ui pp ed  w it h :

6 .5 0  X 13 , U-p ly  t i r e s ,  minimum;
h e a te r and d e f ro s te r s , f r e s h  a i r  ty pe;
UO-amp. ho ur  minimum b a t t e r y .  «

1/2  TON PANEL

Item  No. 32 FSN

Tr uc k;  p an e l bo dy ; Type V; U800 minimum GVW; 
in  ac co rd an ce  w it h  I n t .  Fe d. Spec . KKK-T-OO723 
(GSA -F3S); 110-i nch  minimum w hee lb as e;  eq ui pp ed  
w it h :

6 .5 0 X 16 , 6 -p ly  t i r e s ,  minimum; 
h e a te r and  d e f ro s te r s , f r e s h  a i r  ty p e ;
70- amp. ho ur  minimum b a t te ry .
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I n t .  F ed . S td . No. 00 12 2c (GSA-FS S)

1 TON P.lNEL -  9-FOOT BODY, MINIMUM

It em  No.  33

• T ru ck ; 9 - f o o t  p a n e l body,: min imu m;
Type X I I I ;  7000  minimum GVW; i n  ac cord ance 
w it h  I n t .  Fed . S pec . KKK-T-OO723(GSA-FSS);

• 1 2 5 -in c h  minimum w h ee lb ase ; equ ip ped  w i th :
8 -1 9 .5 , 8 -p ly  t i r e s ,  min imu m; 
h e a te r  and d e f r o s t e r s ,  f r e s h  a i r  ty p e ; 
70 -a m p.  ho ur  minimum b a t t e r y .

3/U TON STAKE

It em  No. UO

T ru ck ; s ta k e  bo dy ; Typ e X;
5800  minimum GVW; in  a c co rd an c e  w it h  
I n t .  F ed . S pec. KKK-T-OO723(GSA-FSS);
1 1 8 -in c h  minim um w h ee lb ase ; eq u ip ped  w it h : 

8 -1 7 .5 , 6 -p ly  t i r e s ,  min imu m; 
h e a te r  and d e f r o s t e r s ,  f r e s h  a i r  ty p e ; 
70 -a m p.  ho ur  minimum b a t t e r y .

1 TON STAKE -  LIGHT DUTY

It em  No. Ul

T ru ck ; s ta k e  bod y;  Typ e XIV;
70 00  minimum GVW; in  ac co rd an c e  w it h  
I n t .  F ed . S pec . KKK-T-OO723(GSA-F3S);

• 1 2 5 -in c h  minimum w h ee lb ase ; equ ip ped  w it h :
8 -1 9 .5 , 6 -p ly  t i r e 3 ,  min imu m; 
h e a te r  an d d e f r o s t e r s ,  f r e s h  a i r  ty p e ;

» 70 -a m p.  ho ur  minimum b a t t e r y .

1 TON STAKE -  HEAVY DUTY

FSN

F5N

FSN

It em  No. U2

T ru ck ; s ta k e  bod y;  Type XV;
85 00  minimum GVW; in  ac co rd an c e  w it h  
I n t .  F ed . S pec . KK K-T -00723 (GS A-F SS);
12 lx -i nch  minimum w h ee lb ase ; equ ip ped  w it h :

8 -1 9 .5 , 6 -p ly  t i r e s ,  minim um; o r
8 -1 7 .5 , 8 -p ly  t i r e s ,  min imu m, d u a l r e a r  w h e e ls ;
h e a te r  an d d e f r o s t e r s ,  f r e s h  a i r  ty p e ;
70 -a m p.  ho ur  minimum b a t t e r y .

FSN
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I n t .  F ed . S td . No. 00 12 2c (GS A-F SS)

1 /2  TON CAB AND CHASSIS ONLY

It em  No. 50  FSN

T ru ck : ca b  and c h a s s is  o n ly ; Typ e VI;
U800 minim um GVW; in  ac co rd an c e  w it h  
I n t .  F ed . Spec . KK K-T -00723 (GSA-F3 S);
1 1 0 -in c h  minimum w h ee lb ase ; equ ip ped  w i th :

6 .5 0  X 16 , 6 -p ly  t i r e s ,  minimum; 
h e a te r  and d e f r o s t e r s ,  f r e s h  a i r  ty p e ;
70 -a m p.  ho ur  minimum b a t t e r y .

3 A  TON CAB AND CHASSIS ONLY

It em  No.  5 l  FSN

T ru ck ; ca b an d c h a s s is  o n ly ; Type X I;
5800  minim um GVW; in  a c co rd an c e  w it h  
I n t .  F ed . S pec . KK K-T -00723 (GS A-F SS) ;
1 1 8 -in c h  minimum w h ee lb ase ; eq u ip ped  w i th :

8 -1 7 .5 , 6 -p ly  t i r e s ,  min imu m; 
h e a te r  and d e f r o s t e r s ,  f r e s h  a i r  ty p e ;
70 -a m p.  ho ur  minimum b a t t e r y .

1 TON CAB AND CHASSIS ONLY -  LIGHT DUTY 

It em  No . 52 FSN

T ru ck ; ca b  and c h a s s is  o n ly ;  Type XVI;
7000  minimum GVW; in  ac co rd an c e  w it h  
I n t .  F ed . S pec . KKK-T-OO723(GSA-FSS);
1 2 5 -in c h  minimum w h ee lb ase ; eq u ip ped  w i th :

8 - l ? . 5 ,  6 -p ly  t i r e s ,  min imu m;
h e a te r  and  d e f r o s t e r s ,  f r e s h  a i r  ty p e ; «
70 -am p.  ho ur  minimum b a t t e r y .

1 TON CAB AND CHASSIS ONLY -  HEAVY DUTY 

It em  No. 53 FSN

T ru ck ; ca b  and  c h a s s is  o n ly ; Typ e XV II;
8500  minimum GVW; in  ac co rd an c e  w it h  
I n t .  F ed . S pec. KK K-T -00 723(G 3A -FS 5);
1 2 5 -in c h  minimum w h e e lb a se ; equ ip ped  w it h :

8 -1 9 .5 , 6 -p ly  t i r e s ,  min imu m; o r
8 -1 7 .5 , 8 -p ly  t i r e s ,  min imum, d u a l r e a r  w h ee ls ;
h e a te r  an d d e f r o s t e r s ,  f r e s h  a i r  ty p e ;
70 -a m p.  ho ur  minimum b a t t e r y .
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I n t .  Fe d.  S td . No. 001 22c(GSA-FSS)

SEDAN DELIVERY -  WITH METAL SIDE PANELS

Item  No. 60 FSN

• Tru ck ; se da n d e li v e ry  body w it h  m et al  s id e  p a n e ls ;
Type V il a ; UOOO mi n i mum GVW; in  ac co rd an ce  w ith  
I n t .  Fe d.  Sp ec . KKK-T-OO723(GSA-FSS); 90-i nch

» minimum w hee lb as e;  eq ui pp ed  w it h :
6 .^ 0  X 13 , U-p ly  t i r e s ,  minimum; 
h e a te r  and  d e f r o s te r s , f r e s h  a i r  ty p e ;
UO-amp. ho ur  minimum b a t te r y .

SEDAN DELIVERY -  WITH GLASS SIDE PANELS

Item  No. 61 FSN

Tru ck ; se dan  d e li v e ry  bod y w it h  g la s s  s id e  p a n e ls ;
Type V ll b ; UOOO minimum GVW; in  ac co rd an ce  w it h  
I n t .  Fed . Sp ec . KKK-T-00723(G3A-FSS);  90-i nch  
minimum w hee lb as e;  eq ui pp ed  w it h :

6.f>0 X 13 , U-p ly  t i r e s ,  minimum; 
h e a te r  and d e f ro s te r s , f r e s h  a i r  ty pe;
UO-amp. ho ur  minimum b a t te r y .

SEDAN DELIVERY -  WITH GLASS SIDE PANELS

Item  No. 62 FSN

Tru ck ; se dan  d e li v e ry  body  w it h  g la s s  s id e  p an e ls ;
Type V III ; U200 minimum GVW; in  ac co rd an ce  w it h  
I n t .  Fed . Sp ec . KKK-T-OO723(GSA-FSS); 115-i nch

• minimum w hee lb as e;  eq ui pp ed  w ith :
8 .0 0  X 1U, U-p ly  t i r e s ,  minimum; 
h e a te r  and d e f ro s te r s , f r e s h  a i r  ty p e ;

» UO-amp. ho ur  minimum b a t te r y .

CARRYALL

Item  Mo. 70 FSN

Tru ck ; c a r r y a l l  bo dy ; Type X V II I;  U800 mi ni mum
GVW; in  ac co rd an ce  w it h  I n t .  Fed . Sp ec . KKK-T-00723(G3A-FSS);
ll U -in c h  m in i mum w he el ba se ; eq uip ped  w it h :

6 .5 0  X 16 , 6 -p ly  t i r e s ,  minimum; 
h e a te r  and  d e f ro s te r s , f r e s h  a i r  ty pe;
70-amp. ho ur  minimum b a t te r y .

707 06 O—(61------25
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Int. Fed. Std. No. 00122C(GSA-FSS)

55. Deviations and changes.

55.1 Deviations.

55.1.1 Minor deviations. - This standard does not prohibit minor
total expenditures for alterations or modifications after receipt of •
vehicle under the following conditions: (1) alterations and modifications 
shall be for unusual service requirements of the using activity; (2) the 
expenditure shall not exceed 5 percent of the total cost of the vehicle
or $75 whichever is less; and (3) the total cost of the vehicle, plu3 *
alterations or modifications, shall not exceed the statuatory limitations.

55.1.2 Major single purchase deviations. - When an agency feels that 
because of operating conditions peculiar to a particular vehicle a deviation 
from the standard item is required other than as provided under Minor Devia
tions (see S5.1.1), and the options of tables I, II and III, complete 
justification should be submitted to the procuring activity. This justifica
tion should accompany the requisition and should include detailed information 
describing the type of operation involved and any special physical conditions 
to be encountered.

55.2 Changes. - When a Federal agency, other than as provided in 
S5.2.1, considers that a Federal standard does not provide for its 
essential need, written request for adding to or otherwise changing the 
standard, supported by adequate justification, shall be sent to the 
Administration. This justification shall explain wherein the standard 
does not provide for essential needs. The request shall be sent in 
duplicate to the General Services Administration, Federal Supply Service,
Standardization Division, Washington 25, D. C. The Administration will 
determine the appropriate action to be taken and will notify the agency.

S5.2.1 Military services. - When any Military agency considers that 
this Federal standard does not provide for its essential needs, desired 
changes shall be requested in accordance with established Department of 
Defense procedures. If the military agency responsible for purchase of 
the vehicle(s) concerned concurs in the requested changes, they will be 
forwarded to the General Services Administration, Standardization Division, 
with appropriate recommendations. a

56. Conflict with referenced specifications. - Where the requirements 
specified in this standard conflict with any requirements in referenced
specifications, the requirements of the standard shall apply. Nature of c
conflict between the standard and the referenced specification shall be 
submitted in duplicate to Standardization Division, Federal Supply Service,
Regional Office Building, General Services Administration, Washington 2$, D. C.

Single copies of this standard are available w i t h o u t  c h a r g e  at the GSA
Regional Offices in Boston, New York, Atlanta, Chicago, Kansas City, to., 
Dallas, Denver, San Francisco, Los -hngeles, Seattle, and Washington, D.C. 
Additional copies raay be purchased for 10 cents eacn from the General 
Services Administration, Business Service Center, Region 3, Seventh and D 
Streets, S. W. , Washington 25, D. C.
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I n t .  F e d . S td .  No . 001 22 o( GSA -F SS )
Am endm en t-1
J a n u a ry  1 , 196 1

INTERIM FEDERAL STANDARD

AUTOMOBILES, STATION WAGONS, AND LIGHT TRUCKS; 
STANDARD UNITS, STANDARD PERMISSIBLE OPTIONS, 

JUS TIFIAB LE OPTIONS AND STANDARD LAW ENFORCEMENT OPTIONS

T h is  am en dm en t fo rm s a  p a r t  o f  I n t e r im  F e d e r a l S ta n d a rd  No.  001 22 c( G SA -F SS),  
d a te d  J a n u a ry  1 , 1961 .

Pag e 1*, t a b l e  I I :  D e le te  and  s u b s t i t u t e :

T a b le  I I .  -  S ta n d a rd  p e r m i s s i b l e  o p t io n s  -  ( p e r m is s ib le  t o  a l l  
a g e n c ie s  e x c e p t  a s  in d i c a t e d  i n  t a b l e * )

V e h ic le  O p ti o n

S t a t i o n  w ag ons  ( it e m s  1 2 , 13  an d  lU )  ..............................

A l l  ty p e s  v e h i c l e s  h e r e i n  .  ...................................................

l i g h t  t r u c k s ;  sed an  d e l i v e r i e s ;  o r  c a r r y a l l s  
( i t e m s  20  t h r u  2 3 ; 30  t h r u  3 3 ; UO t h r u  U2;
$0  th r u  $ 3 ; 60  t h r u  62 ; an d 7 0 ) .......................................

A l l  v e h i c l e s  h e r e i n .....................................• ............................

A l l  ty p e s  v e h i c l e s  h e r e i n ........................................................

S ed an  d e l i v e r i e s  ( it e m  62 ) ....................................................

A l l  v e h i c l e s  h e r e in  . .....................................................................

It e m  2 1 . . . . . . . ..................................................................

I te m s  2 1 , 3 2 , 50 an d 70  .............................................................

A l l  ty p e s  v e h i c l e s  h e r e i n  ........................................................

* F o r D e p a rtm e n t o f  D efe n se  o n ly ,
a l l  n o n t a c t i c a l  v e h i c l e s  ......................................................

8 - c y l in d e r  e n g in e s .
S ta n d a r d  t r a n s m is s i o n .  
{A ut om at ic  t r a n s m is s i o n .

T i r e s ,  t u b e l e s s ;
‘ T i r e s  w i th  t u b e s ;  o r  

T i r e s ,  mud an d  sn ow .
P a in te d  an y  s i n g l e  s ta n d a r d

J p r o d u c t io n  c o l o r  o r  to  m atc h  
an y  c o l o r  o f  F ed . S td .N ) . 59f>»

S p e c i a l  t r a c t i o n  d i f f e r e n t i a l
< ( I n t e r i m  F e d . S p e c . 

KKK -D -00350a(G SA -FSS ) . )
6 .7 0  X 15 , o r  8 .0 0  X U ,

2 6 - p ly  t i r e s ;  and  h eav y  
d u ty  r e a r  s p r in g s .

S e a t  b e l t s .

{
‘/ _ \  J l 0 5  B .H .P ; an d 
V 1 1 6 .7 0  X 1 5 , h - p ly  t i r e s ,  

(b )  R ea r b u m p ers .

F o u r-sp e e d  t r a n s m is s i o n .

U n d e rc o a t in g .

R a d i o - in t e r f e r e n c e  s u p p r e s s io n
‘ i n  a c c o rd a n c e  w i th  M i l i t a r y  

S p e c i f i c a t i o n  M IL -S -1 0379.
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AJENDMENT-1
In t . Fe d.  S td . No. 00122c(GSA-FSS)

Page 6,  Item No. 1, f i f t h  li n e s  Del et e "6 .5 0 X 13, b -p ly  t i r e s ,  
minimum" and s u b s ti tu te  "6 .0 0 X 13,  b -p ly  t i r e s ,  minimum".

Page 7, Item No. 10,  s ix th  l in e  s D elete "6 .7 0 X 15, b -p ly  t i r e s ,  
minimum" and s u b s ti tu te  "6 .5 0 X 15,  b -p ly  t i r e s ,  minimum''.

Page 7,  Item No. 11, s ix th  l i n e :  D elete 6. 70  X 1? , b -p ly  t i r e s ,  
minimum" and su b s ti tu te  "6 .$ 0 X 15,  b -p ly  t i r e s ,  minimum".

Page 8, Item No. 20, f i r s t  l i n e ;  A ft er  "t ru ck ; pickup  body;" 
add "forward c o n tr o l; " .

Page 12,  Item  No. 60, sec ond l in e :  Del et e "bOOO" and s u b s ti tu te  "32 00" . 

Page 12, Item  No. 61, sec ond l i n e :  D elete "bOOO" and s u b s t i tu te :  "3200" 

Page 12, Item No. 62:  D el et e and su b s ti tu te :

SEDAN DELIVERY -  WITH GLASS SIDE PANELS 

Ite m No. 62 FSN

Truck;  sedan d e li v e ry  body w it h  g la ss  si de pa nel s;  
Type V II I;  b200 minimum GVTT; in  ac co rdance  with  
I n t . Fed . Spec.  KKK-T-OO723(GSA-FSS); 10 8- inch  
minimum w he elb ase; equip ped w it h :
8.0 0 X lb , b -p ly  t i r e s ,  minimum;
6. 70  X 15, b -p ly  t i r e s ,  minimum;
h ea te r and d e fro s te rs , f re s h  a i r  ty pe;
bO-amp. hour  minimum b a tt e ry .
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Mr. R oberts. The following quotation, to be found on pages 5 and 
6, of a recent publication of the New York S tate Automobile Associa
tion, en titled ‘‘How Our State Can Measure Up to Its  Traffic Safety 
Needs” will be of interest in connection with the proposed legis lation:

II.  TH E VEHICLE

“Vehicle and  vehicle equipment des ign and condition a re obvious cons idera tions  
in acciden t causation , and the  St ate has  long been concerned with them.”— 
Interd epa rtm ental Traffic Safety Committee Repor t, November 1959.
Safel y equipment

As a matt er  of fact, the his tory of safe ty improvements in the  American 
motor car  is characte rized by the  in itiati ve  of Sta te legisla ture s in mandating 
wha t are now considered to be basic  safe ty measures—stop ligh ts, directional 
signals, wipers , sha tter-proof windshields.

It  is no secre t that  tire blowouts cont inue  to res ult  in serious accidents. Yet, 
blowout-proof tires can be produced commercially. Ju st  as no motor vehicle 
may be sold, today, in New York State without  a windshield  wiper , it  would 
seem possible that  the  legislature  could man date  the  use of blowout-proof tires.

Beyond thi s step  is an ent ire  ser ies  of “safe  packaging” devices, including 
sea t belts, dashboard padding and posi tive door locks. It  is evident that  much 
can be done to reduce the seve rity of injur y through the  use  of these devices.
The need

The Sta te of New York should examine claims for  devices to make  vehicles 
safer and, if  the  claims app ear  to be valid, should manda te the  use of these 
devices.

(The following information was submitted for the record :)
General Services Administration,

Washington, D.C., April 26,196l.
Hon. Kenneth  A. Roberts,
Chairman, Subcommittee  on Hea lth and Safety,  Comm ittee on Inters tat e and 

Foreign Commerce, House o f Re presenta tives, Washington , D.C.
Dear Mr. Chairman : In response to your request of April 10. 1961, for the

views of the  General Services Adm inis trat ion  on the  eight safe ty recommenda
tions made by the  American Medical  Association, we wish to m ake the  following 
comments.

The General Services Admin istratio n is in full  accord with  the  AMA recom
mendations. Of these  recommendat ions, implementa tion of one through seven 
could reduc e the sever ity of inj ury in motor vehicle accidents.  Recommenda
tion 8, as it  per tain s to sta ndard  signal s and improved signaling  devices that  
more clea rly indicate  the dri ver’s intent, could help to prevent cer tain types of 
accidents.

In  keeping with  the recom mendations  of the AMA and proven research, the 
General Services Adm inist ration is revising Fede ral standard s and specifications 
for  motor  vehicles  to requ ire anchors for  two seat belts in the fro nt  sea t and 
thre e belts in the  rear sea t of sedans, and anchors for seat belts fo r a ll passengers 
in sta tion  wagons, ambulances, and  buses.

In dete rmining the inclusion in the  s tan dards of dash  and visor padding, which 
is presently available as a manufac turer ’s option, we will aw ait  the  research 
findings of the  Department of Hea lth,  Educat ion, and Welfare. If  these find
ings prove the  va lue of padding, we will include it  in the  p rocu rement stan dar ds 
concurrent with obtaining any needed incre ase in the sta tut ory pric e limitation .

Recommendat ions two through eig ht will be discussed with  both sales  and 
engineering  representativ es of the vehic le manufactur ers.  In these discussions 
we will str ess  to the full extent  possib le the  des irab ility  of inco rporating these 
safety  suggest ions into the vehicle design.

We wish to tha nk  you for  the  opportu nity  of comment ing on the AMA recom
mendations , and  assure  you th at  we will continue to cooperate  with your 
subcommittee.

Sincerely yours,
John L. Moore, Adm inis trator .
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The Secretary of Commerce,
Washington, D.C., June  H, 1961.

Hon. Kenneth A. Roberts,
Chairman, Subcommittee on Health and Safety, Committee on Inters tate and 

Foreign Commerce, House of Representatives, Washington, D.C.
Dear Mr. Chair man : This  is in fu rth er  response to your le tte r of April 10

requestin g iny views on specific s afe ty recommendations made by the American 
Medical Association in it s l ette r to you da ted March 28, 1001.

My comments are  in the ord er of the points set out  in the le tte r from the 
American Medical Association. •

,(1) I agree tha t our motor vehicle  manufacturers are  to be commended for 
the ir announced decision th at  att ach me nts  for sea t belts in the  fro nt seat will 
be standard  equipment  on all 1002 vehicles.

(2) I thin k it would be good if all automobi les could come equipped with ■
some kind of padding on the dashbo ard  as well as some appropr iate  padding on
the roof of the car  and other impact areas. As you can realize the term “crash  
padding*’ is a very broad one and wha t one person or one company would 
consider adeq uate  in that  respect could very well differ from the opinion of 
others.

(3) I would certa inly favor any  s afe ty improvement that  can be developed for  
stee ring  wheels. It is of course a question of wha t is practic al and workable  
and at  the same time economical enough so that  its use in mass  production 
of automobiles is possible.

(4) Safe ty door locks in all motor vehicles to gua rd again st doors coming 
open in even t of a crash  would seem to be generally desirable. In this  con
nection, however, one must keep in mind the accidents which involve an auto 
mobile’s plunging into a river or some other body of water—and in those cases 
il will be highly desirable to hav e a door assembly and locking mechanism 
which will enable one to get the  doors  open ra ther  tha n keep them shut. The 
same would of course apply in the  event  a vehicle caug ht on fire as a result of 
an accident. Again, I am sure the re are  questions of cost as well as prac tical  
workabi lity which would simply have to be thought  through very carefully  
before a  particu lar  device should  be adopted  for  all motor vehicles.

(5) In  my opinion, it is defin itely desi rable to design and con stru ct the in
ter ior  of automobiles so as to elim ina te or hold to the  very minimum prot ruding 
knobs, handles, and sharp edges. I personally feel th at  cons ideration s of ap 
pearance  dominate to a  great ex ten t the decision as to how a dashboard will be 
constructed  as well as door hand les, and othe r fea tures of the inte rior of an 
automobile.

(6 ) The use of the term “improved anchorage of sea ts” implies th at  there is 
both a presen t need for improvement as well as a feas ibili ty for  improvement.
While as  a  theoretica l ma tter I would assume that  improvements  could be made
on this poin t I am not prepared  to  make  a wholesale condemnation of the pres- i
ent  general situation nor to sta te  firm conclusion as to wh at changes, if any, 
ought  to be made. Neither am I prep ared  to conclude that  sea ts in an auto
mobile should  be high enough to reach the back of a person’s head, which would 
be necessary—I suppose—to prevent the so-called neck-snap injury . <

(7) Offhand, I don’t think much of the  suggestion about providing storage 
space behind  the rea r sea t so a s to protect the  passengers from “flying missiles.” 
l ’eople are  going to be people and a hat,  the baby’s milk bottle , an apple, or 
most any other item which a person might have in an autom obile will likely 
be deposited on the  seat beside the  passenger even though stor age  space equiv
alen t to that  contained in a good-sized pickup truc k was ava ilab le behind the 
rea r seat.

(8) I don’t understa nd the  full significance of the suggestion th at  there be an 
improved system of “intercommunication between drivers of moving vehicles.”
I don 't know by wha t practical piea ns this  could be done—except possibly by 
some r adio  device whereby every ca r’s loudspeaker was wide open on the same 
channel—or perhaps with the  use of a large  and efficient megaphone carried on 
the top of car s or prot ruding ou t of the  car windows. I don’t mean to be 
facetious  on this par ticula r point bu t I quite  frankly fail  to see any solid sub
stance in thi s partic ula r sugges tion. In fact, I think we would be promoting 
safe ty more if we emphasized to drivers that  they should communicate  less— 
eith er with the ir fellow passengers or with  the  driv ers of oth er vehicles.

I would like to offer this overall observation concerning the many specific (and 
often very cons truct ive) suggestions  that  might be offered as improved safety



MOTOR VEHICLE SAFETY STANDARDS 373

fe a tu re s of  mot or  ve hic les . F ir s t,  th e  g re a te st  a nd m os t ef fect ive sa fe ty  fe a tu re  
in  an  au tomob ile  ca nno t be in st al le d  a t th e  fa ct or y. I re fe r to th e dri ver . 
H ig hw ay  ac cide nt  s ta ti st ic s dem onst ra te  co nc lusive ly  th a t d ri ver fa u lt s— bo th 
del ib era te  an d unin te n ti onal— ac co un t fo r th e  ov er w he lm in g m ajo ri ty  of h ig h
way  ac cide nt s. Sec ond , no  si ng le  sa fe ty  de sign  or fe a tu re  of  an  au tom ob ile  
is lik ely ev er  to do qu ite as mu ch  as  th a t p a rt ic u la r fe a tu re ’s en th usi ast ic  
ba ck er s wo uld  sup pose . F o r ex am ple,  sa fe ty  be lts , ev en  whe n se cu re ly  fa st en ed  
aro und th e pa ssen ge r, const it u te s no  100-p ere ent g u a ra n te e ; an d su ch  guara n te e 
as  th ere  is dw indles  to  ze ro  w he n th e d ri ver or  th e  pas se nger  do es  no t ha ve  
th e sa fe ty  be lt fa st en ed  ar ound  his  mi dd le.  I men tio n th is  simpl y to  em ph as ize 
th a t as  a pr ac ti ca l m att e r we al w ay s come  ba ck  to  th e  pe op le wh o ri de in  
au tomob ile s.

Nex t, I wo uld  lik e to  em ph as iz e my pe rs on al  op in ion th a t th e  th eo re ti ca l 
va lu e of  a p art ic u la r de vi ce  o r de sign  in a  m oto r ve hi cl e m us t be an al yz ed  
ca re fu lly  in  te rm s of  th e  re as on ab ly  ex pe cted  ne t p ra cti cal va lue,  in cl ud in g 
co ns id er at io n of  th e hum an  fa c to r in us in g th e  eq ui pm en t inv olve d and th e  
econom ic co st  inv olv ed.

In  th e  fin al an al ys is , th e  pe op le  of  th e  co un try wh o bu y au tom ob ile s m ust  
pa y fo r an y im proved  sa fe ty  fe a tu re s which  a re  buil t in to  th e  au tom ob ile  a t 
th e  fa cto ry —to th e ex te n t th a t such  sa fe ty  fe a tu re s add  to  cost.  I do ub t 
se riou sly th a t th e av er ag e au to m ob ile purc hase r w ill  w ant to  in cr ea se  th e  co st  
of  h is  pu rc has e an y co nsi de ra ble  am ou nt  un le ss  th e  sa fe ty  ca se  is ve ry  cl ea rly 
an d ov erwhe lm ingly ma de . I do  th in k th a t th e co nt in ui ng  ch al leng e which  co n
fr on ts  our au tomob ile  m anu fa c tu re rs  is  to  find way s of im pr ov in g sa fe ty  fe a 
tu re s an d in tr oduri ng  new sa fe ty  fe atu re s in  our m ot or  v eh ic le s, a t a co st  whi ch  
is re as on ab le  in th e m ar ket pla ce . Also,  I am  eq ua lly  co nv ince d th a t th ere  a re  
some th in gs  which  could  be  do ne  in th e  m anufa ctu re  of m ot or  ve hicles  which  
wou ld co nt ri bu te  to  g re a te r sa fe ty  an d which  could  be  (lone  a t li tt le  or no 
ex tr a  co st to th e m anu fa ctu re r o r to  t he  pur ch as er . F or ex am pl e,  I see  no re as on  
why  th e  in te ri o r o f  au to m ob iles  can’t be de sign ed  so  as  to  e lim in at e mos t sh arp  
edges, pro tr ud in g  knobs , han dle s,  etc .

You as ke d in  yo ur  le tt e r w heth er in my op in ion some  o r al l of  th es e sa fe ty  
fe a tu re s sh ou ld  be re qu ired  fo r th e  mot or  ve hicles  pu rc has ed  by th e Fed er al  
Gov ernm en t. The  on ly  one o f th es e specif ic ite ms th a t I wou ld  sugg es t, as  of  
ri gh t now , he re qu ired  fo r m oto r ve hicle s pu rc ha se d by th e  Fed er al  Gov ernm en t 
is No. 1, re ga rd in g ad equate  an ch or ag e po in ts  fo r se at  bel ts —an d th e m an u
fa c tu ri ng  c om pa nies  w ill  be  m ee ting t h is  nex t ye ar .

I ho pe  th es e co mmen ts will  be  he lp fu l to  you  an d th e m em be rs  of  yo ur  su b
co mm itt ee .

Si nc erely yo ur s,
Luth er  H. Hodges.

The  Secretary of Commerce, 
Washington , D.C., Ju ne 6, 1961.

Hon. Kenn eth  A. Roberts,
Chairman, Subcommittee  on Health and Safety, Committe e on Inters tate  and 

Foreign Commerce, House of  Representatives, Wash ington , D.C.
D ear Mr. Ch a ir m a n : F u r th e r  re fe re nc e is mad e to  you r le tt e r of  Apr il 10 

ask in g our vie ws  as  to  w heth er te m pe re d gl as s now be ing us ed  in  side  an d ve nt  
windo ws of  au tom ob ile s is m or e ha za rd ous  th an  la m in at ed  glas s.

The  B ur ea u of  Pu bl ic  R oa ds has no t under ta ken  an y sc ie nt if ic  re se ar ch  on 
ve hi cl e sa fe ty  gl as s it se lf  b u t h as  so me  k nowl edge  of  e xis ti ng  p ra ct ic e an d tren ds . 
S ta te  la w s ha ve  re qu ir ed  la m in ate d  gl as s w in ds hi elds  fo r m an y ye ar s,  but 
te m pe re d gl as s ha s bee n co ming in to  in cr ea sing  ap pl ic at io n fo r o th er gl as s are as 
in  th e  vehic le.  Lam in at ed  g la ss  is  ge ne ra lly  th ough t to  be su per io r fo r w in d
sh ie ld s be ca us e it  re m ai ns re as onab ly  cle ar even when cr ac ked  or  br ok en , in 
con tr ast  to  th e clo ud y appeara nce  of ten pre se nt ed  whe n tem pe re d gl as s is  
br ok en . Th e la tt e r is  st ro nge r,  ho wev er , an d will  w ithst and  fo rc es  th a t fr a c tu re  
la m in ate d  glas s. In  muc h of Eur op e,  te m pe re d gla ss  is us ed  fo r w in ds hi el ds  
as well  as fo r side  g las s.

A st udy  ba se d on sc an ty  d a ta  from  th e  au to m ot iv e c ra sh  in ju ry  re se ar ch  
pro je ct  a t Co rnell  dealt  w ith th e  re la tive ef fect s of  la m in ate d  an d tem pe re d 
gl as s in  side  an d ve nt  w indo w s as an  in ju ry  fa ct or.  T his  analy si s is  re gar ded  
inco nc lu sive  be ca us e a to ta l of on ly  27 pe rs on s w er e in ju re d  by co nt ac t w ith 
side  windo w glas s. N ea rly a ll  in ju ri es w er e cu ts  an d,  al th ough th es e wer e
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associated more with laminated than  with tempered glass, the exposure to injury 
hy the two types of glass does not appear to have been controlled sufficiently 
well to make any real judgment as to their  relative value, safetywise.

Glass replacement suppliers, dealer s and distributors, and others have been 
active in creating recent interest in the controversy between the two types of 
glass. We are  informed tha t the American Standards Association has begun 
a review of the situation, and tha t additional analyses of the Cornell accident 
data  may be undertaken.

The pospects for definite resolution of this particular question from study of 
existing accident experience seem less bright than the chance fo r better under
standing and fulfillment of the glass structure  safety needs through an inten
sification of research and development work. The variety of automobile col
lisions make unique and widely differing demands on safety glass, but the ideal 
glass for a crash impact probably would have controllable deformation and 
failure charac teristic s more appropria te to its application. We believe tha t 
the automotive industries and the various levels of government working co
operatively can meet the problem, and the Department of Commerce and the 
Bureau of Public Roads would natu rally assist  in any area where its available 
compentence and facilities permit.

We hope tha t this information will be helpful to you and to the Subcom
mittee on Health and Safety.

Sincerely yours,
Luther H. Hodges, 
Secretary of Commerce.

Kuhn Clinic,
Hammond, Ind., April 19,1961.

Congressman Kenneth Roberts,
House Office Building,
Washington, D.C.

Dear Congressman Roberts : Have jus t returned from an annual meeting 
of the National Society for Prevent ion of Blindness, where I gave a paper 
on Modern Industria l Eye Programs. At this meeting and at  a previous meet
ing of the Indust rial Advisory Committee of this  national organization of which 
I am a member, the question of glass in automobiles was brought up.

While the official stand of the National  Society for Prevention of Blindness 
will dei>end on the findings of the American Standards Association, they being 
equipped to do exi>erimental work, we did see some films which were very 
important indicating the impact resistance of tempered glass, plain glass, and 
laminated glass. There was no question, in my mind at  least, that  the lami
nated glass was the only sure protection, especially in the windshield but also 
for passengers riding near  the windows on the side.

My atten tion has been called by several i>eople to the fact that comments are  
being made indicating that indus try is using tempered lens for safety glasses, 
therefore it must be better for automobiles. There are special reasons why a 
case-hardened (i.e., tempered) lense is used in industry. The particles tha t a 
worker is being protected from are  very tiny and come very fast. The tem- 
I>ered lens has proven to be, by endless and expensive experimentation, the best 
protection possible for the worker’s eyes.

Laminted glass used to be used for protection, before they had the modern 
knowledge of tempering glasses fo r eye protection advanced as fa r as it is now. 
It is a facetious statement for anyone to make tha t because tempered lens chosen 
for tiny area s of glass in safety goggles, for fast  moving tiny particles where 
the impact is certainly different than  on a windshield or in a car, has any 
relationship to the automobile.

In all  the  investigations that  I have known, I cannot see (and I ’m speaking per
sonally not officially as a member of the NSPB Advisory Committee) how there 
can be any question about the imix>rtance of the continued use of laminated 
glass in windshields. Not only does the other frac ture  and if you have seen 
the film put out by the Monsanto Chemical Co., the demonstration will prove it 
very definitely for you. All other types splinter into many loose pieces.

It would seem too bad when the effort is being made by everyone including 
your committee, to increase safety in automobiles th at this backward step should 
be taken. If your hearings are later published, I should very much like to have 
a copy.

Sincerely,
Hedwig S. Kuhn, M.D.
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T he Columbus Medical Center,

Columbus, Ohio, Apri l 13,1961.
Hon. Kenneth  R oberts,
House of Representatives, Washington, D.C.

Dear Congressman Roberts : I note tha t you are chairman of a subcommittee 
which is deliberating legislation authorizing the Federal Government to require 
safety features on autos purchased by the Government.

I am writing  to endorse such legislation, with part icular emphasis on safety 
belts.

You have, I am sure, heard much of the authoritative reports on the reduced 
mortality in auto accidents when safety belts are  worn. I would like to empha
size two points which may perhaps have escaped emphasis previously.

Having worn a safety belt myself for the past year, I can repo rt that it is 
more comfortable for the driver to employ a safety belt than to go without. 
This was a bonus, for I expected to put  up with discomfort in order to achieve 
greater safety.

Another point is tha t occasionally, relatively minor mishaps may cause the 
auto driver to be shaken' away from the steering wheel. For example, if  a car 
runs off the road onto the shoulder, a sudden bumpiness may cause him to be 
jostled about and thereupon loses control of the steering wheel. If he uses a seat 
belt, however, the driver is much less likely to be thrown about and thereby 
suffer a major accident.

I hope that  the  Congress passes this legislation.
Very truly  yours,

Warren W. Smit ct x»i .D.

Statem ent of the American P ublic  H ealth A ssociation by B erwy n F.  
Mattison, M.D., Executive D irector, March 27,1961

The American Public Health Association, 1790 Broadway, New York, N.Y., is 
appreciative of this opportunity to presen t to this committee it s views on H.R. 
1341 introduced by committee chairman,  Mr. Roberts of Alabama, and H.R. 
i>03 introduced by Mr. Bennett of Florida,  both relating to the problems of auto
mobile safety. It was my pleasure to appear before this subcommittee in July 
1959 to present testimony on s imilar legislation. The APIIA believes tha t the 
activities of this congressional committee in the area of accident prevention 
and highway safety are most commendable and that  the people of this Nation 
are indebted to the committee for the concern and attent ion tha t is focused on 
this problem as a result of these hearings.

As I stated in my previous appearance, we in public health are much concerned 
over the alarming increase in accidental injury and death, a large portion of 
which results from motor vehicle accidents. In the pas t 4 to 5 decades, we have 
seen a drama tic reduction of morbidity and mortality from the communicable 
diseases. On the other hand, there has been a terrifying increase in deaths and 
in disabling injur ies due to motor vehicle and other accidents. We believe that  
the cooperation which brought about the aforementioned reduction in communi
cable diseases might be used to some degree as a patte rn whereby s imilar  ad
vances could be made against motor vehicle accidents. This cooperation was 
affected between medicine and allied professions, private research laboratories, 
university laboratories, and the Government through health agencies at the 
Federal, State, and local levels. Would it not be possible to accomplish the 
presently desired end by a similar cooperative arrangement involving medicine, 
research, the automobile and allied indust ries and appropriate priva te and 
governmental agencies?

The American Public Health Association, in a policy statement adopted only 
last November, urged tha t research efforts in the field of accident prevention 
be significantly increased in number, scope, and depth so as to embrace the 
study and control of all types of accidents regardless of the place of occurrence. 
It appears to us tha t this is the weakest point in present efforts. There  is, as 
of the moment, no entity adequately financed and staffed to even coordinate 
individual efforts to say nothing of conducting adequate research on t his  prob
lem. In the aforementioned policy statement,  the APHA urged additional funds 
for both the Public Health Service and the Children’s Bureau, Department of 
Health, Education, and Welfare, to encourage and support additional research- 
efforts to assis t State and local health departments in developing more effective
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acciden t programs. Gr ea ter  atte ntio n must be d irected t o ident ifying the  hu man 
fac tor s involved in acciden ts and in the  developing of effective methods to cope 
wi th them. There should be a marked increase too in educational effor ts de
signed  to dispel the igno ranc e about the basic causes of accidents and the  role 
which people play in thei r causa tion. There app ears to us to be enti rely  too 
much of an att itu de  of fat alism  in regard  to accid ents ra ther  than a frame of 
mind which would emphasize  a positive approach tow ard  human  endeavor to 
prevent accidents.

The  activitie s of this comm ittee and the intere st of its  several  members has 
played no small pa rt in some of the  advances  which have already been made in 
the  field of motor vehicle accident  preven tion. Cer tain ly the now rapidly ad
vancing  acceptance of the  ins tal lat ion  and use of sea t belt s should bring  a deep 
sense of satisfac tion  to th is  committee. Even af te r the  submission of scientific 
evidence that  the proper use  of sea t belt s would materially  reduce  inju ries  and 
dea th from motor vehicle accidents, it has taken yea rs to accomplish a common 
acceptance of the need fo r thi s device. The  APHA, as this committee  m ust cer
tain ly also be, is most gra tifie d to know that  beginning with the 1962 models our 
major American ma nufac tur ers  will insta ll, as sta ndard  equipment on every 
car manufactured,  the  mou nts to which sea t belts can be a ttached.

The acceptance  of dire ctio nal  signal lights provides  a simi lar story  of slow 
but  steady progress.  Fi rs t, direct ional  lights were availab le on the most ex
pensive models of American  automobiles, then they became availa ble as optiona l 
equipment at  an increased cost  to the purchaser , and now they are accepted as a 
necessary and inte gra l i>art of the  equipment which belongs on every car  regard 
less of cost. In cer tain  of our  States , as the committee knows, direct ional  signal 
lights are  legally man datory.

Without question  every reaso nable step should be taken to reduce inju ry and 
dea th producing autom obile accidents. The most freq uently cited contributors 
to such accidents are  excess ive speed, d rink ing and driving, driv ing with  fau lty  
autom otive equipment such as brakes, lights, or turn signals , and the  lack of 
adeq uate  observation by i>edestrians. Those port ions of the  bills being consid
ered which might effectively control speed, assure  the  proper funct ioning of 
the automobi le and the greates t measure of protection  to its occupants, and 
provide to the driver  the  gre ate st opportunity to convey his inten tions should 
serve  a useful puri>ose in  the  preventing  of accidents. As I stated in my pre
vious testimony, a study published by the American Jou rna l of Public  Hea lth 
in November 1958 indicate d a sha rp increase of the percentage of occupants 
receiving dangerous or fa ta l injuri es when the accidents involved impacts a t 
speeds of more tha n 60 m iles per  hour. The occupants  of car s traveling a t this 
ra te  of speed o r more received dangerous or fa tal  injuri es at  a rat io thre e times 
as gre at as among the  occupants of automobiles trav elin g a t less than 60 miles 
per hour.

We believe that  considerable  additional resea rch is requ ired  in respect to the  
int eri or design of autom obiles and the development of standard s for these  and 
oth er safe ty appliances . It  would appe ar to our  associat ion that  a sizable in
crea se in the  researc h on ways to dimin ish injury  and  dea th as the res ult  of 
motor vehicle accidents should be an immediate function of the  Federal Govern
ment  through the  U.S. Public Hea lth Service. We believe it essential to de
velop proven standard s for safety  appl ianc es; and when such standa rds  have 
been developed and then utili zed on vehicles purchased  by the  Federal Govern
ment, this  would serve  a s a most useful  guide for the sim ilar  equipping of other 
cars.

Rela ting again to my prev ious  statement, we believe th at  the re remains a 
ma jor  question as to whether or not our present knowledge is sufficient to estab
lish the  proper  standard s in the  sa fety  design of motor vehicles and in the  ap pli
catio n of the most effective control  measures. As in 1959, I believe stil l th at  i t is 
vit al that  ther e be a ma jor  extens ion of test ing and experimentation in such 
standard s and the ir applica tion  before  control mea sure s can be really  effective. 
We believe that  the Depar tme nt of Heal th. Education , and  Welfare  through the  
Publ ic Health  Service has proved its competence in the field of general heal th and 
th at  it  has furth er proved its  competence in the field of accident prevention 
with in the limit  of finances and personnel. We urge again the  conside ration  by 
this committee of the  esta blishment  of a National  Accident Prevent ion Center 
where basic research  and  applied resea rch would lead to the development of

safe ty standa rds  and new techniques of reducing dea th and injury.
The American Public Health Association is gra teful for this  opportunity to 

pre sen t our considered  judgment  to this committee.
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State College, Pa., May 9,1961.

Hon. J ames E. Van Zandt,
House  of Re presentatives,
Washington, D.C.

Dear Congressman Van Zand t: Thank you for  you r le tte r of April 26.
In  accordance with your  suggestion I have prepared  a sta tem ent specially for 

the House Inter sta te  and  Foreign Commerce Committee Subcommittee on Hea lth 
and Safety, and which I enclose in duplicate.

Please excuse  my delay as I  have  not been too well.
Yours very sincerely,

R. K. Y. Dusinberre, M.D.
P.S.—Also enclosed is a copy of my editor ial fo r the commit tee.

R.K.Y.D.

A Statement, Concerning the Relative Safety of Truck and Rail Freight 
Transport, From a Medical Preventive Point of View

1. Personal . Before reti rem ent  from the Navy in 1954, the au tho r wrote a 
book, “Sa fety  in Driving,” designed to reduce the  deplorable traffic mortal ity 
in that  service. Since ret ireme nt he has  studied the  traffic mo rta lity  problem, 
with  view to making con tributions or improvements not previously  recognized. 
Some brief articles  were publi shed in the Williamsport Sun Gazette, and some 
resolu tions  were sponsored by the Centr e County Medical Society.

2. The problem. A c urr ent poli tica l problem is the  question of the  growth of 
piggyback freight.  The truc king indust ry complains (Harp ers  magazine, March 
1961) th at  the  rail roads are unfai r, in that  the  rai lroads  offer indiscriminately 
low rat es for piggyback freight, whi le the  t ruck ing industry must charg e higher 
rates,  according  to  the value of the  cargo. Both indust ries  are  h ere to stay and 
both may be expected to compete  withou t mercy. Both claim to work in the 
public interest, and demand legisla tive  support , so to an exten t the ir claims 
must  be spur ious or in conflict, or else the public inte res t has not yet  been fully 
clarified. Upon wha t basis, not here tofore recognized, can the  legis lator  base 
a policy of support for or discouragement of, piggyback freight ing? I submit 
that  the public  in terest  in mo rta lity  is the  f irst and  most impor tan t dete rminant.

3. The  public  interest. The word “safe ty,” is an exa spe rating word, meaning 
what the use r intends it to mean, usu ally in h is own inte rest . Bu t when General 
Quesada wrote in the Harpe rs magazin e of the  “public int ere st” in ai r safety,  
he obviously mean t safe ty to life  and  limb almos t exclusively. Air transport  
measures  its  “safety” in dea ths per  passenger mile of travel. Whereas proie 
erty intere st in airp lane s is not an  insignificant  inte res t, it is a negligible one, 
in the  public  mind. Further,  an  a ir  disaster,  unlike an auto  or truck accident, 
car ries a rela tively negligible in jury  component. Passenge rs are usually all 
killed, or walk  away  from the  wreck , unharmed. Final ly, to the  public, simple 
prop erty  damage car ries  lit tle  inter es t whatever. In the  coal industry, safe ty 
has been for  y ears  measured by death s per ton of coal mined, and  is so listed in 
the World Almanac. Con trariwise , the  trucking  operation  is charact erized by 
a large  number of simple prop erty  damage accidents , and a truck may even be a 
tota l loss with out  even any injury  to the  truck drive r. Trucking safe ty pro
gram s consequently  emphasize preventio n of accidents, and the  prevention of 
death is secondary. The ind ust ry compares its  accident saf ety  record with 
that  of the  automobile, since from th at  view it can gain by comparison. Finally 
it emphasizes  accident prevention  because that  is the  conven tional line  of effort 
of the safety  expert,  so it  has  n ot o ccur red to anyone to challenge thi s viewpoin t 
in mea suring the ir safe ty program. Since the accident comparison makes the 
truck look good, litt le res tric tion  is put  on the  truck except a somewhat lower 
speed limit.  The Garden Sta te Parkw ay of New Jerse y, car rying only cars, has 
a uniformly lower death  ra te  tha n superhighways car rying mixed car and truck 
traffic, bu t no par ticula r use of th is  fac t is made in res tric ting truck perform
ance.

4. The basis for comparison.  The  only basis for  comparison of the  s afety of 
truck and rail  transp ort  is by de aths  per ton-mile of fre igh t hauled, because 
those are the  only elements they have in common ou tside  of proper ty loss, which 
from the medical  preventive  view is not  irrelevan t, but neglig ible in the public 
interest, compared with  fat ali tie s. On Jun e 12, 1956, the Williamsp ort Sun 
Gazette publi shed my f irst comparison of truck  and rail  fat al iti es  on a ton-mile 
basis. Since then  I have con tinu ally  attempted to verify the  est imate  with 
other s tat isti cs,  and the  last  com puta tion was as fol low s:
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5. Com pu ta tio n of  dea th s per  ton-mile  of  fr e ig h t fo r th e  tr uck  an d ra il  in dus
tr ie s.  Be low  is  a verb ati m  cop y of  th e Pe nn sy lv an ia  D ep ar tm en t of  H ighw ay
Saf et y stud y.

Stu dy  of  com mercial ca r hi gh w ay  de at hs , in  1951:
T ota l de at hs in tra ffi c acc id en ts ________________________________________1, 643
T ota l dea th s in ac ci de nt s in vo lv ing co mmercial cars ____________________  433
Per ce nt ag e of  co mmercial  c a r dea th s to  to ta l dea th s------------------------------  26
Com mercia l ca r dea th s in  ru ra l a re as--------------------------------------------------- 321
Co mmercial  ea r dea th s in  u rb an  a re as_________________________________  112

R ura l a re a  de at hs  c au se d by  co lli sio n of  co mmercial  c a r w ith—
1. Motor  ve hicle___________________________________________________________ 214
2. P edest ri an____________________________________________________________  44
3. Fix ed  ob je ct __________________________________________________________ 24
4. R ai lr oad ______________________________________________________________  4
5. O th er _________________________________________________________________  —
6. No nc ol lis ion___________________________________________________________  25

N.B .—C om merc ial  car co ve rs  a ll  tr ucks incl ud in g bo th  tr ac to r- tr a il e r an d 
sm al le r truc ks . I t al so  co ve rs  am bu lanc es , ti re  en gine s, an d si m ilar  se rv ice 
eq uipm en t.

T heodore Chandl er, Jr .,  
Sta ti st ic ia n , B ur ea u of H ig hw ay Sa fe ty .

Fr om  th is  we ca n ch ar ge tr uck in g  in Pen ns yl va ni a in  1951 w ith  a rock bo tto m 
min mum  resp on sibi lit y fo r 49 sing le -t ru ck  ac ci de nt  dea th s (24 an d 25 ). Th e 
In te rs ta te  C om me rce  C om miss ion cla ss ifi es  suc h ac ci de nt s an d dea th s as  ‘•p rev en
ta b le ” an d als o includ es  tr u ck -t ra in  co llisio ns . D ou bt le ss  th a t Co mm iss ion  be
lie ve s th a t in  su ch  ac ci den ts  on ly th e dri ver or tr uck  ca n be ch ar ge d w ith  th e 
bla me . In  f ac t, in su ch  acci den ts  only th e tr uckd ri ve r get s ki lle d.  Sin ce re sp on 
si b il it y  fo r ot he r ty pe  ac ci de nts  ma y ar gu ab le , we  a rb it ra ri ly  di sm iss them  fo r 
th e mo men t in sp ite of  th e ir  nu mbe r. Nev er thel es s we do no t fin ally di sm iss 
th e  pr ob ab ili ty  th a t tr uckd ri ve rs  w er e re sp on sibl e fo r some of  th e tw o-vehicle  
co lli sion  dea ths,  a nd  c ert a in ly  f o r th e tw o- truc k co lli sio n de at hs.

Fo rty- ni ne  tr uck driver dea th s are  3 pe rc en t of th e to ta l de aths , 1,643, fo r th e 
S ta te  th a t ye ar . F or th e N at io n,  in Acc iden t F ac ts  (N ati onal Sa fe ty  Co un cil ) 
we lear n,  howe ver, th a t fa ta li ti e s  invo lv ing ‘‘motor -sco oter s, motor ized  bicycl es,  
fir e-e qu ipmen t, am bu lanc es , et c. ”, ac co un t fo r 1 p er ce nt  of  th e nat io na l fa ta li ti es.  
T her ef or e we  ag ai n a rb it ra ri ly  re du ce  th e min im um  tr uck in g re sp on sibi li ty  
fr om  3 pe rc en t to  2 pe rc en t, ig no ring  the  a bsu rd ity  o f lu m pi ng  al l th es e de sp er at e 
ve hi cl es  in  one  ca te go ry  by th e st a ti st ic ia ns fo r an y pu rp os e,  be ca us e we  ha ve  
no  o th er st a ti st ic s av ai la bl e.  T ak in g 2 p er ce nt of  t he national  tra ffi c k ill  fo r 1954 
of  36,000, we  ge t th e fig ur e 720 as  th e min im um  fa ta li ti e s ch ar ge ab le  to tr uck
ing , or  ru ra l ro ut es , in  onl y sin gle-ve hicle  ac cide nt s, an d inv olving  prob ab ly  
<»nly tr uck dri vers  th em se lv es .

Nex t we  de te rm in e th e min im um  ra il ro ad  fa ta li ti e s fr om  Ac cid en t Fac te  fo r
1954.
T re sp ass ers ____________________________________________________________  S60
Per so ns in gr ad e- cr os sing  accid en ts _____________________________________1, 377

T ota l____________________________________________________________ 2, 237

Pas se ng er s on tr a in s__________________________________________________  23
T ra vel er s no t on tr a in s_______________________________________________  6
Em ploy ees on du ty ____________________________________________________  228
O th er  no ntr es pas se rs ___________________________________________________ 131

T ota l____________________________________________________________  388

T o ta l___________________________________________________________________ 2,62 5
We ab so lve th e  ra il ro ads fr om  re sp on sibi li ty  fo r dea th s to  tr es pas se rs  wh o 

ev ad e th e pol ice , an d ri de th e  rods . W e ex cu se  th e ra il ro ads from  resp on sibi lit y 
in gr ad e- cros sing  dea th s,  fa u lt  of  th e tr uck  or ca r dri ver,  in th e view of  th e 
In te rs ta te  Co mm erc e Co mmiss ion.  B ut we  ch arg e th em  w ith  al l th e oth er  
dea th s,  to be fa ir  to tr uc kin g,  ev en  thou gh  ma ny  of  th e 388 dea th s were in  no  
w ay  co nn ec ted  w ith  th e ac tu a l hau ling  of  fr ei gh t,  i.e. , sh op  emplo yee s. To  re 
pe at , we  ch ar ge  th e ra il ro ads,  bu t ex cu se  th e tr ucker fr om  re sp on sibi li ty  fo r
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deaths about which there may be any element of debate, in order to lean over 
backward to be fa ir to trucking. We charge the railroads with responsibility for 
388 deaths tha t year, due to hauling freight.

Next, we learn from Statistical Abstracts of the United States  for 1957 that  
trucks hauled 214 billion ton-miles of freight in intercity routes of over 1 mile, 
while railroads hauled 556 billion ton-miles of freight (BTM). By division we 
get our ans we rs:
388 deaths „
F-o  =0-7 death per BTM for railroads.556 BTM

3.3 deaths per BTM for trucking.
2 1 4  15131

Thus trucking kills about four times as many truckdrivers alone, per ton-mile 
of freight, as do the railroads. Reverting now to the original statist ic, we note 
tha t in Pennsylvania, 214 deaths on rural routes alone involved trucks or com
mercial vehicles, or about four  times the minimum fataliti es for trucks . So if  we 
were to charge trucking with responsibility for only one-fourth of the deaths 
in two-car accidents, we would more than double our estimate  of the minimum 
chargeable to trucking.

6. Verification: Since making these estimates, I have tr ied by correspondence 
to get figures that would serve to  make them more accurate . These efforts have 
failed in most directions. But tha t failu re is most significant itself. Of all the 
national organizations to which I have written, presumably interested in the 
safety of trucking, not one, except the ICC, could give me the number of truck 
drivers tha t were killed in the course of their work, even to the extent tha t they 
could be expected to ascertain tha t figure in their own organization. Only those 
firms in inte rsta te commerce ar e required to report to the Interst ate  Commerce 
Commission, so their figures ar e limited. In one quar ter of 1960 40 truckdriver 
deaths were reported to the Commission, of which 20 were from “preventable” 
single-truck accidents (running off the road, collision with fixed object) . From 
this we may presume that  from 80 to 160 truckdriver deaths are  reported to the 
ICC alone, exclusive of other driver and nondriver deaths justly chargeable to 
trucking, if each accident were closely analyzed. In New York State  in 1960 
there were 42 single-vehicle fatal truck  accidents of which 21 were fixed object 
and 21 noncollision. In California in 1960 there were 96 fata l single-truck col
lisions. It  is easy to see how limited is the reporting to the ICC, and tha t a 
national survey would produce a figure for truckdriver deaths much nearer to 
my estimate.

The Bureau of Labor Statis tics cannot tell how many truckdr ivers lose their 
lives each year in the course of their work. The National Safety Council cannot 
tell. It gets its figures from the States, which do not break down their figures 
into significant subdivisions. A na tiona l insurance association cannot tell, nor 
tell where the figure might be found ; the occupational hazard is unknown.

A startl ing failure is tha t of the trucking industry to keep track of the number. 
But the objective of their safety program is to reduce accidents primarily, and 
death and injury only incidentally. The industry compares its accident record 
with its  own former record, to its credit. Naturally, it prefers a comparison that 
puts it in the best light. It is unable, if it would, to compare its  safety record 
wth tha t of the railroads on a ton-mile basis respecting fatalities . Consequently 
when the trucking industry challenges railroad practices, including piggy-back 
freighting, in Harpers magazine, March 1961, no mention whatever is made of 
the relative risk of life of the two forms of transport. Obviously the word 
“safety” to the trucking industry is a spurious name for a property conserva
tion program. Well may it omit mention of fata lities  in complaining over 
piggy-backing.

Probably the most startling failure is tha t of the truckdr ivers union to keep 
track of thei r own share of the  mortali ty. Perhaps the union insures  its mem
bers, but this is not prevention. The union cannot be said to have a safety pro
gram in the public interes t in mortali ty. This omission was called to the 
attention  of the president of th at union, but to date only acknowledgement of the 
letter has been received.

7. Conclusion: The only realistic criter ion of safety of the trucking industry, 
compared with that  of the rail freig ht industry, is presented and analyzed— 
deaths per ton-mile of fre ight hauled. The assumption is made that safety pro
grams should be primarily  life protection programs, as in the field of air  
transport, and not primarily property  protection programs, as in the trucking
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ind ust ry.  A just ifica tion is made in the  public  int ere st in mor tali ty, for  the  
vigorous promotion of piggy-back freight,  in order to get off the highways  as 
much as possible, the fre igh t of the  Nation.

The  au tho r of this  statement is ready to answer c ritic isms of  this  analys is, and 
answer questions about it.

R edu ction op T raf fic  Mortality

There  is hard ly a field of morta lity  th at  cries  for att ent ion  by the profes
sion so much as the  reduction  of traffic mortal ity through prevention. To the  
exten t th at  the  problem is polit ical, involving conflicts of inte res t, the  profes
sion appears  to take lit tle  int ere st.  The need of the  moment is for medicine 
to formu late medical traffic policies  of its own and  tak e an explicit stand on 
cu rre nt issues—the  use of ra da r in enforcement, for example.

An illu stra tion  of action in th is  field is  in order.  The Centre County Medical 
Society introduced a reso lution at  the  1958 annual meeting of the house of 
delegates of the Pennsylvania Medical Society calling for  the  elimination of 
sirens and  bells from ambulances, and for prohibition  of excess speed by am
bulances . The resolut ion passed  unanimously. It  now remains  for  the  leg
islatu re to bring the  operation  of ambulances in line with  medical inte res t in 
public health.

This year the Centre County  Medical Society has  subm itted  to the  delegates  
two resolu tions  concerning alcohol and speed limits. Medicine could support 
other projects such as legislation for rad ar,  the  use of speed governors on all 
car s including trucks,  selective res tric tion  of different categ ories  of drivers, 
and  the  submission of con trov ersi al questions to the  elec tora te for  referendum, 
and there by accelerate the redu ction of traffic f ata liti es.

The  reasons for the suppor t of all these measures are beyond the scope of 
this paper . The f ailure  of cu rre nt  measures to control the speed of irresponsible 
and imm ature drivers and the  abuse of power and speed by commercia l vehicles 
are ma tte rs for serious concern and vigorous action  by the profession.

Consider one medical ques tion in point—whether truckd riv ing  is “saf e” for  
truckd rive rs themselves irre spective of the menace of trucks  to others.  No 
one, not even those who profess to take  an inte res t in trucking safety, can tell 
how many truckdr ivers lose their lives each yea r in the  course of the ir work. 
The  Bureau of Highway Safety does not know. Presumably the  figure could 
be ob tained  from the reports  of  fa tal  accidents if it had any  significance for the 
cu rre nt  safe ty viewpoint. The  National Safety Council, which obtains its 
figures from the Sta tes’ reports , cann ot tell, nor can the  American Truck ing 
Associat ion. The truck dr ive rs’ union, on being inte rrog ated, also cannot tell 
eith er. Why not? Is not the occupat ional mortal ity of the ir chief workers 
of as much concern to the la tter  o rgan izations as it  is to  the  United Mine Work
ers?  How can the premium rates for  the ir welfare  funds be computed scien ti
fically when mortality  rat es are nonex isten t? A nat ional insu ranc e association 
not  only cannot tell wha t the occupational risk  is but cann ot tell where  the in
form ation can be found. The Bureau  of Labor Sta tist ics  does not have the 
figures, so how can public health authoriti es know? My own computations from 
availab le figures indicate  th at  about 1,000 truc kers a year are killed in the 
United  States in noncollision acciden ts alone, for which only they are respon
sible. But  it is impossible to verify the est ima te from any organ ization pre
sumably in teres ted in highway saf ety  or in truckers.

The  significance of this is sta rtl ing . In the clamor of autho rity  and opinion 
in traffic safe ty affairs , the voice of medicine is not heard . Even medicine does 
not have the figures on mo rta lity of truckdriver s. Yet the maximum speed 
of trucks  was advanced in th is  State  recently from 30 to  50 miles per hour, and 
according to the bill, “for  the  protection  of public safe ty.” The vote on the bill 
was 196 to  2 in the house. I t is impossible to suppose th at  th e viewpoin t of pub
lic hea lth was r epresented  in the  hearings on the  bill when we have no m orta lity  
figures on truckers, and when only two members were found to oppose the bill. 
Trucks  were  involved in one-quarte r of the traffic de aths  in Pennsylvania in 1951. 
though without doubt not all were chargeable  to the  truckd rive rs. It  is a medi
cal and legisla tive paradox th at  mortal ity should be completely overlooked or 
ignored in a bill designed to p rotect  lif e (s af et y) .

The reason  is not hard to find. The word “sa fety” has  come to mean the 
reduction  of accidents, not of traffic deaths. The  sec reta ry of a safety council 
w ri te s: “We are  not inte res ted  in mor tali ty reduct ion per  se. Our philosophy 
is, through our myriad of operations , to prevent the  acciden t in the  first  place
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and then death and inju ry reduction will automatically be taken care  of.” 
Doctors who will flinch at  the idea tha t death and injury reduction will ever 
be taken care of “automatically” will find on closer study tha t it has not in 
fact been so taken care of. Over the years accident reduction programs have 
been made to serve as the justification (plausible enough from the figures 
furnished) for the advancement in the power, weight, and speed of vehicles, ir 
respective of their  killing power. The increased death  rate  for the remaining 
accidents is obscured by the reduction in the mere number of accidents. Trivial 
accidents and monetary losses are reduced, but not mortality. Thus, in reality , 
a materialistic,  not a  humanitarian, concept of safety dominates public thinking 
and the development of traffic.

A policy of emphasis on accident reduction, with secondary interest  in the  
mortality potential of the  remaining accidents, works like the misdirection 
movements of a magician. It  only appears to reduce mortality,  being coinci
dental with a general diminution in deaths per vehicle-mile. Actually, it  does 
not serve this purpose because it is designed to offer not the slightest impedi
ment to the relentless advance in the speed and weight of vehicles. How can 
it, indeed, when these facto rs are none of the business of safety authorities? 
The weight of vehicles is the concern of the Bureau of Labor and Industry,  
while the speed limits are the province of the departm ent of highways. This 
leaves to the bureau of highway safety the promotion of good driving.

Fur ther to insure that  no impediment is offered to the unending and unnec
essary advance of speed and weight of vehicles, the irrelev ant dogma is widely 
reitera ted tha t speed “of itsel f” does not cause accidents. Neither does alcohol 
“of its el f’ cause accidents. It  is a gross error to suppose tha t we can go on 
forever having as much speed-as  anyone wants or thinks he needs simply 
because a ll accidents have more than one cause, and when the importance of 
the various causes varies with the interest of the observer.

To conclude, medicine has a preeminent responsibility, secondary to none, 
in traffic mortality, since the political problem is common between the selfish 
and commercial interest  of drivers on the one hand and the public intere st in 
health on the other. Everyone is concerned with the risk of death, whether 
he drives or not, since everyone must ride. Millions of women who can only 
ride have no influence on the advance of speed. It  is the delinquent drive r 
tha t determines the ceaseless advance of speed limits by contributing to the ir 
progressive destruction. If the back-seat drivers could vote, they might well 
alte r the  pattern of traffic fo r the better.

Participation by the whole electorate in traffic policy determination would 
produce an entirely different  order of interest by the public, in contrast with 
the apathy of which the safety  people complain and seem not to be able to under
stand or improve. Not since the birth of the automobile has anyone ever been 
allowed to vote on a speed limit. If people had any voice in the traffic policy 
with which they have to drive, they might be expected the better  to support 
enforcement.

In the interest  of public health, it remains for medicine to develop explicit 
policy in all current controversia l traffic questions, including the submission 
of these questions to the people for decision by referendum. If the people 
want to kill each other at  60 miles per hour, let them vote on the question 
and accept the responsibility.—Robert K. Y. Dusinberre. M.D., State  College, Pa.

Mr. Roberts. The subcommittee is adjourned,  subject to the call 
of the Chair.

(Whereupon, at 12:25 p.m., the subcommittee adjourned, to re
convene subject to the call of the Chair.)
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